CHAPTER YV
Comments and Coordination

A. Summary of Comments and Coordination

The Missouri Department of Transportation and the Federal Highway Administration have
provided numerous opportunities for coordination of the study with the general public and
resource agencies. Chapter V of the Draft EIS presents a description of the public involvement
and agency coordination programs carried out prior to the release of the Draft EIS.

B. Distribution of Draft EIS

Notice of Availability for the 1-29/35 Draft EIS was published in the Federal Register (Vol. 71,
No. 67) on April 7, 2006. The comment period for the Draft ended on May 22, 2006.
Approximately 45 printed copies and 30 CDs were distributed to the circulation list printed in
Chapter VI of the Draft EIS.

The Draft EIS was hand delivered to 10 public review locations along the corridor in city halls
and libraries on March 31, 2006. Copies were also available for public review at the Missouri
Department of Transportation (MoDOT) Central Office (Jefferson City, Missouri) and District 4
Office (Lee’s Summit, Missouri). The document Summary was available on the MoDOT Web
site at www.modot.org.

C. Public Hearings

Two open-house public hearings were held:

o Tuesday, May 9, 2006 from 4 to 7 p.m. at the North Kansas City Community Center,
1999 Iron, North Kansas City, MO, and

o Thursday, May 11, 2006 from 4 to 7 p.m. at the Garrison Community Center, 1124 E. 5th
Street, Kansas City, MO.

The meetings included a presentation on project background information, exhibits about the
recommendations in the Draft EIS, as well as a comment station for written comments, and a
court reporter to take verbal comments. To serve Spanish and Vietnamese speaking
participants, interpreters for both languages were available at both hearings. Additionally,
copies of the Draft EIS Summary were translated to Spanish and Viethamese and made
available at the hearings and on MoDOT'’s web site.

1. MEETING PUBLICITY
Notice of Availability was printed in the Federal Register on April 7, 2006.

Legal notices, in accordance with MoDOT/FHWA procedures appeared on April 6 in The Daily
Record, the Kansas City Star and the Sun Tribune.
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Mailers announcing the availability of the document, viewing locations, public hearing dates and
instructions on how to comment were mailed to more than 1,200 individuals and organizations
who had expressed an interest in the project, had property or other interests in the project area
or who had been identified as a potential stakeholder.

Both the MoDOT web site and the KCRiverCrossings web site posted information about
public viewing locations, the availability of the Draft EIS Summary on-line, hearing times, dates
and locations and information on how to comment on the Draft EIS.

E-mail notifications including information about viewing locations, hearing locations and how to
make a comment were sent to the following organizations for distribution to their membership:

¢ Downtown Council

¢ Regional Transit Alliance

o Missouri River Crossing Committee

o [|-29/135 EIS Community Advisory Group

Press releases about the project, including recommendations, information about viewing
locations, hearing and how to make a comment were distributed to all major news outlets on
4/17/2006 and 4/25/2006. In addition, MoDOT hosted a one-on-one briefing on the document
for reporter Brad Cooper of the Kansas City Star.

A display ad was placed it the Kansas City Star, Dos Mundos and Northeast News and the KC
Chinese Journal prior to the public hearing.

April 26 — Northeast News

April 26 — Kansas City Star Northland and City sections
April 27 — Dos Mundos (Ad translated to Spanish)

May 3 — Northeast News*

May 3 — Kansas City Star Northland and City sections*
May 4 — Dos Mundos (Ad translated to Spanish)*

May 4 — Kansas City Chinese Journal*

* These ads included information on availability of Summary document in Spanish and Vietnamese on MoDOT web site.

Sponsorships announcing hearing information via Metro Traffic Networks were played on all
Kansas City area radio stations.

2. PRESENTATION

A presentation providing project background information was played for all hearing attendees.
The presentation discussed the overall planning process for projects, the project Purpose and
Need, the EIS process, key considerations in the Draft document and how to comment on the
document.

a. Exhibits

Hearing participants, after viewing the presentation were invited to view the following exhibits.
Exhibits were staffed by members of the Draft EIS team, who answered questions and collected
comments from hearing. The exhibits included:

o Welcome/Sign-In Station
* Agenda for the meeting
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D.

Important Information about the Draft EIS including the fact that the suggested
alternatives are intended to represent a footprint within which any number of reasonable
options might be developed, and the likely impacts of those options.

[-29 from M-210 to Paseo/Typical Section

HOV/Transit information

North Subcorridor information

North Subcorridor preferred alternative map

River Crossing Subcorridor information

Bike/Ped crossing information

Missouri River Crossing information

Missouri River Crossing typical sections

Missouri River Crossing preferred alternative maps (3)

CBD North Loop Subcorridor information

CBD North Loop Subcorridor preferred alternative map

CBD North Loop Subcorridor Ongoing Considerations

Cultural Resources

Next Steps

Thank-You/Comment Station and Court Reporter

Design-Build Station

Public Comments

A total of 1,170 public comments were received during the comment period for the DEIS.
Comments received from agencies, municipalities and other local organizations are addressed
later in this chapter.

1. GENERAL SUMMARY OF PUBLIC COMMENTS
Table V-1
Summary of Consistent General Public Comments
General Public Comment Count

1. Don't like the proposed M-210/Armour Road interchange because of 5
limited access/support the North Kansas City proposal.

2. Attractive materials should be used on the project. 3

3. Concern about safety and access for bicycles and pedestrians trying to 11

cross the Missouri River.

4. MoDOT needs to consider doing further analysis/support bicycle and 217

pedestrian accommodations for crossing the Missouri River.

5. Bike/pedestrian lane would allow for a stranded motorist to escape. 1

6. Connections to and from a bicycle and pedestrian crossing, including

opportunities to connect with the Katy Trail and provide a link in the Quad- 24

State Trails Plan, should be considered.

7. A half a mile between crossings is a long way for a pedestrian. 1

8. The project is located in a densely populated area and wherever streets are

located that allow bicyclists and pedestrians to operate legally, should allow 45

for that access.

9. The design life of the bridge makes flexibility for the future a must. 1
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Table V-1 (continued)
Summary of Consistent General Public Comments

General Public Comment Count
10. The EIS should consider how bicyclists and pedestrians will cross all 7
obstacles including railroad tracks and steep grades.
11. The bicycle and pedestrian communities should have a voice on 11
design-build committees speaking for the community about the bridge.
12. Concerned about the process moving too quickly for proper development 42
and consideration of public input just to accommodate design-build.
13. EIS should outline a plan for creating a contiguous bicycle/pedestrian 33
route.
14. Federal law says that safe accommodation of pedestrians and bicyclists 56
should be given full consideration during development of federal-aid projects.
15. A bicycle and pedestrian crossing should be considered as part of the 39

funding for this project.

16. Understand that it may only be possible to fund one bicycle and pedestrian
crossing due to financial constraints.

17. MoDOT should comply with MARC'’s bicycle policy. 10

18. There are too many lanes for some of the alternatives.

19. Bridge needs to be designed to be multi-modal.

20. Bridge should be a signature structure.

22. Preserve the existing Paseo Bridge.

1
3
1
21. Bridge should be functional, it doesn’t matter what it looks like. 2
2
3

23. Traffic should be re-routed to 435 and other corridors in the metro, rather
than increasing capacity on 1-29/35.

24. Complete closure of the Paseo Bridge during construction will have 2
negative impacts on businesses.

25. CBD is now more housing than businesses and residents need access to
services near the suburbs.

26. Adding capacity will shift congestion to downtown. 2

27. Traffic studies need to be done on the CBD North Loop Subcorridor.

N

28. Columbus Park has high percentage of elderly and poor who do not drive
but they should not be ignored.

N

29. Concerns about emergency access to Columbus Park.

o |~

30. There should be no street closures in Columbus Park.

31. The extension of Independence Avenue west of Cherry through
Downtown is good.

N

32. What will happen to property if Cherry is closed?

[©23N 1 \V]

33. Plan forces traffic to leave Columbus Park via 5" Street, which makes it
difficult for business customers to park.

34. Project will increase traffic and pollution in Columbus Park. 1

N

35. Concerns about unproven design-build process.

36. 23 USC 135 calls for minimizing fuel consumption and air pollution. This
project will do the reverse. 1
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Table V-1 (continued)
Summary of Consistent General Public Comments

General Public Comment Count
37. MoDOT has ignored concerns from Columbus Park regarding transit,
bicycle/pedestrian and impacts and opted for a solution favoring private 1
vehicles.
38. EIS should not depend on Northland~Downtown MIS recommendations 8
because these have failed and have no support.
39. Why were a combination of approaches not evaluated? 12
40. Heart of America bridge is underutilized, MoDOT should encourage its 2

use through signage.

41. Roundabouts at Front Street would support development.

42. Project should take four lanes to the top of hill where 1-29 splits.

1
1
43. Plans really only accommodate non-local traffic. 2
44. Traffic is only heavy during rush hour, additional capacity is not needed. 1

45. Other modes of transportation could make contributions to purpose and

: i 50
need/modal choice should be increase.
46. Support transit and HOV lanes. 9
47. Reserve space for future transit accommodations. 2
48. Noise barriers further isolate neighborhoods. 1
1. Don’t like the proposed 210/Armour Road interchange because of limited

2.

access/support North Kansas City proposal —

Response: The interchanges shown in the DEIS are illustrative concepts used to develop a
project footprint and estimate impacts. Specific interchange designs will be further
developed during the design-build process. MoDOT is aware of the concerns from the City
of North Kansas City and the surrounding businesses about access at M-210/Armour Road.
MoDOT is committed to continuing discussions with the City and the community on access
management issues through the design-build process.

Attractive materials should be used on the project —

Response: MoDOT is committed to working with the municipalities and the public to
develop a context sensitive urban design approach to allow integration of enhancements
and determine financial and maintenance responsibilities.

Concern about safety and access for bicycles and pedestrians trying to cross the
Missouri River —

Response: The Missouri River is a major barrier for pedestrian and bicycle mobility across
the river. Possible access over the river is limited to the existing bridge crossings. MoDOT
is committed to letting for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10™ Avenue in North Kansas
City and 3" Street in Kansas City via the Heart of America Bridge by 2012.

MoDOT needs to consider doing further analysis/support bicycle and pedestrian
accommodations for crossing the Missouri River —
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Response: As a result of the comments received on the DEIS, MoDOT, in partnership with
MARC, conducted a study to identify and evaluate potential bicycle/pedestrian facilities
across the Missouri River in the downtown Kansas City area. Representatives from Kansas
City, North Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on
the study team. The study included conceptual designs that were of sufficient detail to
facilitate discussions and decisions regarding reasonable alternatives for potential facilities.
The analysis included federal, state, local and regional policies applicable to
bicycle/pedestrian accommodations. MoDOT worked with MARC and the community to
select one reasonable alternative that is the priority for the region to be included for
construction in the 2008-2012 STIP.

MoDOT is committed to letting for construction a reasonable and safe bicycle/pedestrian
facility crossing the Missouri River along Missouri Route 9 between 10" Avenue in North
Kansas City and 3" Street in Kansas City via the Heart of America Bridge by 2012. Funding
for this improvement may come from one or a combination of available funding sources.
This commitment can be met through the use of existing or future MoDOT district distributed
funds for Major Projects and Emerging Needs, funds allocated to the MARC region, and/or
through other public or private funds.

Since the study area in this NEPA document does not include Missouri Route 9 north across
the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward.

Bike/pedestrian lane would allow for a stranded motorist to escape —

Response: Comment noted.

Connections to and from a bicycle and pedestrian crossings should be considered —

Response: Consideration of current and planned bicycle/pedestrian connections related to
the Missouri River crossing are discussed in Chapter IV, Section F of the DEIS. MoDOT is
will let for construction a reasonable and safe bicycle/pedestrian facility crossing the
Missouri River along Missouri Route 9 between 10" Avenue in North Kansas City and 3™
Street in Kansas City via the Heart of America Bridge by 2012.

A half mile between crossings is a long way for a pedestrian —

Response: Comment noted.

The project is located in a densely populated area and wherever streets are located
bicyclists and pedestrians should have similar access —

Response: Pedestrian and bicyclist considerations are discussed in the DEIS in Chapter 1V,
Section F. Sidewalks that currently exist will be replaced. Other pedestrian access will be
considered during design. MoDOT is committed to getting input from the community about
their interests and concerns related, but not limited to, community cohesion, connectivity
and access.

The design life of the bridge makes flexibility in the future a must -

Response: Comment noted.

The EIS should consider how bicyclists and pedestrians will cross all obstacles
including railroad tracks and steep grades —



CHAPTER V - Comments and Coordination V-7

11.

12.

13.

14.

Response: Pedestrian and bicyclist considerations are discussed in the DEIS in Chapter
IV, Section F. Sidewalks that currently exist will be replaced. Other pedestrian access will
be considered during design. MoDOT is committed to getting input from the community
about their interests and concerns related, but not limited to, community cohesion,
connectivity and access.

The bicycle and pedestrian communities should have a voice on design-build
committees speaking for the community about the bridge —

Response: MoDOT values the input of the impacted communities, including the bicycle and
pedestrian communities. The public involvement process before and after the award of the
design-build contract allows the public to provide feedback on MoDOT's actions. The
Community Advisory Group was formed to represent a snap shot of public input. The
representatives were named by civic and elected officials and represent diverse interest,
including the handling of bicycle and pedestrian issues. During the design-build portion of
the project there will be opportunities for the public to share their concerns and comments
during a range of public involvement activities including public meetings before and after the
award of the design-build contract.

Concerned about the process moving too quickly for proper development and
consideration of public input just to accommodate design-build -

Response: The NEPA process is being conducted in the same manner that it is conducted
for all projects of this nature and has not been cut short because design-build is being used
to implement the project. In fact the NEPA process began in the Spring of 2004, over two
years ago. The public will continue to have the opportunity to provide input throughout the
remainder of the NEPA process and into design-build. During the design-build portion of the
project there will be opportunities for the public to share their concerns and comments
during a range of public involvement activities including public meetings before and after the
award of the design-build contract.

EIS should outline a plan for creating a contiguous bicycle/pedestrian route —

Response: Consideration of current and planned bicycle/pedestrian connections related to
the Missouri River crossing are discussed in Chapter IV, Section F of the DEIS. MoDOT is
committed to letting for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10™ Avenue in North Kansas
City and 3™ Street in Kansas City via the Heart of America Bridge by 2012. Since the study
area in this NEPA document does not include Missouri Route 9 north across the Missouri
River, the appropriate environmental documentation and clearances will be completed as
this bicycle/pedestrian project moves forward. MoDOT will continue to work with MARC and
the community on an appropriate design for the improvements to the Heart of America
corridor.

Federal law says that safe accommodation of pedestrians and bicyclists should be
considered as part of the funding for this project —

Response: Consideration of current and planned bicycle/pedestrian connections related to
the Missouri River crossing are discussed in Chapter IV, Section F of the DEIS. These
considerations are now part of the Preferred Alternative and discussed in Chapter Il of the
FEIS. MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10"
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Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012.

A bicycle and pedestrian crossing should be considered as part of the funding for
this projects —

Response: MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10"
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Funding for this improvement may come from one or a combination of available
funding sources. This commitment can be met through the use of existing or future MoDOT
district distributed funds for Major Projects and Emerging Needs, funds allocated to the
MARC region, and/or other public or private funds.

Understand that it may only be possible to fund one bicycle and pedestrian crossing
due to financial considerations —

Response: Comment noted.

MoDOT should comply with MARC’s bicycle policy —

Response: MARC'’s policy has not been adopted as part of MoDOT'’s policy. MoDOT wiill
continue to work with MARC and the community on an appropriate design for the
improvements to the Heart of America corridor.

There are too many lanes for some of the alternatives —

Response: Comment noted. MoDOT will use phasing to build some of the additional
capacity now and reserve space for additional lanes at some time in the future when traffic
warrants.

Bridges need to be designed to be multi-modal —

Response: Transit and bicycle/pedestrian options are not precluded by the Preferred
Alternative. There is support for, and inclusion of, these other concepts. MoDOT is
committed to continued coordination with MARC, Kansas City Area Transportation Authority
(KCATA) and others to look for opportunities to support enhancements of transit in the study
area. MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10"
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012.

Bridge should be a signature structure —

Response: Comment noted. MoDOT is committed to constructing a noteworthy bridge that
the community can support, within the budgetary and scheduling constraints of the design-
build project. Detailed design decisions will be made during the design-build portion of this
project. One of the goals of the design-build process is to build a noteworthy bridge.
MoDOT is working with a community advisory group to get input on the priorities and
concerns of the community. MoDOT is committed to including the Community Advisory
Group in making the decision regarding the bridge type. Further public involvement on the
specifics of the bridge type and design is expected to occur following the NEPA process,
during the design-build process so that the public can provide input on what they see as the
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21.

22,

23.

24,

community’s priorities and again once the contractor has been selected and design details
are available for the public to provide input on.

Bridge should be functional, it doesn’t matter what it looks like —

Response: Comment noted. There have been expressions of interest in providing a
noteworthy structure at this crossing of the Missouri River. MoDOT is committed to
constructing a noteworthy bridge that the community can support, within the budgetary and
scheduling constraints of the design-build project. Detailed design decisions will be made
during the design-build portion of this project. One of the goals of the design-build process
is to build a noteworthy bridge. MoDOT is working with a community advisory group to get
input on the priorities and concerns of the community. MoDOT is committed to including the
Community Advisory Group in making the decision regarding the bridge type. Further public
involvement on the specifics of the bridge type and design is expected to occur following the
NEPA process, during the design-build process so that the public can provide input on what
they see as the community’s priorities and again once the contractor has been selected and
design details are available for sharing with the public.

Preserve the existing Paseo Bridge —

Response: Comment noted. This is one of the options that is explored in the DEIS.
Detailed design decisions will be made during the design-build portion of this project. One
of the goals of the design-build process is to build a noteworthy bridge. MoDOT is working
with a community advisory group to get input on the priorities and concerns of the
community. MoDOT is committed to including the Community Advisory Group in making the
decision regarding the bridge type. Further public involvement on the specifics of the bridge
type and design is expected to occur following the NEPA process, during the design-build
process so that the public can provide input on what they see as the community’s priorities
and again once the contractor has been selected and design details are available for
sharing with the public.

Traffic should be re-routed to 435 and other corridors in the metro, rather than
increasing capacity on 1-29/35.

Response: The Interstate System, in addition to defense purposes, is for the safe and
efficient movement of goods, services and the traveling public. Neither the authority nor the
ability to enforce the redirection of traffic traveling through the Kansas City Metropolitan
area, or non-CBD oriented local traffic on an interstate highway currently exists. Any
restrictions to such use would have to be approved by the Federal Highway Administration.
Informational signing could be used to provide suggested routes to travelers through the
Kansas City region.

Complete closure of the Paseo Bridge during construction will have negative impacts
on businesses —

Response: MoDOT is committed to continuing discussions with the public and key
stakeholders regarding community priorities, which includes input regarding closures during
construction. A maintenance of traffic plan will be developed for the construction phase of
the project. The EIS has identified the possibility that the Paseo Bridge or other portions of
the corridor could be closed during all or part of the construction period subject to the details
that will be worked out during the design-build process. Public involvement and opportunity
for input will continue into the design-build phase of the project when more information
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related to the design is available. MoDOT will coordinate with area businesses regarding
access issues, via direct communication throughout the construction period.

CBD is now more housing than businesses and residents need access to services
near the suburbs —

Response: Comment noted.

Adding capacity will shift congestion to downtown —

Response: Prior to this EIS, the Northland~Downtown MIS looked at the origins and
destinations of different types of vehicles. The MIS indicated that 40 percent of traffic
entering the Loop was destined to the Loop. This was confirmed in the traffic analysis
completed for the EIS. Consideration of the impact of adding vehicle capacity to 1-29/35 on
the Downtown Loop was given. Model results of the No-Build Alternative indicate traffic
congestion would occur within the Loop at the northwest corner, the northeast corner of the
Loop. The Preferred Alternative includes adding lane capacity at the northwest and
northeast corners of the loop. These components will address traffic volume increases into
the loop associated with the initial widening of 1-29/35 to six lanes. In the analysis additional
loop capacity and operational changes beyond that proposed in this EIS may be needed to
maintain Level of Service (LOS) within the Loop with any further widening beyond six lanes
of 1-29/35. Future potential changes to the Loop and Loop traffic operation issues
associated with connectivity intersecting freeways are also discussed in the Loop Master
Plan. The LOS for the Build Concepts is discussed in Tables 2-11, 2-12 and 2-13. The
LOS analysis summarized in these tables indicates acceptable levels of service on the north
side of the Loop.

Traffic studies need to be done on the CBD North Loop Subcorridor —

Response: Traffic analysis was completed for the CBD North Loop Subcorridor.
Interchange analysis has been done to show that traffic movements can be accommodated.
Traffic information is summarized in the DEIS, Chapter II.

Columbus Park has a high percentage of elderly and poor who do not drive but they
should not be ignored -

Response: Comment noted. The Preferred Alternative will not negatively impact current
transit and pedestrian access.

Concerns about emergency access to Columbus Park —

Response: The Preferred Alternative will not negatively impact current emergency access.

There should be no street closures in Columbus Park —

Response: The Preferred Alternative will not require street closures or negatively impact
current traffic flow patterns.

The extension of Independence Avenue west of Cherry through Downtown is good —

Response: Comment noted. Because of concerns about impacts to business and
Columbus Park, MoDOT has re-examined the Preferred Alternative in the CBD North Loop
Subcorridor. The Preferred Alternative is now Alternative A. Street access will remain as it
is currently in the Columbus Park area.
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32.

33.

34.

35.

36.

37.

What will happen to property if Cherry is closed? —

Response: Cherry Street will not be closed. Because of concerns about impacts to
business and Columbus Park, MoDOT has re-examined the Preferred Alternative in the
CBD North Loop Subcorridor. The Preferred Alternative is now Alternative A. Street access
will remain as it is currently in the Columbus Park area.

Plan forces traffic to leave Columbus Park via 5" Street, which makes it difficult for
business customers to park —

Response: The concerns that were heard regarding Alternative B in the CBD North Loop
Subcorridor were related to business and neighborhood impacts and street closures. Based
on the concerns voiced by Columbus Park, North Kansas City and others, MoDOT has
re-examined the Preferred Alternative in this subcorridor. Because of these concerns and
the additional costs associated with Alternative B, the Preferred Alternative for the CBD
North Loop Subcorridor is now Alternative A. Street access will remain as it is currently in
the Columbus Park area.

Project will increase traffic and pollution in Columbus Park:

Response: The preferred alternative will provide additional vehicle capacity on the
interstate system which will reduce travel on the non-interstate arterial and local street
system. The alternatives were tested using the regional travel model. A comparison of the
model results between the No-Build and Build Alternatives indicated that with the Build
Alternatives, traffic volumes were higher on 1-29/35 but were less on other routes. Reduced
stop-and-go congestion on [-70/35 and 1-29/35 would be expected to reduce localized
carbon monoxide pollution for vehicles.

Concerns about unproven design-build process:

Response: Design-build has been used successfully on other projects all over the country.
This particular process has been developed to allow as much flexibility as possible while
following the environmental clearances provided for through the NEPA process. The
process encourages innovations in design, traffic management and construction phasing.
The goal of design-build is to deliver the project faster and reduce costs as compared with
more traditional approaches.

23 USC 135 calls for minimizing fuel consumption and air pollution. This project will
do the reverse —

Response: The Preferred Alternative is part of a long-range plan that meets air quality
conformity with federal standards. Additionally, the project has been shown to reduce
regional vehicle miles of travel by providing a more direct connection for regional travelers.

MoDOT has ignored concerns from Columbus Park regarding transit,
bicycle/pedestrian and impacts, and has opted for a solution favoring private
vehicles —

Response: Chapter Il of this document provides further information regarding the approach
to the Preferred Alternative. Elements from the concepts that were not carried forward as
primary alternatives, such as transit and bicycle/pedestrian concepts, are now included or
supported as part of the Preferred Alternative.
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EIS should not depend on Northland~Downtown MIS recommendations because
these have failed and have no support —

Response: Recommendations from the MIS were further evaluated as part of this EIS
process. It would not be appropriate to ignore recommendations from planning studies.
Planning studies and the NEPA process are supposed to work together to find the
appropriate solution.

Why were a combination of approaches not evaluated? —

Response: Chapter Il of this document provides further information regarding the approach
to the Preferred Alternative. Elements from the concepts that were not carried forward as
primary alternatives, such as transit and bicycle/pedestrian concepts, are now included or
supported as part of the Preferred Alternative.

Heart of America bridge is underutilized, MoDOT should encourage greater use
through signage —

Response: Comment noted.

Roundabouts at Front Street would support development —

Response: A number of interchange concepts were evaluated in the EIS process. The
interchanges shown in the DEIS are illustrative concepts used to develop a project footprint
and estimate impacts. Specific interchange designs will be developed during the
design-build process. MoDOT is committed to continuing coordination with the Port Authority
regarding the interchange layout at Front Street in light of the Port Authority’s contribution of
funds.

Project should take four lanes to top of the hill where 1-29 splits —

Response: For this proposed action, the north terminus of the 1-29/35 and 1-35/70 Study
Corridor is defined at M-210/Armour Road with the south terminus of the study corridor at
US 169/Broadway Boulevard on the north side of the CBD Loop. These freeway sections
were constructed prior to the designation and construction of an interstate highway system.
The project corridor includes the former Sixth Street Expressway (now the north side of the
CBD Loop) and the Paseo Boulevard Extension (now part of 1-29/35). These sections of
1-29/35 and 1-35/70 have close interchange spacing, improper lane balance, narrow traffic
shoulders and less lane traffic capacity than do adjacent freeway sections to the north of
M-210/Armour Road and sections outside the CBD freeway Loop that were built later. This
section of freeway is a traffic capacity “bottleneck” and is the focus of the proposed action.

Plans really only accommodate non-local traffic —

Response: The Preferred Alternative provides for additional capacity to move people,
goods and services between the Kansas City CBD and the areas north of the Missouri
River. This project is part of the interstate highway system which serves local, statewide
and interstate travel. Interchange concepts have been developed and are part of the
Preferred Alternative. The interchange modification will better accommodate access to local
travel destinations.

Traffic is only heavy during rush hour, additional capacity is not needed —

Response: Levels of traffic are higher during the a.m. and p.m. peak hours, although traffic
congestion may occur during other time periods. The Preferred Alternative also addresses
the safe and efficient movement of people, goods and service.
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Other modes of transportation could make contributions to purpose and need/modal
choice should be increased —

Response: Chapter Il of this document provides further information regarding the approach
to the Preferred Alternative. Elements from the concepts that were not carried forward as
primary alternatives, such as transit and bicycle/pedestrian concepts, are now included or
supported as part of the Preferred Alternative.

Support transit and HOV lanes —

Response: Chapter Il of this document provides further information regarding the approach
to the Preferred Alternative. Elements from the concepts that were not carried forward as
primary alternatives, such as transit and bicycle/pedestrian concepts, are now included or
supported as part of the Preferred Alternative. HOV lanes were studied as part of the Major
Investment Study (MIS) completed prior to this EIS, and within this EIS.

Reserve space for future transit accommodations —

Response: Space for future widening is included as part of the Preferred Alternative. This
future widening will not preclude constructing HOV lanes.

Noise barriers further isolate neighborhoods —

Response: The MoDOT Noise Policy will be used to address noise impacts. Noise
abatement measures will be considered that are deemed reasonable, feasible and cost
effective. These locations are shown in Exhibit IV-4 in the FEIS. Should the majority of
benefited residents concur that noise abatement is desired at these locations, then MoDOT
will consider noise abatement. At these locations, possible noise abatement measures will
be presented and discussed with the benefited residents during the design phase. If the
majority of the benefited residents decide that they do not desire noise abatement for the
reasons stated in this comment or others, this will be taken into consideration as to whether
abatement will be provided.

SPECIFIC PUBLIC COMMENTS

Table V-2
Summary of Specific Public Comments

development. A lack of access is detrimental to business and property values.

Specific Public Comment Count
Concerns about impacts of pollution during construction, inability to expand
because of potential impacts and the possibility of relocating because of these 3
issues.
Interchange with 210/Armour Road should be freeway to freeway interchange. 1
3. Taney Street access needs to be maintained for local businesses and 8

4. Consideration should be given to making 16" Avenue a full diamond. This is

consistent with the City of North Kansas City’s discussions to make 16" Avenue a 3

significant east-west corridor.

5. Storm water detention plan for area at the northeast corner of 1-29/35 and 16" 1

Avenue should be included in the EIS.

6. Bicycle and Pedestrian access needs to be provided via the Paseo Bridge as 391

this crossing serves different destinations than the other bridges.
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Table V-2 (continued)
Summary of Specific Public Comments

Specific Public Comment Count
7. Bicycle and Pedestrian access needs to be provided via the Heart of America.
This keeps slower methods of transportation off of the interstate and is more 3
economical.
8. Bicycle and Pedestrian access needs to be provided on all river crossings. 75

9. FHWA says bicycle and pedestrian facilities will be incorporated into all

transportation projects unless exceptional circumstances exist. The EIS should 14

identify these exceptional circumstances.

10. No planning is shown for bicycle and pedestrian access for 210. 1

11. Against closing Cherry Street, which limits Columbus Park access to Admiral

and will force those living at the proposed housing project to drive through 10

Columbus Park and force trucks to use Charlotte which is a residential street.

12. Make Cherry two-way from Independence to 3", so that residents of the

proposed housing development would have access without going through Columbus 2

Park.

13. Making Holmes and Cherry two-way will isolate residences on Holmes from the
rest of the neighborhood and make it unsafe for children at the park.

14. Closing of entrance ramp at Troost isolates the neighborhood and impacts
businesses who use that access for deliveries, etc.

16. Closure of Macon street is having and will continue to have a negative impact on

6
15. Lowering Heart of America to street level will make noise worse. 3
property located at the corner of Macon and Bedford. 2

17. Move project to the West at Bedford to avoid taking Macon. 1

18. Maps and exhibits in the EIS are inadequate, misleading or faulty because of the
disclaimers such as “Concept Only” and errors in information in Exhibit 111-4.

19. Look at opportunity to connect Cliff Dr. and the NE area to the river front, by way
of 2" St. or Dora.

1.

Concerns about impacts of pollution during construction, inability to expand because
of potential impacts and the possibility of relocating because of these issues on food
production business —

Response: A discussion of considerations during construction is included in the DEIS,
Chapter IV and in Section S. of Chapter IV in this Final EIS. Efforts to minimize and mitigate
environmental impacts are discussed in Chapter IV of the DEIS.

Interchange with 210/Armour Road should be a freeway to freeway interchange —

Response: Because of impacts, a freeway to freeway interchange was not considered as a
build alternative. The interchanges shown in the DEIS are illustrative concepts used to
develop a project footprint and estimate impacts. Specific interchange designs will be
further developed during the design-build process.

Taney Street access needs to be maintained for local businesses and development.
A lack of access is detrimental to business and property values —
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Response: The interchanges shown in the DEIS are illustrative concepts used to develop a
project footprint and estimate impacts. Specific interchange designs will be further
developed during the design-build process. MoDOT is aware of the concerns from the City
of North Kansas City and the surrounding businesses about access at M-210/Armour Road.
MoDOT is committed to continuing discussions with the City and the community on access
management issues through the design-build process.

4. Consideration should be given to making 16" Avenue a full diamond. This is
consistent with the City of North Kansas City’s discussions to make 16™ Avenue a
significant east-west corridor —

Response: The interchange designs shown in the DEIS are illustrative of the possible
options for that location. The 16™ Avenue interchange is not proposed to be expanded to a
full interchange because of the short distances between this interchange and the
interchange with M-210/Armour Road. Making this a full interchange would create a difficult
weave between merging and diverging traffic at these interchanges. This would go against
the goals of the purpose and need which include improving traffic safety and operations.

5. Storm water detention plan for area at the northeast corner of 1-29/35 and 16™ Avenue
should be included in the EIS -

Response: The information about storm water detention will be available once the detailed
design is completed during the design build phase of the project.

6. Bicycle and pedestrian access needs to be provided via Paseo Bridge as this
crossing serves different destinations than the other bridges —

Response: MoDOT will let for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10™ Avenue in North Kansas
City and 3" Street in Kansas City via the Heart of America Bridge by 2012.

7. Bicycle and pedestrian access needs to be provided via Heart of America. This keeps
slower methods of transportation off of the interstate and is more economical —

Response: The Missouri River is a major barrier for pedestrian and bicycle mobility across
the river. MoDOT will let for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10™ Avenue in North Kansas
City and 3" Street in Kansas City via the Heart of America Bridge by 2012.

8. Bicycle and pedestrian access needs to be provided on all river crossings —

Response: The Missouri River is a major barrier for pedestrian and bicycle mobility across
the river. As a result of the comments received on the DEIS, MoDOT, in partnership with
MARC, conducted a study to identify and evaluate potential bicycle/pedestrian facilities
across the Missouri River in the downtown Kansas City area. Representatives from Kansas
City, North Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on
the study team. The study included conceptual designs that were of sufficient detail to
facilitate discussions and decisions regarding reasonable alternatives for potential facilities.
The analysis included federal, state, local and regional policies applicable to
bicycle/pedestrian accommodations. MoDOT worked with MARC and the community to
select one reasonable alternative that is the priority for the region to be included for
construction in the 2008-2012 STIP.



V-16 1-29/35

10.

11.

12.

13.

14.

Final Environmental Impact Statement

MoDOT will let for construction a reasonable and safe bicycle/pedestrian facility crossing the
Missouri River along Missouri Route 9 between 10" Avenue in North Kansas City and 3"
Street in Kansas City via the Heart of America Bridge by 2012..

Federal Highway Administration (FHWA) says bicycle and pedestrian facilities will be
incorporated into all transportation projects unless exceptional circumstances exist.
The EIS should identify these exceptional circumstances —

Response: Title 23 USC 217 states that bicycle transportation facilities and pedestrian
walkways shall be considered, where appropriate in conjunction with all new construction
and reconstruction of transportation facilities, except where bicycle and pedestrian uses are
prohibited.

No planning is shown for bicycle and pedestrian access for 210 —

Response: Although there are no sidewalks connected to the travel lanes of the 1-29/35
facility, there are sidewalks on most of the side streets that cross over or under the facility.
At the Armour Road interchange, sidewalks currently exist on the north side of Armour Road
and continue through the interchange, but there is no sidewalk on the south side of Armour
through the interchange and eastward. Existing sidewalks would be replaced through the
interchange to provide pedestrian connections along Armour Road. More discussion about
pedestrian and bicyclist considerations is located in Chapter 1V, Section F of the DEIS.

Against closing Cherry Street, which limits Columbus Park access to Admiral and will
force those living at the proposed housing project to drive through Columbus Park
and force trucks to use Charlotte which is a residential street —

Response: The concerns that were heard regarding Alternative B in the CBD North Loop
Subcorridor were related to business and neighborhood impacts and street closures. Based
on the concerns voiced by Columbus Park, North Kansas City and others, MoDOT has
re-examined the Preferred Alternative in this subcorridor. Because of these concerns and
the additional costs associated with Alternative B, the Preferred Alternative for the CBD
North Loop Subcorridor is now Alternative A. Street access will remain as it is currently in
the Columbus Park area.

Make Cherry two-way from Independence to 3™, so that residents of the proposed
housing development would have access without going through Columbus Park -

Response: Cherry Street is a local street. Changes to local streets in Columbus Park
would require coordination with the City of Kansas City, Missouri. MoDOT has no
jurisdiction for local streets.

Making Holmes and Cherry two-way will isolate residences on Holmes from the rest
of the neighborhood and make it unsafe for children at the park —

Response: Cherry Street is a local street. Changes to local streets in Columbus Park
would require coordination with the City of Kansas City, Missouri. MoDOT has no
jurisdiction for local streets.

Closing of entrance ramp at Troost isolates the neighborhood and impacts
businesses who use the access for deliveries, etc. —

Response: The concerns that were heard regarding Alternative B in the CBD North Loop
Subcorridor were related to business and neighborhood impacts and street closures. Based
on the concerns voiced by Columbus Park, North Kansas City and others, MoDOT has
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re-examined the Preferred Alternative in this subcorridor. Because of these concerns and
the additional costs associated with Alternative B, the Preferred Alternative for the CBD
North Loop Subcorridor is now Alternative A. Street access will remain as it is currently in
the Columbus Park area.

Lowering Heart of America to street level will make noise worse —

Response: The concerns that were heard regarding Alternative B in the CBD North Loop
Subcorridor were related to business and neighborhood impacts and street closures. Based
on the concerns voiced by Columbus Park, North Kansas City and others, MoDOT has
re-examined the Preferred Alternative in this subcorridor. Because of these concerns and
the additional costs associated with Alternative B, the Preferred Alternative for the CBD
North Loop Subcorridor is now Alternative A. The Heart of America bridge will maintain its
current profile.

Closure of Macon Street is having and will continue to have a negative impact on
property located at the corner of Macon and Bedford —

Response: The interchange designs shown in the DEIS are illustrative of the possible
options for that location. Through discussions with stakeholders and through public
comments, it was determined to be desirable to maintain access at both Bedford and Levee
Road. Braided ramps are shown in the conceptual designs. Braided ramps were
considered in order to eliminate a traffic weave at a location where the crash rate exceeds
the statewide average for similar facilities (Table I-3 in the DEIS). However, the space
required for the braided ramps requires the removal of Macon Street at this location. Access
to the properties adjacent to Macon Street would be provided by the network of local streets
serving this area. The public will continue to have the opportunity to provide input on the
project design into the design-build process when further details related to design will be
available.

Move project to the west at Bedford to avoid taking Macon —

Response: The Preferred Alternative shown is the alternative that was found to minimize
social, economic and environmental impacts while achieving the goals of the project.

Maps and exhibits in the EIS are inadequate, misleading or faulty because of the
disclaimers such as “Concept Only” and errors in information in Exhibit lll-4 —

Response: Some of the exhibits shown in the DEIS are labeled “Concept Only” because
the design shown in the DEIS are illustrative of the possible options for that location. The
project will not go through detailed design until after the NEPA process has been completed,
which is typically the case. At this time it is important that the reader understand that the
project has not gone through that level of design work and that the comments that are
received during the NEPA process may show that a change is needed to address concerns
or a new option is presented.

Exhibit 11I-4 is generated from the Census Bureau’'s Topologically Integrated Geographic
Encoding Referencing (TIGER) system based on 2000 census data. The original source of
the addresses is the Master Address File (MAF) and when an address is matched to the
address range in TIGER for a street segment the system forms one of the boundaries of a
particular block. In any large-scale statistical operation, like the Census 2000, human- and
computer-related errors occur. Such errors include not enumerating every household or
every person in the population, not obtaining all required information from the respondents,
obtaining incorrect or inconsistent information, and recording information incorrectly. While
it is impossible to completely eliminate these types of errors from an operation as large and
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complex as the decennial census, the Census Bureau attempts to control the sources of
such error during collection and processing operations. Unfortunately it is not possible to go
out and verify all of the data contained in the census and to do so is often deemed an
invasion of privacy, so that is not done. That also would require judgments about population
characteristics and information such as occupancy, which can be difficult to determine. The
census data is the best available source of population information at this time.

Look at opportunity to connect Cliff Drive and the NE area to the river front, by way of
2" Street or Dora —

Response: These are local streets. Changes to the local street system would require
coordination with the City of Kansas City, Missouri. MoDOT has no jurisdiction for local
streets.

Agency and Organization Comments
AGENCY AND ORGANIZATION LETTERS

On March 24, 2006, the FHWA and MoDOT issued the DEIS for approximately five miles of
[-29/35 in Kansas City, Missouri. In accordance with the National Environmental Policy Act and
Clean Water Act, substantive comments offered by public agencies, the general public, or other
interested parties need to be adequately addressed by the Final EIS. The following section
presents the agency and organization review comments received for the DEIS. The 45-day
minimum comment period on the DEIS ended on May 22, 2006. All comments received up until
publication of this FEIS were responded to and no cut off date was used to exclude comments.

The following letters were received on the DEIS:

U.S. Coast Guard — April 6, 2006

Federal Aviation Administration — April 21, 2006

Federal Transit Authority — April 25, 2006

U.S. Environmental Protection Agency — May 5, 2006

North Kansas City Business Council — 05-10-06

City of North Kansas City, Missouri — 05-16-06

Clay County Economic Development Council — 05-18-06

Kansas City Area Transportation Authority — 05-19-06

Missouri Department of Natural Resources — 05-19-06

Office of the Mayor, Kansas City, Missouri — 05-19-06

Columbus Park Community Council — 05-22-06

Housing Authority of Kansas City, Missouri — 05-22-06

Missouri Bicycle Federation — 05-22-06

Port Authority of Kansas City, Missouri — 05-22-06

Regional Transit Alliance, Downtown Council, American Institute of Architects — Kansas
City Chapter and Kansas City Design Center Joint Response — 05-22-06
River Crossing Committee — 05-22-06

Sierra Club, Ozark Chapter — 05-22-06

State Representative Mike Sutherland — 05-22-06

U.S. Department of Housing and Urban Development — 05-22-06

City of Kansas City, Missouri Resolution — 05-25-06

U.S. Department of the Interior — 05-26-06

Mid-America Regional Council — 05-30-06

Kansas City, Missouri Board of Parks and Recreation Commissioners — 07-19-06
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U.S. Department of Commander 1222 Spruce Street
Homeland Security Eighth Coast Guard District St. Louis. MO 63103-2832
?“"“ Sw‘;bglf 5?3?5-3900 Ext 2382
" hone: (31 . Ext
United States Fax: (314) 539-3755
Coast Guard Email:

16591.6/364.81 MOR
April 6, 2006

Ms, Jen Johnson
Transportation Planner, HNTB
715 Kirk Drive

Kansas City, MO 64105-1310

Subj: PASEO HIGHWAY BRIDGE REPLACEMENT, MILE 364.81, MISSOURI RIVER

Dear Ms. Johnson:

Please refer to your letter dated March 31, 2006 regarding the review of the Draft Environmental
1 Impact Statement. The environmental documentation will adequately support an application for

a Coast Guard Bridge Permit. If you have any questions or need further assistance, please call

Mr. David Orzechowski at the above telephone number.

Sincerely,

g [~
e o,

Bridge Administrator
By direction of the District Commander

Letter No.1 U.S. Coast Guard
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U.S. Department

Of Transportation
Central Region
Federal Aviation lowa, Kansas 901 Locust
Administration Missouri, Nebraska Kansas City, Missouri 64108-2325

April 21, 2006

Ms. Peggy Casey

Environmental Projects Engineer
Federal Highway Administration
3220 W. Edgewood, Ste. H
Jefferson City, MO 65109

Dear Ms. Casey:

The Federal Aviation Administration (FAA) reviews other federal Agency environmental
from the perspective of the FAA’s area of responsibility; that is, whether the proposal will
have effects on aviation and other FAA responsibilities. We generally do not provide
comments from an environmental standpoint. Therefore, we have reviewed the material
furnished with the March 31, 2006, transmittal letter, concerning the Interstate 29/35 Paseo
Bridge Corridor in Clay and Jackson Counties, Missouri, and have no comments regarding
environmental matters.

However, we remind you that you will need to consider whether or not the project will
require formal notice and review from an airspace standpoint. The requirements for this
notice may be found in Federal Aviation Regulations (FAR) Part 77, Objects Affecting
Navigable Airspace. This regulation is contained under Subchapter E, Airspace of Title 14
of the Code of Federal Regulations. We would like to remind you that if any part of the
project exceeds notification criteria under FAR Part 77, notice should be filed at least 30 days
prior to the proposed construction date. Questions concerning this matter should be directed
to Ms. Brenda Mumper at (816) 329-2524.

Sincerely,

Hek S ML,

Mark H. Schenkelberg, P.E.
Environmental Program Manager

Letter No. 2 Federal Aviation Administration
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Q

REGION VI 901 Locust Street
U.S. Department lowa, Kansas, Suite 404
of Transportation Missouri, Nebraska Kansas City, MO 64106
Federal Transit g}g&g‘;ﬁ? —
Administration

April 25, 2006

Ms. Peggy J. Casey, P.E.
Environmental Project Engineer
Federal Highway Administration
3220 W. Edgewood, Ste. H
Jefferson City, Missouri 65109
Re: Review of March 2006 DEIS
Interstate 29/35 Paseo Bridge Corridor

Dear Ms. Casey:

We have reviewed the March 2006 Draft Environmental Impact Statement for the Interstate 29/35
Paseo Bridge Corridor. As a result of our review, we offer the following:

We note the lack of definition and detail available regarding the alternatives and alignments in the
build scenarios, especially regarding configuration of bridge approaches. Often, with a highway
project, it is possible to improve transit service efficiency through transit friendly road design. We

3 have seen examples of use of MoDOT right of way for park and ride or bus stop facilities. Since it
does not appear that the level of design detail needed to identify such opportunities for transit
friendly road design are available at this time, we ask that MoDOT continue to involve the public
transit providers, particularly the Kansas City Area Transit Authority, in this project to insure
appropriate coordination as the project design develops and is finalized.

If you have any questions or would like additional information, please contact Joni Roeseler at
(816) 329-3936.

Sin:!rely,
Mokhtee Ahmad
Regional Administrator

Letter No. 3 Federal Transit Administration
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UNITED STATES ENVIRONMENTAL PROTECTION AGENCY

& prot® REGION VII
901 NORTH 5TH STREET
KANSAS CITY, KANSAS 66101

W
®

05 MAY 2005

. Peggy Casey
Environmental Projects Engineer
Federal Highway Administration
3220 W. Edgewood, Ste. H
Jefferson City, MO 65109

Kevin Keith

Chief Engineer

Missouri Department of Transportation
P.O. Box 270

Jefferson City, MO 65102

Dear Ms. Casey and Mr. Keith:
RE: Interstate 29/35 Paseo Bridge Corridor Draft Environmental Impact Statement

In accordance with our responsibilities under Section 309 of the Clean Air Act and the
National Environmental Policy Act (NEPA), the Environmental Protection Agency (EPA) has
reviewed the above referenced DEIS. This DEIS was assigned a Council on Environmental
Quality (CEQ) file number 20060113. Based upon our review, EPA has rated the DEIS as “LO"

4 (Lack of Objections). EPA has appreciated the outreach efforts made through the scoping

process, and the opportunities for local residents to comment during that process. We encourage
that openness be continued by during the Design-Build process (perhaps most importantly as the
decision as to bridge-type is made), and we hope the community retains its opportunity to be an
active participant in the process.

If you have any additional questions, please contact Stephen Smith at (913) 551-7656.
Sincerely,

O‘;ﬂ:ph Cothern

NEPA Team Leader
Environmental Services Division

RECYCLE S

PRI COMASS WL

Letter No.4 U.S. Environmental Protection Agency
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NORTH
KN SAS CITY

-

"The Voice for North Kansas City Business"

BUSINESS
COUNCIL

May 10, 2006

1-29/1-35 Draft EIS

c¢/o HNTB

715 Kirk Drive

Kansas City, MO 64105

Dear HNTB:

Our organization held its Board of Director’s meeting today and are contacting you
regarding the proposed 1-29/1-35 EIS. We have 1300 businesses in North Kansas City
that can be impacted by the proposed changes. Consequently, our organization is very
concerned about the consequences these changes can have on our business traffic and
ultimately our economy.,

Attached are suggested changes for you to consider in moving forward with your plan.
Please feel free to contact me if you have additional questions, or would like further

comments from our constituency.

Sincerely,

7 AL
Aicco Pl
Alice Herman
Executive Director
North Kansas City Business Council

Cc: Mayor Gene Bruns
City of North Kansas City

Ms. Peggy Casey
Federal Highway Administration

1902 Swift, North Kansas City, Missouri 64116 (816) 472-7700 fax 472-0320

Letter No. 5 North Kansas City Business Council
(page 1 of 2)
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5A

5B

5C

5D

5E

Response Summary Regarding the 1-35/29 EIS Study

North Kansas City Business Council
1902 Swift
North Kansas City, MO 64116

As North Kansas City's professional business organization who works to meet the needs of and
address any issues pertaining to the business community, we feel mandated to provide our
response to the proposed changes ear-marked in the 1-35/29 EIS Study. Because the changes
can negatively impact business traffic, commuter traffic and ultimately affect the livelihood of the
businessmen and women in our community, we have the following options we would like for you
to consider:

Maximum access from M-210/Armour Road needs to be maintained at the Ozark and Taney
intersections. The proposed modified single point intersection, which would remove the full
intersections at Ozark and Taney Streets, presents unacceptable issues for existing businesses
and residents. It would also significantly reduce business development opportunities in the area
and produce reduced response time for Public Safety services to these impacted areas.

Serious consideration should be given towards making 16™ Street a full intersection by adding
an exit and on-ramp for traffic north of this area. This would help reduce significantly traffic at
the M-210/Armour Road interchange and provide direct and safer access for the truck traffic
since 16th street is already designated as the major truck route for this area,

Elimination of Macon Street in the Paseo Industrial District will produce major rerouting of traffic
within the area and produce much more traffic on Quebec Street, which is not designed for high
traffic volumes. While it is obviously critical that full North/South access/egress be maintained,
completion of a full interchange at 16" Street should allow a significant portion of this traffic to
utilize 16™ Street and help reduce these new problems associated with the Macon closing.

Complete closure of the Paseo Bridge creates a considerable burden upon area businesses
and other river crossings across the Missouri River. As the Paseo Bridge and associated
interchanges are constructed and reconfigured, it is essential that the down-time be minimized
and appropriate rerouting alternatives maximize the access and egress for North Kansas City
businesses.

The Heart of America Bridge and corridor remains a critical connection for both local and
interstate commerce. The recommended Altemative B in the EIS at the southern base of this
connection reduces considerably the long-term viability for this corridor for moving traffic and
commerce. The Business Council asks that this concept be revisited and not be permitted until
a more thorough discussion concerning how this would impact the character of this long
standing connection in terms of total capacity of the proposed configuration, its future for
allowing truck traffic and continued direct connection to the I-70/35 Corridor.

Letter No. 5 North Kansas City Business Council
(page 2 of 2)



CHAPTER V Comments and Coordination V-25

RESOLUTION NO. 06 - 047

A Resolution Conveying the Position of the City of North Kansas City, Missouri
With Respect to the I-29/35 Draft Environmental Impact Statement.

WHEREAS, the Missouri Department of Transportation desires to undertake a project
which would intend to the replace the Paseo Bridge and widen the 1-29/35
corridor; and

WHEREAS, in order to receive federal highway funding, the Missouri Department of
Transportation must conduct an environmental review to analyze the
impacts, demonstrate the need, and show the feasibility of constructing
such a project; and

WHEREAS, in performing the environmental review, the 1-29/35 Draft Environmental
Impact Statement has been prepared and is now available for public
comment; and

WHEREAS, the City of North Kansas City desires to avail itself of the opportunity to
provide such comment.

NOW, THEREFORE, BE IT RESOLVED by the City Council of the City of North
Kansas City, Missouri, that the materials to which this resolution is
aftached represents the position of the Mayor and City Council of the City
of North Kansas City, Missouri as they relate to the 1-29/35 Draft
Environmental Impact Statement.

DONE this 16th day of May, 2006.

o
Gene Bruns, Mayor

Aftest:

arsha Wilson, City Clerk

Approved as to Form:

Ioust & ¢

Thomas E. Barzee, Clity Counselor

Letter No. 6 City of North Kansas City, Missouri
(page 1 of 17)
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City Hall
2010 Howell
North Kansas City, MO 64116
{818} 274-6000
Fax: (816) 421-5048
www.nkc.org

City of
North Kansas City

May 16", 2006

[-29/1-35 Draft EIS

C/O HNTB

715 Kirk Drive

Kansas City, MO. 64105

“To Whom It May Concern:

What follows represents the City of North Kansas City, Missouri’s response to the I-
29/35 Draft Environmental Impact Statement. The City understands that the project of
one of mutual importance to both the Missouri Department of Transportation, and the
City, and as such we have undertaken a serious and detailed review of the plan. We hope
this response will prove helpful, and that our comments can provide real guidance to the
department as the process moves forward.

NORTH SUB-CORRIDOR

M-210/Armour Interchange (EIS Reference — Plate Build-02)

Of primary importance to the City of North Kansas City are the proposed improvements
to the M-210/Armour Road interchange. We understand that the EIS recommends the
removal of the existing cloverleaf style interchange in order to replace it with what we
understand is a “modified single-point” interchange. In doing so however, the
recommended design imposes three affects to the City’s local road network:

1. The planned alternative closes off direct access to Taney on the north side of M-
210/Armour and 10 the businesses that already exist there and further recommends
access via Vernon St.

2. It limits access to Taney St. on the south side of M-210/Armour to only right-

in/right-out traffic, and eliminates signalization of the intersection.

To the west of the interchange, the now full signalized intersection at Ozark St.

would be limited to westbound right-in/right-out traffic on M-210/Armour.

(951

We question whether this alternative truly meets the following points noted in the
statement of Purpose and Need contained within the EIS:

* Replace the deteriorating infrastructure and improve inferchanges
While the design may be an improvement from the perspective of the function of
the interstate, we do not believe it can be said that it can be an improvement as it
relates to the City’s local street network. For an interchange to be a true

Letter No. 6 City of North Kansas City, Missouri
(page 2 of 17)
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improvement, it should improve the function of both the interstate and the local
streets to which it connects.

o Improve traffic safety
Again, while it may be viewed as providing improved traffic safety from the point
of view of the interstate, we don’t believe the alternative necessarily improves
traffic safety on the City’s streets, especially as it relates to the functioning of
Taney St. and Vemmon St. on the north side of M-210/Armour. Further
explanation of this concern is noted below.

o Improve access to the Kansas City Central Business district and other major
activity centers
Again, it may be that the alternative proposed for the EIS does improve access to
the Kansas City CBD, but North Kansas City doesn’t necessarily believe that it
improves access to and from North Kansas City’s activity centers.

The City of North Kansas City must oppose the improvements to the M-210/Armour

interchange proposed in the EIS due to the local access problems we believe they will
create within the City.

We do want to recognize and express our appreciation for MoDOT’s willingness to have
continued discussions with our city representatives regarding other options for this
interchange. As discussed below, we believe we have a solution that can meet the needs
of both MoDOT and the City.

M-210/Armour & Taney (North & South sides)

With regard to the M-210/Armour & Taney intersection, we strongly believe the affects
to the City’s economic development can only be harmful. We believe that eliminating
the north side access in hopes of depending upon access from Vernon will cause the
existing businesses to suffer. Directing all access to the existing businesses solely from
Vernon also presents potential consequences to public safety. As noted in the comments
from the police department,

“This termination of Taney as a through-way will exacerbate the gridlock that occurs
around the lunch hour on (Vernon) ... Drivers who frequent that area at that time
rely on Taney as an alternative route to access businesses and to avoid the M-
1(Vernon)/M-210 intersection... This closure will adversely impact response times for
police officers responding to calls for service.... (The closure would create an)
inability for officers responding to calls for service to approach from more than one
direction. This is a basic policing technique...”

Comments from Police Department, May 10", 2006

With regard 1o the south side of the intersection, we appreciate the fact that the EIS does
recognize the city’s intentions to redevelop the property east of the ADM plant for
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commercial or mixed use commercial/retail/residential purposes. We note the following
as evidence of the city’s serious interest in working towards this redevelopment:

1. The City has invested over $3.0 million dollars towards land acquisition,
demolition and improvements within the area.

2. In December of 2004, the City rezoned the area from M-2 General Industrial to
C-3, Service Business.

Further, the south side of the intersection is a part of the “Railroad Avenue Planning
Area” as designated in the city’s Master Plan. Several comments, goals, and strategies of
the plan are applicable here.

“Because of this location, the development and uses in the area have high
visibility and play a major role in forming the initial perception of North
Kansas City by people using I-35. ... The area is a gateway for the City — both
for pass through traffic on I-35 and for entrance into the downtown area west
on Armour Road.”

p. 10, Master Plan of North Kansas City.

Goal 14 for the area states “A review should be undertaken to plan for future
uses and urban design concepts. This future planning effort should seek lo
eliminate blight, and create a pleasing gateway or landmark for the
community.”

p. 10, Master Plan of North Kansas City.

These provisions of the master plan have existed since the plan’s inception in 2003.
With the efforts the city has made to date, we are well into the early stages of
accomplishing the long-term goals of the plan.

M-210/Armour & Ozark

As noted above, the preferred alternative for the M-210/Armour interchange also has a
third point of local impact which is the intersection of M-210/Armour with Ozark. The
EIS proposes the elimination of the now fully signalized intersection. The traffic signal
would be removed and a median strip would be extended west through the intersection,
leaving access to be limited to right-in/right-out. This outcome would create a number of
problems for North Kansas City. The lack of east bound egress from, or west bound
access to, the neighborhood would have a significant impact on the functioning of the
city’s street network in the area. We are further concerned about the serious impacts to
public safety as noted from the following comments from the fire and police departments:

“If the Armour Rd. median at Ozark is extended it will prevent emergency vehicles,
which respond eastbound on Armour, from twrning north on Ozark. I believe our
ability to protect the residents in that area of town will be substantially delayed. In
the last two years we have experienced two fatality fires along with numerous other
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fires and emergency medical calls for assistance... Without our most direct route to
this area of our town, we will have to respond with large fire apparatus using
emergency lights and sirens past NKC High School, Macken Park, and down narrow
one-way residential streets. (It) is the north-south artery for the east side of the
avenues and the two large apartment complexes. "

Comments from Fire Department, May 9°, 2006

“...The inability to turn north on Ozark from eastbound Armour will adversely affect
our response times to two of the most active areas in our city, namely, the Sunny Hills
apartments and the French Quarter apartments.”

Comments from Police Department, May 1 0" 2006

North Kansas City’s Proposed Alternative

Because the City believes this interchange is so important to our future, and the EIS
proposed alternative is of such concern, the City chose fo authorize it’s own engineering
design study of the interchange in hopes of offering an alternative that will suit the needs
of both MoDOT and the City. Attached to this packet you will find what we term as
Alternative 3 as produced by Cook, Flatt, & Strobel Engineers, P.A...

As this has already been presented to MoDOT for their review and consideration, we will
not go into a lengthy discussion of the altemative here. We will summarize the
advantages to this alternative by saying that our engineering study suggests that this
design can achieve equal or better Level of Service (LOS) ratings than what is proposed
in the EIS, and it is believed it can be done within the budget assumed for the area in the
EIS. And certainly the City prefers it in that we believe this alternative would allow the
City to keep the signalized intersections of Taney and Ozark open as they currently exist
and assist in our future economic development plans.

This alternative used all of the same data and assumptions used in the EIS with one
exception. Our alternative 3 assumes a 1.5% growth rate for the area while the EIS
assumes a 3% growth rate. Again, MoDOT staff has already been made aware of this
different assumption. However we think it is a fair and reasonable assumption based on
the built-out nature of the area surrounding this interchange.

The City believes this to be a very viable alternative and hopes to have the opportunity to
continue our discussions with MoDOT as work on the project continues. We are
encouraged by MoDOT’s commitment number 20 as it appears in the EIS.

“Access management in the M-210 interchange area will be further coordinated with
the City of North Kansas City during the project design process.”
p. §-20, I-29/35 Draft Environmental Impact Statement
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6B

16™ Avenue Interchange (EIS Reference — Plate Build-03)

The EIS proposes to eliminate the existing northbound exit loop ramp in favor of a more
typical northbound exit to the south of 16 Avenue. The City of North Kansas City has
no objection with the proposed improvement as far as it goes. However, the City would
like to explore additional opportunities for the interchange.

We believe consideration of this improvement would be consistent with two of the points
noted in the statement of Purpose and Need contained within the EIS. Specifically:

= Improve access to the Kansas City Central Business district and other major
activity cenfers

o Facilitate the movement of trucks

It has long been an interest of this community that the 16™ Avenue intersection be
expanded to greater use. Besides Armour Road, 16™ Avenue is the only other major east-
west corridor recognized in the City’s Master Plan.

“16™ Avenue is a major east-west connector for industrial land uses south of
downtown. It provides access to Burlington and to I-35, via Linn Street and
Armour Road.”
p. 17, Master Plan of North Kansas City.

Goal 31 of the Master Plan states, “Improve I 6™ Avenue as an east-west
connector for industrial traffic, including large trucks, and allow it to function
as a secondary east-west connector for vehicular traffic.”

p. 17, Master Plan of North Kansas City.

As previously indicated, the City’s Master Plan anticipates the eventual redevelopment of
a portion of the area to the southwest of the I-29/35 and Armour/M210 interchange. A
strongly desired feature of this redevelopment would be the construction of Railroad
Avenue. Strategy 15.1 of the Master Plan states,

“Investigate the polential for future connections of Railroad Avenue. This
connection could function as a trafficway for the Old Industrial Area and
serve to remove traffic from Armour Road.”

p- 10, Master Plan of North Kansas City.

The construction of Railroad Avenue would then make 16" Avenue even more
significant as an east-west corridor. It would allow a significant amount of truck traffic
to be taken off of M-210/Armour. Please note the support of the consideration for such

improvements are nofed in the comments of the city’s public safety and economic
development staff.
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You will note below that the City also has concerns with the elimination of Macon Street
between Levee Rd. and Bedford Avenue. We believe that considering the fuil
interchange at 16™ Ave. might also create other design alternatives for the future of those
interchanges.

With these plans in mind, we believe that a full interchange at 16® and 1-29/35 could Iend
itself towards further future consideration. The City of North Kansas City would like the
opportunity to explore this possibility.

RIVER CROSSING SUB-CORRIDOR

Bedford Ave. & Levee Road Interchanges (EIS Reference — Alt. A, Plate A-01 & A-02)

The City of North Kansas City understands it is the intent of the EIS to improve the
entrance and exit ramps for both the Bedford Avenue and Levee Road interchanges. In
doing so however, the EIS would propose to eliminate Macon Street from Bedford
Avenue to Levee Road. The most noticeable affect of the elimination of Macon St.
would be the circuitous route through the industrial district a southbound truck would
have to travel in order to reach businesses just to the west of [-29/35.

We also believe the removal of Macon St. will cause significant impacts within the local
road network within the Paseo Industrial District. Quebec Street would have to become
more of a collector street than it is currently designed to be.

“Quebec Streel is not designed as a major collector or a fruck route, and I am
concerned about the impact the additional traffic will cause. ”
Comments from Public Works, May 8", 2006

“The police department ufilizes Macon at both ends to completely control egress and
ingress in the PID. Regardless of the crime in progress, two police officers can
contain all vehicular traffic.”

Comments from Police Department, May 10", 2006

Further we question whether this alternative truly meets two of the points noted in the
statement of Purpose and Need contained within the EIS. Specifically:

¢ Improve access to the Kansas City Central Business district and other major
activity centers
We wouldn’t think that the proposed improvement to these interchanges would
necessarily impact the Kansas City Central Business district, but it would
certainly affect access to and from, and the functioning of, the local road
network within the PID.

» Facilitate the movement of trucks

Letter No. 6 City of North Kansas City, Missouri
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While the proposed improvement may facilitate the movement of trucks on the
highway, we believe this would have a detrimental affect towards the movement
of trucks within the City of North Kansas City.

As in the case of the 16® Avenue interchange, the City would like to have further
discussion about the alternatives for the Levee Rd. and Bedford Avenue interchanges.
We would also like consider that the possibilities for improving the 16" Avenue
interchange may lead to more mutually positive solutions with respect to all three
interchanges.

CBD LOOP SUB-CORRIDOR (EIS Reference — Plate B-07)

The City of North Kansas City notes with interest the preferred alternative (B) for the
CBD Loop Sub-corridor. While admittedly the corridor is not in North Kansas City, the
preferred alternative plan for the I-35/70 interchange with M-9 highway has the potential
to significantly impact North Kansas City. More specifically we note that the existing
interchange which provides direct access between North Kansas City and downtown
Kansas City would be replaced by a system of local (Kansas City) streets by which to
access M-9 and then Burlington in North Kansas City.

For example, northbound I-35 traffic intending to go to North Kansas City would have to
pass through six intersections (presumably with traffic signals) before accessing M-9 into
North Kansas City. The potential to disrupt the smooth flow of commercial traffic into
our city for the businesses on our west side seems significant. We are concerned about
the long term loss of business in North Kansas City as a result of this alternative. It could
also cause businesses to shift more traffic to I-29/35.

Given the potential for this negative impact to North Kansas City, we question whether
this alternative truly meets three of the points noted in the statement of Purpose and Need
contained within the EIS. Specifically:

» Improve interstate system linkage across the Missouri river
From the perspective of North Kansas City, this alternative would not appear to
improve interstate system linkage across the Missouri river.

¢ Improve access to the Kansas City Central Business district and other major
activity centers
While the alternative may indeed improve access to the Kansas City CBD, it
could prove a detriment to access of North Kansas City’s businesses, which we
believe would be a major activity center,

® Facilitate the movement of trucks
Again, from the perspective of North Kansas City, this alternative would not
facilitate the movement of trucks needing access into North Kansas City.
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6F

The City Council of the City of North Kansas City would ask that further serious
consideration be given to the design alternative recommended for the CBD North Loop
Sub-corridor.

BICYCLE/PEDESTRIAN CROSSING

The City of North Kansas City is aware that the subject of the accommeodation of
bicycle/pedestrian access has been of much interest in the development of the EIS. We
understand that the EIS is recommending the Heart of America Bridge as the “only
feasible river crossing” for bicycle and pedestrian access.

North Kansas City agrees that the Heart of America Bridge is the most desirable option,
if future planning, funding and actions determine there can be only one river crossing for
bicycle & pedestrian access. However, we also believe it would be desirable to have
similar access over the 1-29/35 bridge crossing if feasible. Understandably, the cost of
providing such access in the safest manner possible could be significant, and belicve the
provision of such access across the I-29/35 crossing would be secondary 1o providing for
the other elements of the project that we have noted above.

BRIDGE TYPE

The City of North Kansas City makes no specific recommendation as to bridge type or
style, noting however that we too would support an architecturally interesting structure
provided our significant concerns noted previously can be addressed.

CONCLUSION

On behalf of the City of North Kansas City, we wish to express our appreciation for the
efforts MoDOT has taken fo date to provide the City with the opportunity for input. We
appreciate being able to participate in the stake holder meetings, the design-build process,
and our several individual meetings with MoDOT staff. As always, should anyone
connected with the project have any questions about our response to the EIS, please feel
free to contact us and we will be happy to provide you any further information. Thank
you again for this opportunity.

Sincerely,

r (i "///

- e
Gene Bruns
Mayor

et
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L] L]
City of Police Department
H G Ladd, Poli
North Kansas City ot owel
North Kansas City, MO 64116
Www.nke.org = (818) 2?:-)(60 i
Fax: (816) 221-0432
glladd @nke.org
May 10, 2006
Mr. Mike Smith
Assistant to the City Administrator
City of North Kansas City
2010 Howell

North Kansas City, Mo. 64116

Dear Mr. Smith,

I have reviewed the Environmental Impact Study (EIS) regarding the 1-29/1-35
interchange project. It would be an incredible understatement to say this is a complicated
issue. Ihad difficulty visualizing the many possible variations of plans. Fortunately for
me, I am only asked for my opinion regarding a few potential plans and what the impact
on law enforcement might mean to the citizens of the City of North Kansas City.

There are parts of the plans that would have an adverse impact on our City, Please find
below elements of some of the plans followed by my opinion regarding the impact to law
enforcement each of those might create.

* Median Barriers at Taney and Armour/210

o One plan calls for the closure of Taney at Armour Road, creating a cul-de-
sac on the north. This termination of Taney as a through-way will
exacerbate the gridlock that occurs around the lunch hour on M-1
(Vemon) just north of Armour/210. Drivers who frequent that area at that
time rely on Taney as an alternate route to access businesses and to avoid
the M-1/M-210 intersection if they are intending to travel northbound on
M-1.

o This closure will adversely impact response times for police officers
responding to calls for service. For example, if our officers are responding
from the west, to an armed robbery at the Arby’s Restaurant located at
Taney and Armour, they will literally have to drive by the scene, then turn
left on M-1 to the Taney intersection, then back-track to the business.

o A second issue, also relating to the quality of police services provided, is
the inability for officers responding to calls for service to approach from
more than one direction. This is a basic policing technique that improves
officer safety by assisting in the containment of criminal activity,

Letter No. 6 City of North Kansas City, Missouri
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» The extension of median barriers at Ozark and Armour/210
o As stated in Chief Williams® letter, the inability to turn north on Ozark
from eastbound Armour, will adversely affect our response times to two of
the most active areas in our city, namely, the Sunny Hills apartments and
the French Quarter apartments.

When planning for the delivery of emergency services, controlled access roadways are no
different than a river. They must be crossed where the bridges are. The restriction of the
Taney and Ozark intersections just makes the I-35 “river” much wider and more
impassable when it comes to police response for the citizens of North Kansas City.

e The elimination of Macon Street from Levee Road to Bedford

o This street is the western boundary of a very unusual commercial area
commonly known as the Paseo Industrial District S.PID)’ There are only
two ways in and out of the PID, Bedford to the 10™ street railroad crossing
and or the entrance ramp to southbound I-35, and Levee Road to the
northbound entrance ramp to I-35. The police department utilizes Macon
at both ends to completely control egress and ingress to the PID.
Regardless of the crime in progress, two police officers can contain all
vehicular traffic. This may seem insignificant, however, it is not unusual
for fleeing criminals to accidentally enter the PID, not realizing it is
essentially a large loop.

o The 16™ Street interchange
o The police department defers to the comments made by the Fire Chief
regarding the installation of a complete interchange rather than the one
half we currently have. The diversion of heavy truck traffic away from
Armour and on to the 16® street Truck Route is a great idea for a number
of reasons.

Glenn L. Ladd
Chief of Police
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710 E. 18th
North Kansas City, MO 64116
Tele: (816) 274-6025
Fax: (816) 4710115

Dave Williams
Fire Chief

Richard Stewart
Deputy Fire Chief

Dave Dollins
Fire Marshal

Michael Jenkins
Training Officer

We are committed to serve our
compinity by preservivg 1,
property, and the  emvironment
throngh the efforts of a dedicared

team of professional emplayees.

Mike Smith May 9™ 2006

Mike, I have reviewed the information that you sent to me conceming the work to be
completed on the 1-29/1-35 corridor and have a few comments I would like to pass
on to you.

The first concern of the Fire Department is the extension of the median past Ozark
on Armour Rd. causing considerable delays in emergency.

My concemn is strictly from the public safety point of view. As you know, our city
has a number of traffic barriers which we deal with on a daily basis. Most notable
are the north — south levy, I-35 dissecting the city north and south, the Missouri
River on our south, and the Burlington Northern rail yard on our west. Each of these
barriers restricts our traffic options when responding to emergency situations.

If the Armour Rd. median at Ozark is extended it will prevent emergency vehicles,
which respond eastbound on Armour, from tumning north on Ozark. I believe our
ability to protect the residents in that area of town will be substantially delayed. In
the last two years we have experienced two fatality fires along with numerous other
fires and emergency medical calls for assistance in the Sunny Hills apartments and
the French Quarters apartments.

Without our most direct route to this area of our town we will have to respond with
large fire apparatus using emergency lights and sirens past the NKC High School,
Mackin Park, and down narrow one-way residential streeis. Ozark north of Armour
Road is the north — south artery for the east side of the avenues and the two large
apartment complexes.

Another concern is the inevitable delay in patient transport to the NKC Hospital.
Ambulance crews will be forced to back-track through the narrower residential
streets using uncontrolled intersections west of Ozark to turn eastbound onto Armour
Rd.

The Fire Department’s second concern is the proposed extension of the median at
Taney and Armour Rd. Again this along with installation of a circle drive will cause
delayed emergency response to the two hotels and the commercial businesses north
of Armour Rd. on Taney. The circle drive at the end of Taney would have to be of
sufficient size to allow our aerial apparatus to navigate the turn-around without cor-
rection.

To alleviate the truck traffic on Armour Rd. the Fire Department would like to see a
full highway interchange at 16® Avenue designating 16™ Avenue as the truck route.
Armour Rd. is the primary east-west artery for emergency response. Heavy truck
traffic on Armour Rd, slows traffic and reduces visibility of other drivers on Armour
Rd.

Respectfully,

Dave Williams
Fire Chief

Letter No. 6 City of North Kansas City, Missouri
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CITYOF NORTH KANSASCITY
MEMORANDUM

TO: Mike Smith

FROM: Pat Hawver

DATE: May 8, 2006

RE: Review of 1-29/35 EIS

| share several concerns that are currently set forth in the EIS recommendations. | think
our alternative(s) to the design changes proposed at the Armour/ Highway 210
interchange are a very appropriate and should effectively negate the need to require
right-in/ right-out turning restrictions.

With the focus on the Armour Road/Highway 210 interchange, there have been few
discussions about the proposed changes between Levee Road and Bedford. The
proposed off-ramp for southbound 1-29/1-35 traffic will eliminate Macon Street, which will
cause a new route for southbound 1-35 traffic that wants to go west on Bedford toward
National Starch.

The elimination of Macon will require southbound 1-35 vehicles to take Levee Road to
Quebec Street, then turn right (west) on Bedford. Quebec Street is not designed as a
major collector or a truck route, and | am concerned about the impact the additional
traffic will cause. At this time the City has no alternate concepts to be considered, but |
think it is important that we voice our concerns to MoDOT officials.

The only other comments | have regarding the EIS pertains to how the additional
volume of storm drainage that will be created from the project will be handled. |
understand, however, that these types of concerns will be addressed when the
engineering design begins to take shape.
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CITY OF NORTH KANSAS CITY
MEMORANDUM

To: Mayor and City Council
From: North Kansas City Office of Economic Development
Jeff Samborski, Economic Development Director, CEcD, MPA
Subject:  1-35 EIS Review
Date: May 9, 2006

The 1-29/35 Draft Environmental Statement (EIS) recommends major reconfiguration of the
primary interchanges at both the north and south approaches of the Paseo Bridge. It also
proposes major interchange redesign at the southern base of both the Heart of America and
Broadway Bridges. These three bridges are the primary access/egress points between Kansas
City's burgeoning Northland and the downtown Kansas City /I-70 Corridor. These interchanges
also provide key connections, which our businesses, residents and employees use daily. Most
general public perception and discussion about this project has been centered on the Paseo
Bridge's widening or complete replacement. However, from an environmental and development
perspective, the newly proposed interchanges could have the most significant impact.

North Kansas City is highly active in all facets of the entire metropolitan region's success.
Among the most notable of the city's economic contributions are over 20,000 area employment
positions, 1,000 businesses and over $100 million dollars annually in tax revenues to federal,
state and local jurisdictions. Recently, the Paseo Bridge was completely shut down for repairs.
The City of North Kansas City and hundreds of its businesses along the 1-35/29 corridor
sustained considerable expenses and inconveniences during this process. This proposed project
calls for an even more acute disruption in business activities and an increased cooperation from
local authorities. Real life experience was gained regarding the potential impacts related to the
types of road closures and detours that are again anticipated. While there may be optimism that
after the project is completed traffic congestion relief will be in store, more urgent consideration
regarding how business operations survive through another significant disruption of their
businesses is already demanding attention. Businesses are just beginning to understand the
implications of this project and formalize their responses.

Physical Improvement Review

1-35 / M-210 Interchange:

. This is the only true full interchange serving the North Kansas City toffrom Interstate 1-35/29.

. This is the only EastMest thoroughfare for delivery of essential safety services etc.

e«  Construction scheduling should require zero down time for east-west M-210 access or

provide another polential east-west crossing across |-35 within a reasonable distance.

e  Ozark intersection serves Macken Park and considerable residential population and no
existing reasonable reroute options are apparent without incurring undue hardships.

. Proposed limited access to the Taney St. intersection negatively impacts several
businesses, reduces public safety response times, and would likely create related traffic
problems on M-1 Hwy. and Taney Street. It would also reduce significantly any
development potential South of M-210.

*  Configuration should maintain the fully lit intersections at Ozark and Taney (proposed
modified single point intersection in, “preferred alternative” in EIS does not).

. North Kansas City has presented a proposed alternative, which appears to be more
palatable than the recommended alternative proposed within the EIS

Letter No. 6 City of North Kansas City, Missouri
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NKC Office of Economic Development EIS Response, Page 2

»  The single-point intersection proposed in the EIS has modifications that may not be
adequately time-tested or appropriate for this critical connection point. More specifically,
skew angles of intersecting M-210 and I-35 exceed recommended applications; Distances
after clearing the single point traffic light to the next signal on M-210 are maximized to
accommodate highly erratic peak traffic conditions and creates the problems at neighboring
Taney St. and Ozark St. intersections. The short duration of peak times may not warrant the
loss of these preexisting intersections. A frue single-point intersection's benefits stem from
the elimination of a change cycle, but do require down-line clearances for the back to back
traffic movements, which place new traffic right on the heals of one another with little if any
buffering gaps. Therefore, a single-point intersection is probably not the best application.

1-35 and 16™ Street Interchange

s Only realistic location for contingency East-West access across 1-35, through a 16" St. to
M-210 Railroad Avenue extension. Also, new full-access ramps alone could provide a U-
turn detour alternatives for Southbound I-35 traffic if Armour Exit or underpass is closed.

=  Would have significant potential for providing general traffic relief or a full-time
truck route especially if additional on-off ramps would be configured there.

. Much of Right of Way for a Railroad Ave. is in place and may offer a fairly easy and
quick preconstruction project to alleviate major future detour/traffic management
problems when the M-210/1-35 interchange must undergo reconstruction.

Bedford /Levy Road Interchange:

s Only acceptable EIS proposed alternative must provide full access into the Paseo Industrial
District through the proposed weaved on/off ramp system.

. Even this configuration will create some significant fraffic pattern changes as
considerably more traffic will be pushed east as Macon Street is totally removed in
this area and traffic will have to move east at least one street to Quebec St.

»  The proposed concept would present very limited traffic detour options as the ramps are
closed for construction (Alternative Bedford railroad crossing at 10" Street is not a reliable
alternative due to heavy rail traffic there. However, there has been discussion of
constructing a flyover, which would provide major temporary and permanent benefits)

River Crossing:

. It should be emphasized that complete or partial closure of this river crossing places
considerable strain on hundreds if not thousands of area businesses and their employees.
Therefore, all other available corridors crossing the river during any partial or full closures

of the Paseo should be maintained at maximum capacity or substantial short and long term
economic damages will result for the entire Kansas City region.

North CBD Loop Inferchanges Heart of America (HOA):

. Although this area is not in the North Kansas City limits it should be noted that this HOA
corridor is the region’s oldest commuter/commercial transportation route across the
Missouri River, which began nearly a millennium ago with the ASB Bridge. The EIS
"preferred alternative” (Alternative B in the study) eliminates all existing direct
access/egress routes connecting M-8 Hwy and |-70 and proposes a series of at least four
new lit intersections in between this age old direct connection from M-9 to I-70.

. This EIS “preferred alternative” appears to place a higher importance to recently introduced
neighborhood conveniences above this long established interstate commercial route.

. This “preferred alternative B” in the EIS could dramatically impact the large established
commercial base in the area and severely lower total capacity of traffic.

. The state of Missouri would essentially abandon this long standing connection serving
approximately 40,000 vehicles daily and terminate their route at Kansas City’s
Independence Avenue and a myriad of stop lights. [f it is Kansas City's desire to have this
improvement, it would seem critical to document that Kansas City is committed to fund the
huge expense required to accommodate these 40,000 vehicles with signalization

Letter No. 6 City of North Kansas City, Missouri
(page 16 of 17)



CHAPTER V Comments and Coordination V41

NKC Office of Economic Development EIS Response page 3

improvements that are outside the EIS study area. Directing all of the through traffic
through these four additional grade level intersections, could isolate the River Market area
and Columbus Park from the easy pedestrian access to the downtown as the congestion
grows to produce increased accidents/sirens, smog and pedestrian barriers.

. MoDQT, the City of Kansas City and North Kansas City should come to a formal
understanding about the future intentions of this I-70/M-9 connection point. If this is their
first step towards completely eliminating truck traffic along this corridor, it should be known
now. This could have a dramatic impact on whether it is an appropriate alternative to
pursue and would provide some ability to plan accordingly

General Comment:

Considerable expense and reconfiguration challenges appear to be tied to high speed traffic
design standards along the North Subcorridor. For instance, the long extended
acceleration/deceleration lanes, as well as wide turning radii create specific design limitations
throughout this area and are based upon traffic at 55 mph. North Kansas City, as does this entire
study area, consists of a high density urban development. It is commonly found in such high
density areas that lower traffic speeds of about 45 mph are more acceptable, if not preferable do
to increased visual stimuli, frequency of on-ramps, amount of merging traffic etc. This is a
relatively short section of interstate and a slight decrease in the speed limit should not offer
significant inconveniences to commuters. A 45 mph zone begins just South of the Paseo Bridge
and continuing it north about one mile would not seem to out of the question. The large increase
in traffic and new development along the M-210 corridor has changed the character of this
Subcorridor from its former days as pass-through thoroughfare to its existing status of a
connection hub to many destinations and visitor attractions. Slightly reduced speeds in the area
may offer commuters safety and convenience benefits and engineers realistic design criteria.

Project Staging:

It would seem of utmost importance that all design-build teams receive detailed instructions early
in the process - not only about the scope of the physical construction, but also on appropriate
scheduling and rerouting of traffic. As mentioned, the project contemplates major demolition and
reconstruction of vital interchanges at all three of the urban core Missouri River crossings. Even
though the construction process might save construction time and money, by disrupting traffic at
more than one of the river crossings simultaneously, the entire metropolitan community,
especially many of the urban core projects now underway, could sustain irreparable damage. A
well conceived traffic management solution must be a critical component of the design-build
team’s proposals to be adequately evaluated.

Systematic Planning Authority Feedback:

There are well over three billion dollars worth of unprecedented construction projects underway in
the immediate vicinity of this project. Local planning authorities are actively trying to keep pace
with this dynamic environment and will need to alter their comprehensive plans further to
accommodate this project. It seems reasonable that critical interaction of the municipal planning
processes be sought out and valued continuously over the many years it could take for this
project’'s completion. The design-build process should have some provision for continued
legitimate feedback that can be considered and acted upon as long as possible, without causing
undue impediments from getting the project accomplished effectively and efficiently.

A systematic process would seem especially critical to keep the community planning and
budgeting process engaged. Many of the proposed improvement concepts, for example, require
connection onto non-existent roads that are not yet designed, engineered or funded.
Furthermore, these connections are not within the EIS study limits or within state right-of-way.
Such a process would motivate local planning authorities to begin immediate actions to solidify
their formal positions on such connections and provide a realistic scenario for design-build teams
to develop plans that will include the necessary partnerships and commitments.

Letter No. 6 City of North Kansas City, Missouri
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Pete Hall
Carol MeCashn

PAST CHAIR ADVISOR
Kimn Wales

Kansas City, MO 64105

Dear Sir or Madame:

BOARD OF DIRECTORS

Jis

v Comyniasion

CAROL MOCASLIN

Presuding €

The Clay County Economic Development Council and many of its 800
members have been active participants in the work of the River Crossing
Committee and have supported their efforts in promoting the study, and the
planning and development of the infrastructure improvements needed for the
Northland/Downtown corridors.

The work of the committee has yielded some important conclusions regarding
the necessary expansion of the 1-35/1-435 corridor, and the 1-35/1-29 split, as
well as the proposed improvements to the Broadway and Heart of America
Corridor, and the north side of the downtown loop to provide greater access to
the downtown area from the Northland. The conclusions of the committee and
of the EIS study note the importance of greater access not only for the benefit
of the Northland residents, but also for the economic stability and growth of the
businesses and communities in Kansas City’s Downtown,

Therefore, recognizing the importance of the 1-35/1-29 EIS and location study,
the Clay County Economic Development Council would like to express its
ongoing support of the positions stated by the Northland Regional Chamber of
Commerce, the Downtown Council, the City of North Kansas City, the River
Crossing Committee, and the Greater Kansas City Chamber of Commerce in

regards to this important issue.
Sincerely,

o //Z/ Pz

~" Jim Hampton

Executive Director

Clay ']’in-r:-T}:;-. clopment il NW Barry Boad, Suife 210 + Kansas City, MO 64155(816) 468-4989 » Fax (816) 468-7778

Corp.

wimcleyedc. com
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KANSAS CITY AREA TRANSPORTATION AUTHORITY 1200 EAST I8TH STREET
KANSAS CITY, MO 64108
(816) 346-0200

May 19, 2006
via email to: I29I35EIS@hntb.com

Mr. Allen Masuda, Division Administrator
Federal Highway Administration
Jefferson City, Missouri

Mr. Pete K. Rahn
Executive Director, MoDOT
Jefferson City, Missouri

Re: I-29 / I-35 Missouri River Crossing Draft EIS
Dear Sirs:

The Kansas City Area Transportation Authority (KCATA) is the regional
transit authority for the metropolitan Kansas City area. In this capacity, KCATA
is writing in support of MoDOT's plans to improve the I-29 / I -35 Missouri River
Crossing. KCATA has also reviewed the Draft Environmental Impact Statement
for this planned reconstruction of I-29/1-35 including the bridge over the Missouri
River and our comments on the DEIS are included below.

Improving the Missouri River crossing is critically improvement for the
Kansas City metropolitan region and KCATA strongly supports this effort. Given
the long-term significance of the proposed project and the size of regional
investment, the environmental impact analysis needs to be comprehensive and
multi-modal in scope. We have several comments on the DEIS and several
concerns about the process for ensuring that transit, bicycle, and pedestrian
interests are considered during design and construction of this project. All of
these are listed below and have been organized in keeping with the DEIS
chapters.

Executiv mm

1. The summarized Purpose and Need statement is to “add vehicular
capacity and improve safety” in the corridor. Added roadway capacity and
highway safety improvement are needed, but there are other significant needs in
this corridor that the needs statements do not adequately describe. The current

Letter No. 8 Kansas City Area Transportation Authority
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Purpose and Need does not address the very real need for improved transit,
bicycle and pedestrian connections across the Missouri River and improved multi-
modal access to important activity centers on both sides of the river including
into the Central Business District (CBD). The environmental documents should
be revised to more broadly reflect these multi-modal needs and the preferred
alternative should be expanded to reflect solutions that are also multi-modal.

2. One of the priorities for transit in the corridor is improved access
from highways and bridges into the Kansas City CBD and into North Kansas City.
Many of the possible transit issues in the corridor are related to the orientation
and design of existing and new ramp termini, traffic signals at these termini,
transit connections from the highway system and the need for things like transit
signal priority and queue jumpers. Since the specific design of elements such as
these will not be determined until the design/build process, it is very important
that MoDOT commit to both including consideration of such elements in the
process and including the Kansas City Area Transportation Authority and transit
interests in final design and design-build oversight.

3. The listing of commitments at the conclusion of the Executive
Summary is an excellent idea and we support this action by MoDOT. KCATA
does have the following comments on the commitments listed in Section H of the
Executive Summary.

a. Commitment 2. Working with the public on possible urban design
enhancements is important and will need to factor in many elements
including transit. Specifics on the process MoDOT will use to obtain
public input on urban design needs to be described.

b. Commitment 4. Maintenance of Traffic. MoDOT should provide for
supplemental transit services, as well as those items listed, to address
traffic congestion mitigation during construction.

c. Commitments 16 and 17. KCATA supports MoDOT’s commitments to
provide suitable access across the interstates / highways and along the
Heart of America bridge for bicycle and pedestrians. However, the
process for fulfilling these commitments needs to be described.
Additionally, the bike/ped. access improvements mentioned should be
designed with consideration for the existing and planned transit service
on both crossing streets and the Heart of America bridge. For
instance, the Heart of America bridge has significant existing transit
service which will increase in the future and the Heart of America
Bridge and M-9 are preferred locations for the northern extension of
the MAX Bus Rapid Transit line.

d. Commitment 20. It is important in reviewing the M-210 interchange
and other interchanges in the corridor that the needs of pedestrians

Letter No. 8 Kansas City Area Transportation Authority
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using current or future sidewalks along local streets and arterials at
the ends of these interchanges be considered.

e. Commitment 21. We support MoDOT's commitment to work with local
officials to develop context sensitive urban design in this corridor. The
relationship of this approach to the design-build concept is not clear
and should be better described in the environmental documents.

h rI. Pur nd N

4, As noted above, improved connections across the Missouri River
and improved access to major activity centers in the corridor, including in and
out of the Kansas City CBD, are multi-modal needs. This chapter should be
revised to describe the needs of modes other than highways in the corridor.

5. Among the critical issues for transit in the corridor is access into the
Kansas City CBD and onto the local street system from interstate highways and
major arterials such as M-9. Since design of these access connections is
expected to be part of the design-build process, and impacts cannot be assessed
until these are designed, KCATA and transit interests must be formally
represented during the oversight of the design build process. Please refer to the
attached April 24, 2006 letter to Pete Rahn on this subject.

Chapter 2. Alternatives.

6. Although Improvement Concept 5, High Capacity Transit Concept
and Concept 6, Bicycle and Pedestrian were not carried forward for evaluation,
ATA believes transit and bike/ped. improvements should be included in the
preferred alternative and that this alternative should be revised to better address
these needs. Among the critical elements for transit are:

e Transit vehicles must have convenient access in and out of the
CBD, Rivermarket and North Kansas City and good connections to
key arterials such as M-9, Armour and local streets. This may
require as appropriate priority treatment at ramp terminals, transit
signal priority at intersections, special transit lanes or queue
jumpers such as were implemented on M-9 in 2005. Commitments
to include transit access improvements such as these should be
reflected in the descriptions of the build alternatives.

e Bus Rapid Transit connections across the Missouri River using the
Heart of America bridge are part of the Smart Moves regional plan
as is expanded transit service. These improvements should be
considered during design of the preferred alternative.

e Pedestrian amenities at streets crossing I-29/1-35 or ramp
terminals on both sides of the river must be part of the final plan.

Letter No. 8 Kansas City Area Transportation Authority
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7. We support use of the Context Sensitive Design for all project
elements, but the DEIS is not clear how this will be considered in the final
design. The process for incorporating context sensitive design in final design
and obtaining public involvement during design should be described in the EIS.

8. Pg. II-19, Maintenance of Traffic. MoDOT and ATA implemented a
successful transit alternative during the closure of the existing Paseo Bridge for
maintenance work in 2005. Transit can assist in maintenance of access during
construction and can provide the public with an alternative to construction
related traffic congestion. The Maintenance of Traffic section should
acknowledge the use of special transit service as one of the means of mitigating
impacts and the preferred alternative should include funding for transit related
mitigation measures.

h r IT1, Affe Environment.

9. Existing transit elements and those planned for this corridor as part
of the Smart Moves regional transit plan are not describe adequately in this
section of the DEIS and should be included. ATA operates several bus routes in
the corridor and several that cross the corridor on major streets. The existing
level of service is expected to increase significantly in the future with
implementation of the Smart Moves plan and this too should be acknowledged as
part of the existing environment.

The most notable existing transit element in the corridor is ATA's MAX Bus
Rapid Transit (BRT) line running across the North Loop on Grand Boulevard into
the Rivermarket, terminating at the ATA’s 3™ and Grand park and ride lot. The
ATA will start a planning process in 2007 to look at extending this BRT line north
across the Missouri River and may implement expanded BRT service across the
river by 2011. It is expected that the Heart of America bridge and M-9 would be
used for this BRT extension.

An Alternatives Analysis of transit options in the I-70 corridor from the
CBD east through Jackson County is being completed. Among the likely
preferred alternatives is a commuter rail line that may terminate in the
Rivermarket at approximately 3™ and Grand, adjacent to the ATA’s park and ride
lot. To reach 3 and Grand via rail, additional trackage and new railroad
infrastructure will be required, including possibly new railroad overpasses.
Consideration should be given during design of the new Missouri River crossing
to this future commuter rail line with particular recognition of the need for
adequate clearances between highway structures and future commuter railroad
infrastructure.

Letter No. 8 Kansas City Area Transportation Authority
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10.  Conclusions about impacts of the proposed project on transit must
consider future expanded transit services. Language in the DEIS implying that
the impacts may "not be adverse" because they don't impact "existing transit
access" should be reviewed in light of planned transit expansion in the corridor.
Mitigation of any future negative impacts on these expanded transit services
should be included.

Appendix B — Interchange Analysis.

11.  The evaluation of interchanges should include consideration of
impacts on pedestrians using the arterial and local streets at the end of the
interchanges or ramps. In locations where sidewalks may not now exist, the
assumption should be made that they will be installed in the future. High speed
traffic movements across pedestrian ways should be avoided or mitigated in
areas where there is significant potential for increased pedestrian and transit
usage.

We appreciate the opportunity to comment. If you have questions, please
contact me at (816) 346-0210 or Dick Jarrold at (816) 346-0356.

Sincerely,
Y {%j
Mark E. Huffer

General Manager
MEH:RCJ:mt

cc:  Federal Transit Authority, Region VII
Mid-America Regional Council

Letter No. 8 Kansas City Area Transportation Authority
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Mart Blunt, Governor « Doyle Childers, Director

T OF NATURAL RESOURCES

www.dnemo.gov

MAY 19 2006

Mr. Kevin Keith, Chief Englneer
Missouri Department of Transportation
P.O. Box 270

Jefferson City, MO 65102-0270

Allen Masuda, Division Administrator
Federal Highway Administration
Missouri Division

3220 W. Edgewood, Suite H
Jefferson City MO 65109

Re: Draft Environmental Impact Statement Interstate 29/35 Paseo Bridge Cotridor, Clay and Jackson
Counties, Missouri

Dear Messers Keith and Masuda:

Thank you for the opportunity to provide comments on the Draft Environmental Impact Statement (DEIS)
for the Interstate 29/35 Paseo Bridge Corridor, Clay and Jackson Counties, Missouri. Because this project
is located in an already developed, urban area, the department does not foreses significant additional
impacts to the environment as a result of the proposed project. The document appears to provide an
adequate analysis of the environmental resources that will be affected by such a large construction
project, involving the crossing of a major waterway. The document also provides an adequate analysis of
the type of environmental impacts that would likely result from this type of construction activity and the
best means of preventing or mitigating these impacts. However, project planners may want to consider
the following information prior to construction.

Geology

On page I1-28, the DEIS indicates that the bedrock underlying the study area is Pleasanton Group
(comprised of shales with some sandstones and thin limestones), However, geologic mapping indicates
that the area is underlain by the Kansas City Group, which is primarily limestone. This indicates that the
Missouri Department of Transportation (MoDOT) needs to consider the potential for development of karst,
or solution-widening of fractures in the limestone in this area. The potential for karst is confirmed by the
cave area file from the Missouri Environmental Geology Atlas (MEGA), which indicates that caves are
present in the southern part of the study area, or are located nearby to the south. Unfortunately, data on
caves is restricted information, 5o we cannot provide an accurate map for publication in the Final EIS,

For location information on caves in the study area, please contact Amy Crews of the department's Water

Resources Program, at 573-368-0914.

During the discussion of alluvium assoclated with the Missouri River on page l1I-27, the document
references a variation in the thickness of the alluvial material from 85 to 185 feet. However, well
information contalned in MEGA shows that surficial material may be as thin as 32 feet in this area. (The
department's well log database shows two wells in the study area, with a depth to bedrock south of the
alluvium of 32 feet and 35 feet.) The surficial material may actually be thinner, as limestone bedrock

o
Rscpclad Puper
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tends to form & very irregular surface due to solution by groundwater. A map of wells located in the study
area is attached as Figure 1. Project planners may desire to verify the depth to bedrock throughout the
study area via drilling, as the difference between the MEGA data and that contained in the DEIS may
have a significant impact on construction plans and costs for bridge piers and other necessary structures,

While the DEIS states on page 111-28 that no past or present mines are in the study area, the
department’s Inventory of Mines, Occurrences and Prospects (IMOP) database indicates that there are
several limestone quarries in the southern parn of the study area, The quarries are shown on the
attachment labeled Figure 2, and additional information for the five quarries located closest to the area is
provided in Table 1, also attached. One quarry is shown as being immediately adjacent 1o the roadway.
It should be noted that the other quarries may be located nearer to the roadway than indicated in this
figure, as the quarries are only located to the nearest quanter section. |f the quarries have been filled and
are not visible, and are located near the roadway, the result could be unconsolidatsd fill material forming
the base for subsequent highway work. Project planners will therefore want to investigate potential
quarry locations prior to construction.

Farks
There are no state parks or historic sites within the project area and none that will be peripherally

impacted outside the project area. The depanment also reviewed the DEIS to determine what, if any,
local parks might be impacted by the proposed alternatives. Because the department administers the
federal Land and Water Conservation Fund (LWCF) program, It has the responsibliity for ensuring that all
local parks funded through LWCF are protected. Parks funded through the LWCF program must be
managed for the public in perpetuity and may only be used for outdoor recreation activities.

The DEIS lists several parks in the study area that have previously received fedaral funding, and would
be subject to protection in perpetuity, Section 4(f) of the U.S. Department of Transportation Act of 1966
provides special protections for publicly owned parks and recreation facilities, including off-street public
bicycle / pedestrian trails. Before a 4(f) resource can be impacted by a transportation project, MoDOT
must find that there is no feaslble and prudent altemative to this impact, and that all possible planning to
minimize harm to the resource Is completed. Section 6(1) of the Land and Water Conservation Fund Act
and the Urban Park and Recreation Recovery (UPARR) grants are administered by the National Park
Service. Any conversion of lands that have received these funds to a non-recreation use requires
replacement with lands of af least equal recreation utility and monetary value, approved by the
Department of the Interior. In comparing the list of parks in the DEIS with information in the depanment's
databases, i appears that two parks should bs designated in the DEIS as recipients of Land and Water
Conservation Funds (LWCF), or 6(f) resources. Belvidere Playground is listed as a 4(f) resource and
UPARR recipient, and should be listed as a 6(f) resource as well due to LWCF funding. River Bluff Park
should also be listed as a 6(f) resource, as a recipient of LWCF funds.

Even with the expedited Design-Build process described in the DEIS, funding for this project may not be
available for a number of years. During subsequent stages of project planning, project planners may
want to consult with the department to see if any additional federal funds for parks in the study area have
been awarded, as this could rasult in impacts to the project’s final location and/or mitigation requirements.

I Hesol 5]
From the information provided in the DEIS, it appears this project will have no significant impact to water
resources in the project area, provided that Best Managsment Practices (BMPs) are applled. Impacts to
aquatic resources will depend on the project contractor's adherence to BMPs. Without implementation of
BMPs on-&ite, there could be significant sediment eroslon into nearby streams. The project planners
should ensure that BMPs are established and regular inspecticns are conducted, to make sure the BMPs
are properly maintained.

Letter No. 9 Missouri Department of Natural Resources
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The mitigation efforts described in the DEIS appear adequate. as it is difficult to determine accurately the
amount and type of mitigation that may be needed at this early stage of the project. Completion of a
formal mitigation plan may therefore be necessary once project plans are finalized.

We appreciate the opportunity to provide comments on this transportation project. If you have any

questions or need clariflcation, please contact Ms. Jane Beetern at 573-5622-2401. Her address for
correspondence is Department of Natural Resources, P.O. Box 176, Jefferson City, MO 65102. Thank

you.
Sincerely,
EPARTMENT OF NATURAL RESQURCES

e Childers
Director

DC:jbj

Attachments

Letter No.9 Missouri Department of Natural Resources
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Figure 1. Map of well locations within the study area. Locations are from the Missouri
Environmental Geology Atlas.
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Figure 2. Locations of limestone quarries within the study corridor. Data from the
Inventory of Mines, Occurrences and Prospects database,
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Office of the Mayor

Mayor Kay Barnes

29th Floor, City Hall
T g 414 East 12th Street (816) 5133500
eSS Kansas City, Missouri 641062778 Fax:(816) 513-3518

May 19, 2006

Pete Rahn

Director, Missouri Department of Transportation
Transportation Office Building

P.O. Box 270

105 West Capitol Ave.

Jefferson City, Mo 65102-0270

Allen Masuda

Division Administrator

Federal Highway Administration
3220 West Edgewood, Suite H
Jefferson City, Mo 65109

RE: 1-29/35 Paseo Bridge Corridor Draft Environmental Impact Statement (DEIS)

Dear Mr, Rahn & Mr. Masuda:

As you are aware one of the major priorities during my tenure as Mayor has been the revitalization of Kansas
City’s urban core neighborhoods. A key element to revitalizing and improving Kansas City’s neighborhoods
and downtown areas is an effective transportation system that fosters and promotes business growth,
economic development, tourism, environmental sustainability and livability. To this end, I am writing to
emphasize the importance of the significant and extensive comments to the 1-29/35 Paseo Bridge DEIS from
the City of Kansas City, River Crossing Committee, MARC, Downtown Council, Missouri Bicycle
Federation, Regional Transit Alliance, Community Advisory Committee, Columbus Park Neighborhood
Association, American Institute of Architects — Kansas City and other interested parties.

The Paseo Bridge and the I-29/35 corridor are essential to Kansas City’s prosperity and way of life. The 50 -
year old Paseo Bridge handles an average of 95,000 vehicles each day and is a vital link across the Missouri
River for connecting goods and services to regional, national and global markets. I wish to compliment the
Missouri Department of Transportation (MoDOT) phenomenal efforts of maintaining this bridge, especially
the much needed emergency repairs in 2003, and willingness to engage our community in planning the
1-29/35 Paseo Bridge Corridor improvements.

I strongly support MoDOT’s desire to utilize Design-Build to implement the new Paseo Bridge crossing in
order to deliver a successful project that fulfills multiple and parallel objectives, including exceptional
aesthetic and functional quality, cost savings, and timely completion. However, it is essential that MoDOT
and the Federal Highway Administration (FHWA) be responsive and provide greater clarity to community
concerns and expectations on transit across the fver and pedestrian/bicycle access, as well as how this
project will respect the integrity and value of the urban fabric on both sides of the Missouri river.
Furthermore, I wish to encourage MoDOT and FHWA to continue collaborating with the City and
community stakeholders to establish an inclusive, open, and meaningful community engagement practice
throughout the design-build process.

Letter No. 10 Office of the Mayor, Kansas City, Missouri
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Thank you in advance for your prompt attention to this matter. Ilook forward to working closely with
MoDOT and FHWA on the improvements to the I-29/35 Paseo Bridge corridor, and the Kansas City area
overall transportation needs. Please contact me or Donovan Mouton of my staff at

donovan_mouton@kemo.org or 816.513.3513 if there are any questions or concerns.

Kay Barnés

cc:  Members of the City Council, City of KCMO
Wayne A. Cauthen, City Manager, City of KCMO
Stan Harris, Director, Kansas City Public Works Dept.
Tom Coyle, Director, City Planning & Development
Beth Wright, District Engineer, MoDOT
] Richard Capka, Acting Administrator, FHWA
U.S. Senator Christopher “Kit” Bond
U.S. Senator Jim Talent
U.S. Congressman Sam Graves
U.S. Congressman Emanuel Cleaver IT
Governor Matt Blunt
Kansas City Area Missoun Delegation, State Legislarure
Donovan D. Mouton, Office of the Mayor

Letter No. 10 Office of the Mayor, Kansas City, Missouri
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Columbus Park Community Council May 22,2006
c/o Mike Sturgeon

1111 Missouri Avenue

Kansas City, Mo 64106

1-29/135 EIS & Location Study
c/o HNTB

715 Kirk Drive

Kansas City, Mo 64105

Re: 1-29/135 EIS & Location Study
Dear 1-29/135 EIS & Location Study Team:

This letter is to provide comments in response to the Interstate 29/35 Paseo Bridge
Corridor Draft Environmental Impact Statement (“DEIS ). This letter is being provided
by the Columbus Park Community Council on behalf of the nearly 1600 residents of the
Columbus Park neighborhood. The Columbus Park neighborhood is located at the
northeast corner of the CBD loop. Neighborhood boundaries are 1-29/35 on the east; I-
35/70 on the south; Missouri State Highway 9 on the west; and the Missouri River on the
north.

Columbus Park is geographically unique in that the proposed action is located on three
sides of our neighborhood representing nearly one third of the total project length. No
other business or residential area will experience the extent or severity of direct and
indirect localized impacts from the proposed action to the degree of the residents of
Columbus Park.

Figures from the US Census Bureau demonstrate that Columbus Park is also
demographically unique. Columbus Park is an ethnically diverse neighborhood: 38% of
neighborhood residents are white; 18% black or African American; 35% Asian; and 12%
Hispanic. 34% of neighborhood residents speak English less than very well. Of those,
88% are Asian. And 27.5% of the neighborhood residents live in Linguistically Isolated
Households, that is, a household where no person over 14 years of age speaks English at
least very well.

Economically, 28% of all individuals living in Columbus Park live below the poverty
level. 72% of residents have a high school diploma or less. 27% of neighborhood
residents over 5 years of age suffer a disability. 27% of neighborhood households have
no access to an automobile. And nearly 40% of the housing stock in Columbus Park was
built before 1936, qualifying those properties for inclusion on the National Register of
Historic Places.

Given the unique geography and demographics of Columbus Park in relation to the
proposed action, neighborhood concerns warrant particular attention in the DEIS and
NEPA process. Sensitivity to neighborhood concerns regarding the proposed action is

Letter No. 11 Columbus Park Community Council
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even more imperative when considered in light of the cumulative impacts that past
highway projects have imposed on the neighborhood, including isolation, disinvestment
and environmental degradation.

During the last two years of the DEIS study process, Columbus Park residents have
sought assurances that the proposed action will not result in even more considerable and
significant adverse environmental consequences to the neighborhood. We have voiced
our concerns about the considerable future environmental consequences of this project on
our neighborhood, particularly with regard to noise, air quality, visual quality and social
and economic impacts at every opportunity. We have requested that the opinions of the
Vietnamese community in our neighborhood be considered. And we have attempted to
participate in the DEIS study process as best we could.

The consensus of opinion from neighborhood residents is that the concerns we expressed
were met mostly with complacency and indifference. We were heard but not listened to.
We received commitments that information central to our decision-making process and
involvement would be provided- and it has not. Representatives of neighborhood
interests were not given equal access to study team representatives and decision-makers
at the Missouri Department of Transportation.

The DEIS appears to reflect and build upon the foundation of apathy and
unresponsiveness established and exhibited throughout the DEIS study process.
Disproportionately high and adverse effects on the neighborhood have been inaccurately
characterized, inappropriately minimized or entirely omitted from the DEIS.
Commitments to provide critical information in the DEIS are similarly unmet.

Based on this history of involvement in the DEIS study process over the last two years
and a review of the DEIS document over the last 45 days, the residents of Columbus Park
observe that:

1. The objectivity and integrity of the DEIS and the National Environmental Policy
Act (“NEPA ) process are materially compromised.

2. The conduct of the NEPA process has been insufficient and the DEIS is arbitrary,
inconsistent and unbalanced.

3. The DEIS is inadequate and superficial and fails to take a “hard look at the
environmental consequences of the proposed action.

4. The proposed action will incur significant disproportionate adverse impacts on
disadvantaged populations that are not avoided, abated or mitigated.

5. The DEIS fails to meet fundamental statutory mandates of NEPA, Executive
Order 12898, “Federal Actions to Address Environmental Justice in Minority
Populations and Low-Income Populations ; and Executive Order 13166,
“Improving Access to Services for Persons with Limited English Proficiency .
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It is absolutely essential to the NEPA process that the decision-maker be provided with a
detailed and careful analysis of the relative environmental merits and demerits of the
proposed action and possible alternatives, a requirement that is the linchpin of the entire
impact statement. A detailed examination explains why the conduct of the NEPA process
and the DEIS document are manifestly deficient for the proposed action.

Because the DEIS is so fundamentally flawed in it s approach to the proposed action and
in the presentation of the materials; superficial in the scope and analysis of environmental
consequences; unbalanced in the conclusions drawn; inequitable procedurally and
substantively in the treatment of disadvantaged persons, during the DEIS scoping process
and in the proposed action; fails to meet basic statutory obligations; and proposes to use a
wholly inappropriate procurement method to build the modifications in the corridor, the
residents of Columbus Park strongly object to the DEIS and request a full supplemental
DEIS to be prepared.

In light of these comments, neighborhood residents are hopeful that a new future of
collaborative relationships, expanded participation and changed attitudes will emerge as
MoDOT and the Columbus Park neighborhood move forward working on the and other
matters of mutual involvement. We are also hopeful that this viewpoint is shared by all
participants and stakeholders.

In summary, the residents of Columbus Park feel that the EIS has several legal flaws and
must be fully supplemented. Moreover, we strongly urge the MoDOT and the FHWA to
make the NEPA process more transparent and to examine all of the direct, indirect, and
cumulative impacts of the whole project with adequate opportunities for public
participation.

Thank you for your consideration of these comments. Please contact me if you have any
further questions.

Sincerely,

Mike Sturgeon
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1.

The objectivity and integrity of the DEIS and the NEPA process are materially
compromised.

A. The DEIS fails to provide required disclosures.

The consulting firm preparing the DEIS and coordinating the NEPA process, HNTB
Corporation, has worked on numerous highway projects throughout the State of
Missouri with the lead agency, the Missouri Department of Transportation. Given
this longstanding and on-going relationship, a person of ordinary prudence would
want to consider and account for the nature and extent of this relationship,
particularly as it relates to the proposed action, in deciding the merits of the DEIS and
NEPA process.

Regulations promulgated by the Council on Environmental Quality (“CEQ ) which
implement the National Environmental Policy Act (“NEPA ) specify that a
consulting firm preparing an EIS must execute a disclosure statement verifying that it
does not have a “financial or other interest in the outcome of the project. The
Council interprets this term broadly to cover any known benefits other than general
enhancement of professional reputation. This includes any financial benefit such as a
promise of future construction or design work on the project, as well as indirect
benefits the consultant is aware of (e.g. if the project would aid proposals sponsored
by the firm's other clients). For example, completion of a highway project may
encourage construction of a shopping center or industrial park from which the
consultant stands to benefit. If a consulting firm is aware that it has such an interest
in the decision on the proposal, it should be disqualified from preparing the EIS, to
preserve the objectivity and integrity of the NEPA process.

The CEQ further instructs that, "When a consulting firm has been involved in
developing initial data and plans for the project, but does not have any financial or
other interest in the outcome of the decision, it need not be disqualified from
preparing the EIS. However, a disclosure statement in the draft EIS should clearly
state the scope and extent of the firm's prior involvement to expose any potential
conflicts of interest that may exist.

The lead contractor, HNTB Corporation has a history of prior involvement on the
project that includes preparation of the major investment study for the proposed
action (i.e. the Northland/Downtown Major Investment Study). The MIS forms the
basis for the analysis and recommendations contained in the DEIS. It is not
unreasonable to conceive that a contractor could be damaged if the DEIS contained
conclusions on certain matters that differed from the MIS or for the DEIS to
adversely affect other interests in the outcome of the project. However, the DEIS
does not clearly state the scope and extent of any firm s prior involvement in the
project and does not contain any disclosure statements regarding HNTB s or any
other consultant s financial or other potential interest in the outcome of the project.
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HNTB has other clients that will benefit form the project. For example, HNTB
recently completed a $258 million renovation of Kansas City International Airport.
As stated in the DEIS, the proposed action will improve accessibility to KCIA from I-
29/35. Benefits to this and other clients may or may not materially effect the
contractors objectivity and integrity in their conduct of the DEIS. However, a person
of ordinary prudence would want and is entitled to consider this fact and other similar
relationships in deciding the merits of the EIS and, more fundamentally, whether or
not the contractor should have been disqualified from preparing the DEIS study
altogether. The fact that HNTB’s client/consultant relationship with other
beneficiaries of the project are not disclosed in the DEIS does materially compromise
the objectivity and integrity of the DEIS and the NEPA process.

The same holds true for other consulting firms working on the DEIS. The DEIS does
not clearly disclose the scope and extent of any firm’s prior involvement in the
project and does not contain any disclosure statements regarding any consultant’s
financial or other potential interest in the outcome of the project. These omissions
deny decision-makers, stakeholders and members of the public any opportunity to
examine, evaluate or comment on the content or quality of the contractor disclosure
statement for bias or conflicts.

The objectivity and integrity of the NEPA process has been critically compromised
by the lack of required disclosure in the DEIS. Reasonable doubts as to the
objectivity and integrity of the NEPA processes are further reinforced by other
material deficiencies found in the DEIS.

B. The objectivity and integrity of the DEIS and the NEPA process is compromised
by an inherent bias its use of language to promote build alternatives benefiting
only motorized highway traffic.

Subjective, value-laden, and biased language is used pervasively in the DEIS to
describe interchange alterations, bridge modifications and highway expansion
alternatives in the corridor. Words like “improve”, “enhance”, and “upgrade” are
used throughout the DEIS to describe the proposed modifications and presupposes
that the build alternatives are, in fact, “improvements”. By using this language, it
implicitly conveys to the reader that the proposed action is an inherently good thing.
Changes are cast in a favorable light without providing any supporting criteria or
analysis as to why .

The choice of value-laden adjectives instead of neutral adjectives to describe the build
alternatives, and the fact that they are noticeably absent in the description of other
reasonable alternatives, also communicates a subtle but very real bias in favor of
build alternatives. This predisposes persons who read the DEIS, and especially
members of the public, to accept that wider highways or altered interchanges are a
good thing without giving them an opportunity to take a “hard look™ at the facts in

reaching their own conclusion. After all, who doesn’t want to “improve”, “enhance”
or “upgrade” the corridor?
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The decision to use this type of language in presenting the information in the DEIS is
indicative of a predisposition that favors the project, a bigger highway and other build
alternatives over any other approach. Why did the authors use this language? Why
not objective, neutral language? What is wrong with saying “wider highway”? What
is wrong with saying “altered intersections™?

These are very subtle but very effective way of influencing they way that the readers
of the DEIS view the proposed action. This undue subjective influence undermines
that is, to afford decision-makers, stakeholders and the public an opportunity to
objectively analyze the proposed action and its environmental consequences so that
they can draw their own conclusions about the merits of the proposed action.

C. The objectivity and integrity of the DEIS and the NEPA process is compromised
by a Project Purpose and Need Statement that is too narrowly crafted.

One obvious way for an agency to slip past the strictures of NEPA is to contrive a
purpose so slender as define competing "reasonable alternatives" out of consideration
(and even out of existence). If the agency constricts the definition of the project's
purpose and thereby excludes what truly are reasonable alternatives, the EIS cannot
fulfill its role.

When the purpose and need is so narrowly crafted that there is only one proposition
capable of fulfilling them (i.e. to build a bigger highway), any examination of other
reasonable alternatives, which is the heart of the NEPA process, is effectively
irrelevant.

The purpose and need statement in the DEIS is so narrowly crafted that it effectively
excludes any alternative other than build alternatives that benefit only motorized
highway traffic. Chapter I B (p. I-5) provides six bullet-pointed purpose and need
propositions, each of which either explicitly or implicitly communicate that only
alternatives benefiting motorized highway traffic are acceptable. The introductory
sentence to Chapter 1 B effectively summarizes this point: “The purpose of the
proposed project is to add vehicular capacity and improve safety consistent with best
design practices along this 4.7 mile (7.6 kilometer) section of 1-29/35.*

Further, the DEIS provides no explanation of what is meant by “best design
practices”. Does it mean the best urban planning design for modern cities? Does it
mean the best engineering design for roadways classified as interstate highways? Or
does it mean a best design practices as are consistent with the principles of context
sensitive design? Or does it mean an amalgam of both? And if it is an amalgam of
both, the lines of where one starts and the other ends are critical to evaluating and
understanding the DEIS.

D. The DEIS fails to consider connected actions as required by CEQ Regulations
1. The Interstate Highway System and the I-35 NAFTA trade corridor
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The DEIS Overview of Purpose and Need (p. I-5) states under the heading of
“Improve Interstate Linkage Across the Missouri River” that the proposed action
“is also an important system linkage of the interstate highway system and is part
of the I-35 NAFTA trade corridor.”

DEIS Overview of Purpose and Need (p. I-6) states under the heading of
“Facilitate the Movement of Trucks” that the proposed action also serves the
Northeast Industrial Area and “the movement of international trade along this
designated NAFTA corridor.”

The discussion of the specific needs related to the proposed action under the
headings “Improve Interstate Linkage across the Missouri River” (p. I-13) and
“Facilitate Movement of Trucks” (p.1-18) similarly focuses on regional interstate
connections, NAFTA and other regional matters that are outside the study area.

CEQ regulations require that where a proposed action is an interdependent part of
a larger action and depends on the larger action for justification, the DEIS must
consider every significant aspect of the environmental impact of a proposed
action and evaluate different courses of action.

Even the existence of supportive studies and memoranda contained in the
administrative record but not incorporated in the EIS cannot bring into
compliance with NEPA an EIS that by itself is inadequate.

2. The Downtown CBD Loop and Paseo Corridor

The DEIS fails to adequately account for the past and cumulative impacts from
the original construction of the Paseo Bridge and corridor, especially as it relates
to minority and low-income communities.

NEPA defines cumulative impacts as those impacts that result from the
incremental impacts on the environment from a project when added to past,
present, and reasonably foreseeable future actions in the same area. These impacts
can arise from individually minor but collectively significant actions taking place
over a period of time,

It is no secret that in Kansas City, the construction of the downtown loop
highways, and the roadway that would become 1-29/35, incurred significant
disproportional adverse consequences on disadvantaged populations.

85% of the persons displaced were black. The majority of displaced persons were
also poor. Most displaced businesses were black-owned. Social structures and
institutions like churches, social service agencies and entire communities were
devastated by these projects. Columbus Park was effectively isolated from the
rest of the city by the highway system construction on three sides.

The proposed action is intimately connected to these actions. Yet the DEIS is
woefully inadequate with respect to providing any information or analysis with
respect of these and other actions or their respective and collective impacts.
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2. The DEIS and the conduct of the NEPA process are insufficient, arbitrary and

inconsistent.
A. The DEIS is difficult for a layperson to read.

Environmental impact statements must be written in plain language and may use
appropriate graphics so that decision makers and the public can readily understand
them.

The DEIS is rife with of jargon and circular references that make reading the DEIS
extremely difficult for the layperson, let alone those with limited educational
backgrounds like the residents of Columbus Park.

References that would have made the DEIS more readable to disadvantaged persons
and that were promised for inclusion in the DEIS were not included. Study
representatives promised in an August 2005 letter that Chouteau Courts, Columbus
Park and Riverview Gardens would be named in the Table of Contents or Index to the
DEIS. This action would greatly improve the readability of the document for
uneducated persons. The DEIS does not contain the promised references.

B. The “The Initial Area of Investigation” is ambiguous, subjective and
inconsistently applied.

1. There is no definition or criteria regarding the TAI

Chapter III (p. ITI-1) of the DEIS introduces the concept of the “Initial Area of
Investigation” (“IAI”). According to the DEIS, Chapter III “establishes and
defines the baseline conditions within the IAI which enable the evaluation of the
potential social, economic and environmental impacts in Chapter IV in relation to
specific alternatives”. Therefore, an accurate and appropriate definition of the 1Al
is necessary in order to accurately and appropriately evaluate the affected
environment and the environmental consequences from the proposed action.
Otherwise, the IAI is ambiguous and subjective and renders the social, economic
and environmental analysis in Chapter IV meaningless.

An explanation of the criteria used to establish the IAl is also necessary in order
to determine the accuracy and appropriateness of the IAI. The public must have
an opportunity to provide relevant input into the criteria.

IAl is not a standard term. It has no generally accepted meaning and is not
defined by NEPA, CEQ regulations or any other relevant statute. Therefore, it is
the responsibility of the DEIS to establish the definition of the IAI and the criteria
that was used to determine the IAIL

The DEIS fails to clearly define the IAI. Exhibit ITI-1 of the DEIS shows where
the IAl is geographically located. Chapter III (p. III-1) provides the only
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narrative description in the DEIS as to what the 1Al is, that is, a “composite of the
initial improvement concepts” (p. I1I-1).

A review of the “Initial Improvement Concepts” beginning Chapter II (p. 11-2)
shows that the Broadway Bridge /US 169 corridor; the Heart of America/
Burlington Avenue corridor; and the Chouteau Bridge/ Chouteau Trafficway
corridor are all included in the initial improvement concepts (see the “Parallel
Arterial Concepts” (p. 11-3)). However, those areas are excluded from the IAl on
Exhibit [1I-1. This inconsistency makes it impossible to tell what the IAl is and
what criteria was used to determine the IAI. A reasonable person might conclude
that the 1Al appears to be an attempt to gerrymander the boundaries of the
affected environment in order to avoid discussing the significant environmental
consequences in the adjacent disadvantaged neighborhoods.

Because it is ambiguous as to what or where the IAl is and subjective as to what
criteria are used to establish the IAL, it is impossible to conduct a meaningful
examination or evaluation of the baseline conditions and environmental impacts
in the affected environment from the DEIS. This renders the DEIS ambiguous
and subjective and undermines the very purpose of NEPA- to insure a fully
informed and well-considered decision when considering the potential social,
economic and environmental impacts of a proposed action in relation to specific
alternatives prior to taking action.

2. The IAl s too narrowly delineated.

Lacking both a definition and a criteria for determining the IAL one is left to
make assumptions regarding the true meaning and intent of the DEIS with respect
to the IAL. Based on the IAI boundaries on the Exhibits to Chapter I11, the DEIS
appears to have possibly intended that the IAI represents the physical “footprint”
of the build alternatives. However, this use of the IAl is too narrow and not
appropriate.

Many social, economic and environmental impacts transcend the boundaries and
are further removed of the physical footprint of a project. To limit analysis of the
Affected Environment to the “physical footprint” is not appropriate for much of
the affected environment and many of the environmental impacts the DEIS
purports to measure. One size does not fit all. Therefore, the IAI must take an
impact-oriented approach to defining the Affected Environment as opposed to a
geographic location (i.e. the physical “footprint”) approach.

The potential environmental consequences of the proposed action should be
generally identified first. Next the areas where these environmental consequences
may take place should be generally identified. Only after this level of analysis
has taken place can one “dial in” to a specific geographic area like an IAI. To do
the reverse (as the DEIS has done with the IAI) causes potentially significant
issues beyond the predetermined physical boundary of the IAI to be missed,
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minimized or avoided.
3. TheIAl s inconsistently applied.

Even if the IAI were determined to be adequately defined by appropriate criteria
and properly delineated in the DEIS, the 1Al is inconsistently applied to the
environmental consequence being discussed. For example, in Chapter IV D (p.
IV-27), the DEIS steps out of the IAI and uses regional analysis to describe
positive benefits and to avoid discussion of negative impacts of the proposed
project as it relates to Economic Impacts and Air Quality Impacts. No
justification for the inconsistent treatment of different environmental
consequences is given.

C. The DEIS is insufficient, arbitrary and inconsistent in analyzing alternatives to the
proposed action.

As stated in the Council on Environmental Quality ("CEQ") regulations
implementing NEPA, the consideration of alternatives is "the heart of the
environmental impact statement." As one aspect of evaluating a proposed course of
action under NEPA, the agency has a duty to study all alternatives that appear
reasonable and appropriate for study as well as significant alternatives suggested by
other agencies or the public.

The regulations require that all reasonable alternatives be rigorously explored and
objectively evaluated. The existence of a viable but unexamined alternative renders
an environmental impact statement inadequate. Even the existence of supportive
studies and memoranda contained in the administrative record but not incorporated in
the EIS cannot bring into compliance with NEPA an EIS that by itself is inadequate.

Because of the importance of NEPA's procedural and informational aspects, if the
agency fails to properly circulate the required issues for review by interested parties,
then the EIS is insufficient even if the agency's actual decision was informed and
well-reasoned.

1. The DEIS is insufficient in it’s analysis of reasonable alternatives to the
proposed action and does not devote substantial treatment to each alternative
considered in detail.

a. Magic-Bullet Approach

The DEIS considers each initial improvement concept only from the
perspective of independent alternatives. The DEIS does not consider the
alternatives in an integrated, multi-faceted approach that would combine
several of the initial improvement concepts into a single strategy as an
alternative.

10
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b. Redirecting Non-Local, Interstate Traffic

The 2002 Downtown/Northland MIS found that nearly 40% of the traffic
using the Paseo Bridge was interstate traffic, that is, non-local traffic. Kansas
City has excess river bridge capacity on other areas on the interstate system.
The bridge over the Missouri River on the west side of the 1-435 is only
operating at 25% of its congestion threshold.

One alternative suggested several times during the DEIS study process was to
intercept the non-local interstate traffic at the interchanges of I-29 and 1-435
on the northwest; at I-35 and I-435 on the northeast; and at I-35 and 1-435 on
the south west side (p. I-2, Exhibit I-2) and redirected that traffic onto the
circumferential 1-435 interstate loop. Those portions of the 1-435 loop that
received the redirected traffic would also be renamed as 1-29/35, as
appropriate, to reinforce and reflect the locally desired traffic pattern to non-
local interstate highway users. A second suggested alternative suggested
involved redirecting only the non-local interstate truck traffic along the same
route.

Since 40% of the interstate traffic is non-local, redirecting traffic would
potentially result in significantly less traffic, less congestion and fewer
environmental consequences in the Paseo Bridge corridor without requiring
the significant capital expenditures and other environmental consequences
associated with a widening the corridor and building a new bridge. The
response by members of the study team and MoDOT representatives to these
proposals during the DEIS was that these alternatives had already been
studied during the MIS and they were not reasonable alternatives.

In fact, the MIS never examined either alternative during the MIS. Further,
even if the MIS had studied this alternative, that does not bring the DEIS into
compliance with the requirement to study reasonable alternatives. Even the
existence of supportive studies and memoranda contained in the
administrative record but not incorporated in the EIS cannot bring into
compliance with NEPA an EIS that by itself is inadequate.

¢. Paseo Boulevard Exit

The location, configuration and design of the exit from south bound 1-29/35
onto the Paseo Boulevard is critically important for several reasons, including

e The Paseo Boulevard exit provides access and is a gateway to the
east and northeast portions of Kansas City south of the Missouri
River.

e The Paseo Boulevard exit is immediately adjacent to three public
parks: Kessler Park, Belvedere Park and the Cliff Drive Scenic By-
way

e The Paseo Boulevard exit is immediately adjacent to two
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neighborhoods contained large disadvantaged populations,
Pendleton Heights and Columbus Park.

e The Paseo Boulevard exit is immediately adjacent to three public
housing developments that comprise over 30% of all low-income
public housing in Kansas City.

The Paseo Boulevard exit is presently a left hand-exit. Members of the public
have expressed a desire throughout the DEIS study process that a plan to
maintain the existing left hand Paseo Boulevard configuration be included
among the build alternatives. A left hand exit was never included as a
reasonable alternative in the build alternatives. The DEIS contains no
information or analysis of alternatives as to how or why the left hand exit was
not considered.

The right hand flyover is unsightly and introduces and objectionable visual
element to the community. It requires encroachment on adjacent properties. It
exacerbates noise problems which are difficult to control. And the adverse
impacts from the flyover will be felt primarily by residents of low income
housing developments and disadvantaged neighborhoods.

. The DEIS is arbitrary and inconsistent with respect to the east leg of the

downtown CBD loop.

a. The location, configuration and design of the exit ramps from north bound
1-35 to US 24/ Independence Avenue and from I-70 WB at Admiral are
critically important for several reasons, including

e The exits provide access from the highways to three neighborhoods
(i.e. Paseo West, Pendleton Heights and Columbus Park) that contain a
large number of disadvantaged residents.

e The exit ramp on the east side of the CBD loop designated as both [-70
and US 40 and 71 at Admiral is critical for access to Columbus Park
and other northeast Kansas City neighborhoods. It is the only exit
ramp on the east side of the loop that allows for a direct connection to
Independence Avenue and the surrounding neighborhoods, including
Columbus Park

e The exits provide access to the three public housing developments in
the area that comprise over 30% of all low-income public housing in
Kansas City.

a. The DEIS is inconsistent as to whether the east side of the loop is included
in the DEIS. Here’s how the DEIS represents the east side of the CBD
loop designated as both I-70 and US 40 and 71.

e The DEIS states that “The project includes the north side of the CBD
loop designated as both 1-35/70 and US 24/40” (page I-1). (indicates
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that the east side of the loop is not included in the DEIS)

Figure I-2 “Study Corridor” (p. I-3) graphically indicates that the study
corridor also includes the east side of the CBD loop designated as both
I-70 and US 40 and 71. (indicates that the east side of the loop is
included in the DEIS)

The DEIS “Project Termini” (p 1-4) states that the “For this proposed
action...the south terminus of the study corridor (is defined) at
US169/Broadway Boulevard on the north side of the CBD loop.”
(Since the east side of the CBD loop is farther south than the described
southern terminus, it would seem to not be included in DEIS.)

Figure I-3 “Mainline Alignment Geometric Deficiencies” (p. I-7)
highlights a deficiency at Admiral on the east side of the CBD loop
designated as both 1-70 and US 40 and 71. (included in DEIS)

Table I-1 “Description of Existing Facility”(p. I-6) indicates that I-
35/70 Eastbound from the NE Comner — 10" street is part of the
existing facility included in the DEIS. (included in DEIS)

Table 1-2 “Description of Existing Bridges” (p. I-8) lists three bridges
(L-937, L-938 and L-939-1) that span over I-70 and US 40 and 71 on
the east side of the CBD loop. (included in DEIS)

The Interchange Design Features photograph of the Northeast Corner
of the Downtown CBD Loop Interchange (pI-10) shows a photograph
of the bridges in Table I-2 and the accompanying text describes an
interchange (“northbound I-70[east side of Loop]”) located on the east
side of the CBD loop designated as both I-70 and US 40 and 71.
(included in DEIS)

Tables I-3 (p. 12) though 1-7 and 1-9 and I-10 (p I-16) do not provide
any information for the route south of Independence Avenue and on
the east side of the CBD loop designated as both I-70 and US 40 and
71 (i.e. areas included in Figure I-2 and Tables I-1 and I-2) . (not
included in DEIS)

Chapter II (p. II-1) makes no reference to interchanges, on-ramps or
off-ramps on the east side of the CBD loop designated as both I-70 and
US 40 and 71. (not included in DEIS)

The discussion of alternatives for interchanges in the North CDB Loop
Subcorridor in Chapter II (p. 11-40) makes no reference to changing,
eliminating, or alternatives to interchanges, on-ramps or off-ramps on
the east side of the CBD loop designated as both I-70 and US 40 and
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71. (not included in DEIS)

e Chapter III “Affected Environment” lists numerous facilities (e.g.
Margaret Kemp Park located at 10" and Harrison [p I1I-14] and Table
II1-5 [p. 1I-12], The Precious Fragments Full Gospel Church, The
Together Center and First Christian Church, and The Covenant Baptist
Church [p. 111 18], etc.) as being “located within the study corridor”.
Each are south of Independence Avenue and immediately adjacent to
the east side of the CBD loop designated as both I-70 and US 40 and
71. (included in DEIS)

e Appendix B does not contain an Interchange Alternative Analysis,
plate or evaluation matrix for the east side of the CBD loop designated
as both 1-70 and US 40 and 71. (not included in DEIS)

If the east leg of the loop and the interchanges there are not included in the
DEIS, it should be clearly stated. If these are included in the DEIS,
critical information relevant to evaluating the interchanges is absent, such
as the data, narrative descriptions or a discussion of reasonable
alternatives as was provided for the other interchanges.

This is just one example of how the DEIS is ambiguous, incomplete and
inadequate in examining a transportation facility that is vital for access to
residents of Columbus Park.

b. The DEIS does not consider any build alternatives for the east side of the
CBD except closure.

D. The conduct of the NEPA process has been arbitrary, inconsistent and
insufficient.

1. The conduct of the NEPA process has been inconsistent in the treatment of
various parties.

a. The lead agency has given substantial deference to groups representing
commercial and business interests while denying meaningful participation
opportunities to disadvantaged groups.

In March 2005, study team representatives unilaterally decided to abandon
attendance at the monthly meeting of the Columbus Park Community
Council due to the study team’s view that continued attendance was of
“limited additional benefit” despite the fact that there were still significant
issues that were unresolved.

Meanwhile, the DEIS study team continued to meet on an individual basis
with other interested groups representing business interests to discuss the
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conduct of the DEIS.

. The DEIS study process has failed to take reasonable steps to seek out and

engage disadvantaged populations.

Beginning in October 2004 and continuing thereafter, the DEIS study

team was made aware that a significant number of Vietnamese residents
lived in the Columbus Park neighborhood who would need special
accommodations in order to overcome language barriers and to afford
them equal access and meaningful participation in the DEIS process. 2000

Census figures for Columbus Park show that 34% of neighborhood
residents are Limited-English-Proficient Persons (“LEP”), that is, they
speak English less than very well. LEP persons are individuals with a
primary or home language other than English who must, due to limited
fluency in English, communicate in that primary or home language if the
individuals are to have an equal opportunity to participate effectively in or
benefit from any aid, service or benefit provided by the transportation
provider or other DOT recipient. Of the LEP population in Columbus
Park, 88% are Asian.

Language barriers prohibit people who are LEP from obtaining services
and information relating to transportation services and programs. Because
people who are LEP are not able to read instructions or correspondence
written in English and may not understand verbal information, they often
are not aware of regulatory requirements and legal implications of the
services they seek. Recipients of Federal financial assistance have an
affirmative responsibility to provide LEP persons with a meaningful
opportunity to participate in publicly funded programs

Further, 27.5% of the neighborhood residents live in Linguistically
Isolated Households. An LIH is a household in which no one over the age
of 14 speaks English well. LIH is used as a direct measure of those
persons with a severe language barrier, as distinct from those of foreign
origin who speak English well. Those who are linguistically isolated may
also be unable to benefit from transportation services and the services of
other DOT recipients, and therefore should receive attention from
recipients as a high priority.

In order to avoid discrimination against LEP persons on the grounds

of national origin, Title VI and the DOT Title VI regulations require
recipients to take reasonable steps to ensure that LEP persons receive

the language assistance necessary to afford them meaningful access to
their programs and activities. A useful test of compliance with this
guidance is to ask the question, “If we do not provide the service in
question in a language a beneficiary understands, will the beneficiary still
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receive essentially the same benefit or service that we provide to others
who are fluent in English?" In the case of the DEIS, the answer is no.

The DEIS study team’s efforts to engage this community were insufficient
in adequately seeking out or engaging this population. Only the Executive
Summary of the DEIS was translated into Vietnamese. No other written
materials were translated. While an employee of MoDOT was available
as a translator at two of the public hearings held in May 2006, no qualified
translation services were offered for availability at any time. .

What strategies, if any, were implemented to reduce participation barriers
these populations? Has their effectiveness been evaluated? Has public
involvement in the planning process been routinely evaluated as required
by regulation? Have efforts been undertaken to improve performance,
especially with regard to low-income and minority populations? Have
organizations representing low-income and minority populations been
consulted as part of this evaluation? Have their concerns been
considered?

The failure to assure that people who are not proficient in English
can effectively participate in, and have meaningful access to, a
Department of Transportation (DOT) financial assistance recipient's
programs and activities may constitute national origin discrimination
prohibited by Title VI and implementing regulations.

The significant discriminatory effects that result from the failure to
provide language assistance to LEP persons, places the treatment of LEP
individuals comfortably within the ambit of Title VI and DOT's
implementing regulations.

2. The conduct of the NEPA process has been insufficient in providing promised
information

During the conduct of the DEIS study, study representatives made several
commitments to persons representing disadvantaged populations. Two
examples which point to the lack of responsiveness include:

e Noise Reports
The noise for the proposed improvements is one of the primary concerns of
Columbus Park residents. While the information in the noise reports is

summarized in the DEIS, to date the noise reports have never been delivered.

MoDOT has not been forthcoming in providing the noise survey for
examination. In October 2004, residents of Columbus Park requested the
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noise survey report from DEIS project representatives. At the time, project
representatives indicated the noise survey report would be forthcoming soon.

By April of 2005, the noise survey report still had not been provided by
MoDOT. After continued inquiries from neighborhood representatives, in
May 2005, MoDOT stated in a letter that “MoDOT has also made plans to
expedite the internal review of the noise study portion of the study per
Columbus Park’s request. We anticipate that we will have those documents to
you for your use by mid to late June.” The noise survey report has never been
sent by MoDOT, despite repeated requests and repeated promises by project
representatives. (Note: The adequacy of the DEIS noise information is also
summarized later in these comments.)

e Table of Contents and/or Index References

Study representatives promised in August 2005 that Chouteau Courts,
Columbus Park and Riverview Gardens would be named in the Table of
Contents or Index to the DEIS, an action that improves the readability of the
document for uneducated persons. The DEIS does not contain the promised
references.

e Visual Quality Assessment Criteria

Study representatives promised in May 2005 that the DEIS would include the
Visual Quality Assessment Criteria used in the DEIS. In discussing the
Visual Impacts of the proposed action (p. IV-70), the DEIS references
undesirable views and high visual quality, but fails to provide the criteria or
methodology for assessing either and does not represent a standard, systematic
approach to assessing visual quality. What makes aview undesirable? What
makes a view of high visual quality? It is impossible to tell from the DEIS
and therefore, impossible to comment.

e Other methodologies

Beginning in October 2004, Columbus Park representatives have asked
various members of the study team to provide study methodologies related to
various other environmental consequences from the proposed action (e.g.
traffic models for local and CBD streets). The study team has repeated
delayed, deferred or denied provision of the methodologies to the
neighborhood, effectively denying the opportunity for meaningful
involvement.

E. The DEIS fails to adequately analyze the environmental consequences of the
proposed action.
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1. The Measured Existing Noise Levels in the DEIS are Suspect and the DEIS
Data and Analysis of Noise Impacts is Inadequate

When using noise measurements for noise model calibration, the measurement
results must be reliable and repeatable. Noise models can account for many
topographical and other variations in actual noise levels at measurement sites.
However, meteorological factors cannot be accounted for using standard noise
modeling techniques. Therefore, measurements used for model calibration must
be taken under neutral meteorological conditions. Otherwise, the effects of these
non-neutral meteorological conditions will contaminate calibration constants.

Because meteorology can drastically affect the overall noise levels in an area,
ANSI Standard S12.8, 1998, titled, "Determination of Insertion Loss of Outdoor
Noise Barriers establishes criteria for defining equivalent meteorological
conditions so that noise measurements taken at different times can be compared.

Established criteria for meteorological conditions that are acceptable for taking
noise measurements have also been established and include:

¢ Wind speeds, regardless of direction, should not be greater than 5 meters per
second, or 11 miles per hour.

¢ Wind shear, that is a change in wind speed and direction relative to the
location of the noise source and receiver, can cause changes in the noise level
measurements. Therefore, taking noise level measurements at times of
significant changes in the wind speed or direction must be avoided.

e Cloud cover criteria also apply. For conditions to be considered equivalent,
sky conditions or cloud cover should be in the same class.

¢ Snow, rain, or wet pavement will change tire-pavement noise characteristics,
altering traffic noise both in level and frequency. Recognizing the noise
variations that can be caused by wet pavement and snow, traffic noise must
always measured under dry pavement conditions

According the Table III-11 of the DEIS (p. I1I-25), the existing noise levels were
measured at nine different locations from 12:13 pm to 5:17 pm on March 3, 2005.
Meteorological conditions on the day that the existing noise levels were measured
render the data suspect, at best, and more likely, invalidate them for use in the
DEIS.

The following graph and table from the National Weather Service shows the wind
speed for Kansas City, Missouri on March 3, 2005. As the graph and table
indicates, wind speeds regularly exceeded 11 miles per hour that afternoon and
the wind direction was radically shifting. These conditions occurred from
approximately 1:30 pm through the end of the measuring period.
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According to Table III-11 (p. I1I-35) of the DEIS, noise levels were measured at
nine sites (FS-1 to FS-8) during the time of either excessive wind speed or
excessive directional change or both. This raises serious questions the integrity of
the measured noise levels from FS-3 to FS-8 in the DEIS.

With respect to rain and cloud cover, the following table from the National
Weather Service shows the cloud cover conditions and rain for Kansas City,
Missouri on March 3, 2005 during the noise level measurements.

Time
11:54 AM
12:54 PM
1:54 PM
2:54 PM
3:54 PM
4:17 PM
4:54 PM
5:54 PM

Temp

51.1 °F
57.0 °F
63.0 °F
66.0 °F
62.1 °F
55.4°F
54.0 °F
53.1°F

bR ot 203

Sky

Scattered Clouds
Clear

Clear

Clear

Scattered Clouds
Rain Light Rain
Mostly Cloudy
Rain Light Rain

PR RN
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According to Table III-11 (p. I1I-35) of the DEIS, noise levels were measured at
site after it had rained (FS-8).

Additionally, in order to use noise level measurements to model interior noise
levels, noise levels must be measured simultaneously at both an exterior and
interior location. This was not done in the DEIS.

2. The noise survey in the DEIS is ambiguous as to the noise modeling locations.

The locations where noise is measured is provided in the DEIS but the location
where the noise is modeled is not. It is impossible to correlate a modeled receiver
i.d. (i.e. an “NS” point) in Tables V-8, 9 or 10 (p. IV-43) to a discrete point on
the Noise Site and Barriers shown on Exhibit IV-4. This makes it impossible to
determine the accuracy of the noise impacts analysis.

3. The noise survey in the DEIS is inadequate for determining impacts to low-
income housing residents and for conformance with other applicable
regulatory standards promulgated by HUD.

a. HUD’s exterior noise goals and standards differ for the MoDOT’s NAC.

Itis a HUD goal that exterior noise levels do not exceed a day-night average
sound level of 55 decibels. This level is recommended by the Environmental
Protection Agency as a goal for outdoors in residential areas.

For the purposes of this regulation and to meet other program objectives, sites
with a day-night average sound level of 65 and below are acceptable and are
allowable.

b. HUD’s interior noise goals and standards differ for the MoDOT’s NAC.
Itis a HUD goal that the interior auditory environment shall not exceed a day-
night average sound level of 45 decibels. Attenuation measures to meet these
interior goals shall be employed where feasible. Emphasis shall be given to
noise sensitive interior spaces such as bedrooms.

¢. HUD’s noise measurement methods differ significantly from MoDOT’s.

e HUD’s noise measurement method includes the sound level produced as
the result of the accumulation of noise from all sources contributing to the
external noise environment at the site.

e MoDOT’s noise measurement method considers only the noise created
from highway traffic.
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e HUD’s noise measurement method adds 8 db to the day-night sound
average measurement for loud impulsive sounds.

e MoDOT’s noise measurement method subtracts loud impulsive sounds
from the noise measurement.

e HUD’s noise measurement method measures external noise at a site at a
location 2 meters (6.5 feet) from the building housing noise sensitive
activities in the direction of the predominant noise source.

e MoDOT’s noise measurement method measures external noise in the next
to and in the direction of the highway.

4. The DEIS does not consider the cumulative environmental consequences of
noise from all sources adjacent to the highway facility.

Columbus Park contains several sets of railroad tracks including the second
busiest rail lines in the BNSF system. It is also in the flight path of the nearby
Charles B. Wheeler Downtown Airport. Missoouri State Highway 9 forms
the western boundary to the neighborhood. There is no accounting for these
or any other sources of noise in the noise report nor is there any indication as
to the noise levels in the neighborhood when the highway noise from the
proposed action is added to the noise produced from other activities permitted
by other federal agencies.

A noise contour map showing the modeled noise levels would greatly
contribute to an analysis of cumulative noise impacts.

2. The DEIS Analysis of Air Quality Impacts is inadequate and insufficient.

The DEIS improperly limits it’s evaluation of air quality impacts to a regional
conformity determination as required by Section 309 of the Clean Air Act.

The DEIS provides no analysis as to the localized air quality impacts from mobile
source air toxics or other respiratory allergens, sensitizers and triggers (e.g.
ground level ozone, latex from tires) caused by past actions (i.e. the original
action) or from increased traffic from the proposed action as required by NEPA.

It is well established that minorities, low-income, young and the aged suffer
disproportionately from respiratory ailments. Minority neighborhood, low-
income and Section 8 assisted housing developments (including Columbus Park
Plaza, an assisted living center for senior adults), and a disproportionately large
number of young and elder persons live in the areas surrounding the project area.
The DEIS fails to discuss the effects of localized air quality impacts on vulnerable
populations adjacent to the proposed facility.
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The DEIS also fails to account for the cumulative localized air quality impacts in
the project area from other sources of air pollutants that are located in close
proximity to the project area. These include significant heavy industrial facilities
in North Kansas City, Mo. (e.g. Davis Paints and Polymers, ADM Milling); a
coal-fired steam/chilled water plant (i.e. Trigen) that serves large commercial and
industrial uses in downtown Kansas City and in North Kansas City; or the large
transportation facilities in the area (e.g. railroad yards and rail lines, Charles B.
Wheeler Downtown Airport, or even other highways like Missouri State Highway
9).

. The DEIS analysis of economic impacts and mitigation measures is inadequate

and insufficient.
a. The DEIS does not consider cumulative impacts or connected past actions.

b. The DEIS does not consider the disproportionate nature of benefits or adverse
effects

e The proposed action results in displacement of traffic from non-
disadvantaged areas at each of the other eight Missouri River bridges to
the Paseo Bridge corridor. Neither this effect nor the environmental
consequences or environmental justice implication are explored in the
DEIS.

Additional lane capacity on the Paseo Bridge will cause traffic to be
displaced from each of the other eight Missouri River bridges to the Paseo
Bridge. Figure II-2 of the DEIS (p. I1-26) clearly shows that additional
lane capacity on the Paseo Bridge will cause additional traffic to cross at
Paseo that, but for the additional bridge capacity at Paseo, would cross
another bridge (with only one exception, the effect of the six lane build
alternative on the 1-435 E bridge). More lanes on the Paseo Bridge means
more traffic in the Paseo Bridge corridor and more adverse impacts.
Adverse impacts than will be reduced in the other bridge corridors.

e Transportation plays a vital role in our society. In fact, the Supreme Court
has recognized that the right to travel is one of the fundamental rights
guaranteed by the Fourteenth Amendment to the U.S. Constitution.

Many past and current transportation policies have limited the life chances
of minorities by preventing access to places and opportunities. These
transportation policies include the reliance on an automobile-dominated
transportation system.

Minorities are less likely to own cars than whites and are more often

dependent on public transportation. For example 25.7% of Columbus Park
households have no access to automobiles. The “transit-dependent” must
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often rely on public transportation not only to travel to work, but also to
get to school, obtain medical care, attend religious services, and shop for
basic necessities such as groceries. The transit-dependent commonly have
low incomes and thus, in addition to facing more difficulties getting
around, they face economic inequities as a result of transportation policies
oriented toward travel by car.

Kansas City has one of the most highly developed highway systems of any
metropolitan area in the United States. The Kansas City region has more
freeway miles per capita than any other large metropolitan area in the
country, and five times as many as Los Angeles. The Kansas City metro
area also has the fourth highest total roadway miles per person, the second
highest estimated freeway lane miles per person, and the thirteenth most
daily vehicle miles traveled (DMVT) per person.

The importance of highway-oriented transportation policies and their
inequitable effect on minority and low-income communities by limiting
access to social and economic opportunities must be understood in this
broader context.

Construction of the Paseo Bridge corridor resulted in the disproportionate
displacement of disadvantaged people and disinvestment in disadvantaged
communities adjacent to the corridor. Nearly 85% of the displaced
persons in the corridor were black (compared to 20% of the general
population in Kansas City). The highways were located in areas that were
also primarily lower income.

It also created “spatial mismatch”, the disconnect between the locations of
housing and jobs suitable for lower-income people. In other words, those
who most need entry-level jobs (primarily people of color) generally live
in central cities while entry-level jobs are mostly in suburban locations
that are not easily accessible from central cities.

e The DEIS does not discuss mitigation measures for disproportionate
adverse economic effects to disadvantaged populations.

Since it is clear that disproportionate adverse economic effects are likely
to have occurred, mitigating measures are appropriate. Several options
exist for mitigation adverse economic consequences of past actions.
investing in modifications that provide economic benefits is an appropriate
mitigation measure.

Several mechanisms are available through the proposed action to mitigate
the economic displacement and disinvestment that has or will take place in
the disadvantaged neighborhoods as a result of past, present and
reasonably foreseeable future actions.

o Invest in modifications that provide economic benefits to
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disadvantaged populations as part of the proposed action.

Formal economic analyses would be undertaken to systematically
examine the historic and potential benefits and costs associated
with the highway system in disadvantaged neighborhoods affected
by the proposed action. For any net negative economic benefit
from historic or future actions, the lead agency would be required
to invest an equal amount, adjusted to Y2006 dollars, in
modifications that would economically benefit the disadvantaged
neighborhoods adversely effected by the past highway actions.

These may include:

= Construction of planned modifications near the intersection of
Paseo Boulevard and Independence Avenue.

The City of Kansas City and MoDOT have established a
redevelopment plan for the area near the intersection of the Paseo
Boulevard and Independence Avenue. This redevelopment plan is
an important part of a strategy to eliminate blight and promote
redevelopment in the disadvantaged communities of Pendleton
Heights, Paseo West and Chouteau Courts. The proposed action
stops just north of this intersection. These three areas are located
within the study corridor for the proposed action, and contain
disadvantaged populations that have been and will be adversely
impacted by past and future highway projects connected to the
proposed action.

The intersection of the Paseo Boulevard and Independence Avenue
is a key gateway into downtown as well as the disadvantaged in the
northeast and east parts of Kansas City. A key element of the
redevelopment plan is roadway realignment and intersection
modifications at Paseo Boulevard and Independence Avenue. The
plan is stalled due to lack of funding.

To address the negative economic effects of past and future
highway projects connected to the proposed action, MoDOT could
fund and construct the modifications needed near Paseo Boulevard
and Independence Avenue as part of the proposed action.

= Construction of a single point diamond interchange at the Front
Street and 1-29/35 interchange

The Port Authority of Kansas City is planning future development

of a $300-$400 million mixed use community at the Missouri
River riverfront immediately south of Berkley Riverfront Park.
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The planned redevelopment includes a local hiring preference for
disadvantaged persons and contractors and an affordable housing
component that will benefit lower income neighborhood residents
seeking affordable home ownership opportunities.

The Berkley Park redevelopment will be served by the Front Street
and 1-29/35 interchange. Current plans for the Berkley Park
development hinge upon an interchange configuration as generally
shown in Alternative Plate B2-03 for the River Crossing
Subcorridor in Appendix C of the DEIS. This design is superior in
every way to other alternative interchange designs for Front Street
except for cost. The cost to build the interchange as shown in Plate
B2-03 is approximately $10 million more than the other designs.

o Relocate the MoDOT maintenance facility that supports I-
29/35, 1-35/ 1-70 and other parts of the downtown loop to an
area outside of Columbus Park to allow for redevelopment in
the area.

MoDOT presently operates a 4% acre highway maintenance
facility at Sth and Cherry in the Columbus Park neighborhood.
The maintenance facility is located in an area that is part of a 22
acre redevelopment project undertaken cooperatively by the City
of Kansas City, the Housing Authority of Kansas City, and the
Guinotte Manor Tenant s Association. The Housing Authority
owns and operates three public housing developments in the study
corridor; Guinotte Manor Public Housing Development, Chouteau
Courts and River Gardens

The redevelopment plan will eliminate blight and provide
employment and affordable housing opportunities for
disadvantaged residents. Present estimates of the cost to relocate
the MoDOT maintenance facility are $3.5 to $4 million.
Incorporating relocation costs into the redevelopment project
makes it economically unfeasible. Relocating the facility as part of
the proposed action would make the redevelopment project
economically feasible and serve as appropriate mitigation for
negative economic impacts incurred by the neighborhood as a
result of past highway projects and the proposed action.

o Local Hiring Preferences

While minorities often suffer the burdens of having large transportation
construction projects placed in their neighborhoods, they do not usually
reap the benefits of lucrative contracts or high-paying jobs in the
construction industry.
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Although minorities represent more than 28 percent of the population,
according to DOT, they own only 9 percent of all construction firms and
received only about 5 percent of construction receipts. Women-owned
construction firms receive only 48 cents of every dollar that they would be
expected to receive complemented with strong recruitment, training, and
monitoring mechanisms.

To address these adverse impacts and disparities, the DEIS should
recommend mitigation measures that include:

= A project-level hiring preference for minority contractors from the
adversely impacted minority communities.

= A project-level hiring preference for disadvantaged persons from
the adversely impacted disadvantaged communities.

6. The DEIS is inadequate in the consideration of the cumulative and segregative
effects of past actions and reasonably foreseeable future impacts

Substantial investment in highway development and other transportation programs
that encourage private automobile use has encouraged and supported low-density
developments that extend increasingly farther and farther from the central city and to
residential and commercial areas that are increasingly spread out.

Transportation policies that encourage these growth patterns play a substantial role in
producing some indirect, negative social and economic effects, including perpetuating
residential segregation and exacerbating the inability of minorities to access entry-
level employment, which is increasingly found in suburban areas.

7. Isolation and Community Cohesion

Columbus Park is already isolated as a result of past highway construction on three
sides of the neighborhood. Construction of Interstates 29 and 35 severed all but one
surface street (Independence Avenue) between Columbus Park and the adjacent
neighborhoods to the east in Northeast Kansas City. Construction of Interstates 35
and 70 (the north side of the CBD loop and the south boundary of the neighborhood)
severed all but one surface street (Charlotte) between Columbus Park and the CBD of
Kansas City. And construction of M-9 (the west boundary of the neighborhood)
eliminated all but two surface streets between Columbus Park and the River Market.

By making the highway wider, the proposed action reinforces the severances on the
east and south sides of the neighborhood. Additionally, it disconnects Independence
Avenue from Cherry Street on the west side of the neighborhood, further increasing
the isolation. This will also cause additional traffic in the neighborhood as motorists
between the River Market and Northeast Kansas City can no longer use Cherry to get
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to Independence Avenue and cut through the neighborhood instead. Most of the
streets in the neighborhood are have only a 33 foot curb to curb road surface.
Additionally, a significant number of properties have little or no off street parking.
The addiitoan] cut-thru traffic in thr neighborhood will create a traffic safety issue for
both motorists and pedestrians. The DEIS fails to even mention these potential
adverse impacts, let alone quantifying them through traffic modeling or a traffic study
to determine the full extent of these impacts.

And, as if that were not enough, this project eliminates the two primary exits to
Columbus Park from the highways while at the same time removing the two primary
entrance ramps neighborhood residents use to enter the highway system. (The exits
are located on the east side of the CBD loop from 1-70 WB to Independence Avenue,
and on the north side of the loop from I-35 NB to Inpendence Avenue. The entrance
ramps are to I-35 SB at Troost and to I-70 EB at Admiral.)

Clearly, cumulative impacts from highway actions alone have resulted in isolation
and negative effects to community cohesion. The DEIS does not even consider these,
neither as a result of the proposed action nor from past actions. In fact, the DEIS
asserts that access for the neighborhood will actually improve as a result of the
project!! Of course, that assertion is not demonstrated by traffic modeling or a traffic
study, either.

8. The DESI is inadequate in analyzing the traffic congestion and traffic safety
impacts of the proposed project on the streets adjacent to the proposed action.

Traffic modeling shows and an expanded Paseo Bridge would increase the number of
vehicles crossing the bridge by between 25,000 and 38,000 over present values. This
represents a 25% to 38% increase over existing traffic levels.

However, the DEIS does not demonstrate the impact of this increase on the streets
surrounding the proposed action. Do the streets have the cpacity to handle the
additional 25% to 38% increase in traffic? If so, what are the environmental
consequences of the increased traffic? The DEIS is inadequate in its analysis of this
issue.

Further, with respect to traffic safety, responding to traffic safety concerns by
proposing the construction of wider and straighter highways roads may actually
reduce traffic safety. In fact, new research suggests that lower-cost techniques may
be more effective and that traditional “safety improvements” such as larger and
straighter roads with longer sight lines may actually lead to increases in fatalities and
injuries because they encourage higher travel speeds. One study in particular (R.
Noland), found that infrastructure improvements such as road widenings resulted in
1,700 additional deaths and 300,000 additional injuries. This issue should be more
fully explored.
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Transportation policies that favor reliance on automobiles and building busy roads in
minority communities also raise another public health concern: personal safety
particularly that of minorities and low-income individuals who live in urban areas.
Overall, African Americans and Latinos have a pedestrian fatality rate that is almost
twice as high as that of whites,164 and they have a higher percentage of pedestrian
fatalities than their percentage of the population in the United States.

Disparities in the number of pedestrian deaths are exacerbated because higher
percentages of people of color than of whites do not own a car and must rely on walking
as a primary mode of transportation. An analysis of 2000 census data show that these
minorities are much more likely than whites to walk to work. One study of pedestrian
injuries found that children who are pedestrians are at increased risk for serious traumatic
brain injury and lifelong disability if they live in poverty, face a large traffic volume and
traffic moving at high speeds, and lack space to play other than sidewalks and streets.

National Highway Traffic Safety Administration data show that the most dangerous
roads for pedestrians are those that have multiple lanes, high speeds, no sidewalks, long
distances between intersections or crosswalks, and roadways lined with large commercial

establishments and apartment blocks.

The proposed action should support a safe environment for pedestrians.
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Housing Authority of
Kansas City, Missouri

May 22, 2006
Mr, Kevin Keith,
Chief Engineer
Missouri Department of Transportation
P.0. Box 270 "
Jefferson City, Missouri 65102

RE: 1-35/I-29 Corridor Draft EIS
Dear Mr. Keith:

We have appreciated the opportunity to review the Draft Environmental Impact
Statement prepared by the Missoun Department of Transportation for the planned
improvemems to the 1-29/35 Corridor,

As MoDOT has cited in its study, Executive Order on Environmenta) Justice 12898 states
that “to the extent practicable and permitted by law, neither minority nor low-income
populations may receive disproportionately high or adverse impacts as a result of a
proposed project.”

It is our position that this project will have a greater environmental impsct on the three
public housing developments of Guinonie Manor, Riverview, and Chouteau Courts than
on any other residential neighborhood in the study comridor. All three are in the
immediate vicinity of the highway right-of-way, Together thess three developments
comprise 587 families with a total population in excess of 1,500. The zesidents of these
developments are primarily minority. The average family income is extremely low —
under 20% of area median income.

It is further our position that the heart of this document - Chapter IV Environmental
Consequences, provides insufficient data and projections to fully and accurately judge the
extent and nature of the impact of the project on these three public housing
developments. Our concems regarding impact can be summarized as follows:

1. Air Quality ~ standards are presented in the EIS, but potential impact as

12A specific locations during peak traffic periods is not addressed. Will there be a
significant decline in quality?
301 E Amour Blvd, OFFICE TELETYPE-DEAF USERS FAX
ansas City, MO 64111-1252 (816) 968-4100 (816) 5684106 (B16) 5684110

Letter No. 12 Housing Authority of Kansas City, Missouri
(page 1 of 3)



CHAPTER V Comments and Coordination

V-85

12B

12C

12D

2. Sound — current levels and projections axe provided for specific locations.
However, the projected impacts do not scem proportionate to the projected
increase in traffic, nor is there an indication of the specific sound management
measures that are assumed in making these projections. We understand these
measures may evolve during the design-build process. Structural changes in the
cortidor such as a Paseo flyover could have a significant impact on sound at
specific locations due to reflection, and this impact is not addressed.

3. Vibration - is referenced in Chapter 111, but its impact is deemed nepligible,
and the impact is not quantified in Chapter IV. We know from first hand
experience that vibration becomes a housing meaintenance factor e.g. we have had
to eliminate incandescent porch lights by the highway in the Guinotte Manor
development because the vibration wore out filaments too quickly.

We are more concerned about structural demage due to vibration. The Chouteau
Courts development is built on an old landfill. We have had structural damage
from settling in the past due to drought. Increased vibration from construction and
increase traffic volume conld accelerate settling and buildiag damage, We do not
see 2 soils engineering report or potential road engineering measures addressed.

4, Traffic Patterns and Neighborhood Accessibility — We are glad to see that
preferred alternatives for construction have considered previous community input,
and preserved the Troost bus route. We do not believe, however, that there is
sufficient analysis of this issue in the EIS. Maintaining a viable Independence
Avenue corridor relatively free of congestion is important. This is the primary
sast/'west access for jobs, shopping and services for our residents.

We have worked hard to improve the quality of life at these three public housing
developments. During the past twelve years over $44 million in public 2nd private
financing has been invested in Guinotte Manor, Choureau Courts, and Riverview., It is our
mission to maintain these public housing developments as assets for years to come for
low income families striving to achieve self-sufficiency.

Our public housing families have appreciated the opportunities for public input provided
by your agency to date. We would however, request that a specific seat be assipned on
the implementation committee for a public housing representative. We believe the
residential stakcholders are currently under-represented on the committee,
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We appreciate your department’s commitment that public input will continue to be taken
during the design-build process. We look forward to coutinuing to work with you and the
Department throughout the planning and construction phases,

Sincerely,
Edwin T. Lowndes,
Executive Director

CE:

Ms. Peggy Casey, Environmental Projects Engineer, Federal Highway Administration
Jeffrey K. Lines, Special Master

Joe Egan, Chairman, HAKC Board of Commissioners

State Sepator Charles Wheeler

Mayor Kay Bames

Mike Sturgeon

Deborah White

Martha Allen

Julie Levin
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Kansas City Office

Brent Hugh,
Executive Director

P.O. Box 104871

Jefferson City,
MO 651104871

Email: director@
mobikefed.org

Web: MoBikeFed.org

Making Missouri a better place to ride a bicycle!

1-29/1-35 Draft EIS

c¢/o HNTB

715 Kirk Drive

Kansas City, MO 64105

RE: I-29/1-35 Draft Environmental Impact Statement

This is the statement of the Missouri Bicycle Federation in response to the 1-29/1-35 Draft
Environmental Impact Statement.

The Missouri Bicycle Federation represents its own members and a coalition of bicycle,
walking, and running groups in Missouri and Kansas with combined membership of over
10,000.

We appreciate MoDOT's effort to make the 1-29/I-35 project as open to public input and
transparent as possible. We appreciate MoDOT's good faith in listening to and carefully
considering a large amount of public input.

We appreciate the effort and consideration MoDOT and its partners have put into
evaluating the environment and impacts of this project for bicycle and pedestrian travel in
the region. The following are intended as constructive comments and suggestions for
additional improvements or considerations that will help complete and strengthen the EIS
and the 1-29/1-35 project as a whole and particularly as to its impact on bicycle and
pedestrian travel and connectivity in the region.

Giving serious consideration to the importance of bicycle and pedestrian travel is a
relatively new undertaking for all agencies in the Kansas City region. We all have a lot to
learn and—based on local and national statistics that indicate that the rate of bicycling and
walking in the Kansas City metro area is less than half the national average—there is still
much to be done. Our interest is in partnering with public agencies like MoDOT to help
create a better transportation experience for everyone in the metro region.

Because this project has the potential to create the first really convenient and safe Missouri
River crossing in the Kansas City metro area for bicyclists and pedestrians, this project has
generated far greater than normal interest within the bicycle and pedestrian community.
We very much appreciate the time and effort taken by MoDOT and HNTB to carefully
consider the ideas and concerns of bicyclists and pedestrians as they respond to this
project.

We also appreciate MoDOT's full engagement in the recent local process that created a
new bicycle/pedestrian river crossings policy for the metropolitan area.

Bicycle and pedestrian users in Kansas City

Many of our members need or would prefer to have the option of safely crossing the
Missouri River on foot or on bicycle. Some would cross for pleasure or recreation, some
for work, shopping, school, or business. Some would like to cross the river but are unable
or unwilling to, given the state of bicycle and pedestrian access and safety on current
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Missouri River bridges in the area. Some have tried crossing using current bridges but feel
unsafe doing so again, or will only consider crossing Missouri River bridges during low-
traffic periods.

Our members and members of our affiliated organizations comprise those who are very
skilled bicyclists down to those who are beginners. It includes those who walk or run
many miles weekly and month and those who walk just a few miles every year. Some
bicycle or walk purely at will for recreation, others depend on bicycling and walking for a
small or large percentage of their basic transportation. Many own and use automobiles but
some, by choice, do not own an automobile. Some are not allowed to drive automobiles or
feel unsafe doing so (sometimes because of medical conditions or age). These people
depend on a combination of bicycling, walking, and transit for all of their basic
transportation needs. Others depend on bicycling, walking, and transit for basic
transportation because of economic necessity. For these it is vitally important to link
industrial areas, where jobs are, to neighborhoods where they live. For everyone it is
important to link to areas of scenic, environmental, historical, and cultural significance like
the Missouri River.

Among our members there is a wide range in their toleration for the amount of traffic:
some will gladly cross the Heart of America or Platte Purchase Bridge at is currently is,
even at high traffic periods. Others will not even consider using a river crossing unless it
is completely separated from traffic and "trail safe". Our members include families with
young children who often ride on quiet streets or trails. Many families bicycle on local
trails or the Katy Trail routinely and these families and children would bicycle or walk in
the area of the Missouri River if safe accommodations were available.

Whatever accommodation for bicycle and pedestrian travel is provided on the Paseo
Bridge should meet the needs of all of these users. No current bridge crossing in the area
meets these all these needs. The economic impact of failing to meet these needs is
substantial. Failing to provide people with connections to jobs hurts the area's labor force.
Failing to allow the population to connect to and cross the Missouri River deprives our
population of access to a major cultural, historical, and recreational resource. Because
other cities around the country are connecting to their riverfronts and oceanfronts, when
Kansas City fails to do so it also hurts the economic development of the entire
metropolitan region, making it less attractive to hoth employers and employees.

Integration with regional long-range plans

We appreciate MoDOT's cooperation with MARC and other cities, counties, and agencies
in creating the region's long-range transportation plan. We believe that this project must fit
into the region's goals and vision for transportation as articulated in MARC's LRTP. If
large and significant projects such as these do not align with the LRTP, then the LRTP is
rendered meaningless.

In particular, the LRTP looks and streets and highways, public transportation, pedestrian
elements, bicycle elements, good movement, environmental concerns, transportation
management, and safety. If a large and central project such as the 1-29/1-35 neglects one of
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these elements or creates an impediment to it, then the purpose of the LRTP is frustrated in
an important way.

The LRTP says, "The plan views transportation in terms of the movement of people and
goods, not just vehicles. . .. [I]t stresses the interrelationships between these modes and
promotes the integration of the individual facilities and services into a system that
efficiently and cost-effectively meets the access and mobility needs of the region."
(Transportation Outlook 2030 Update, Executive Summary, page 1).

We feel strongly that the purpose and needs of the I-29/I-35 project must dovetail with
these regional goals.

Project Purpose and Needs

The purpose and need of this project is very narrowly drawn, Unfortunately, because of
the nature of the given purpose and need, and because it considers only automobile traffic,
decisions made in accordance with this purpose and need will have a detrimental effect on
the social, cultural, and natural environment of the Kansas City area.

The purpose and need should be re-written to reflect the stated needs of the region, the
state, and the nation:

e MARC's LRTP stresses the movement of people and goods and the interrelationship
between transportation modes. Each project should strengthen various modes.
Furthermore, three of the LRTP's focus areas are relevant to this project: Increase
modal choice, Better integrate projects into the community, and Better manage
roadway capacity.

e MARC's recently adopted river crossings policy states as its objective, "to ensure that
safe, practical and appropriate bicycle and pedestrian accommodations will be
considered in the planning and design of all surface transportation projects that cross
the Kansas and Missouri Rivers in the Kansas City metropolitan area and that such
accommodations will be made wherever warranted and feasible."

e MoDOT's own vision is of "a world-class transportation experience", which suggests
integrating the needs of people more than simply automobiles—which is but one of
numerous ways people transport themselves and their goods

e MoDOT's TrailMap for Nonmotorized Transportation has the vision "To make
Missouri a world-class state in which to bike and walk" the value "Giving Missourians
the ability to choose to walk or bike to destinations" and "giving all Missourians the
freedom to choose nonmotorized transportation by providing access, connectivity,
encouragement and opportunity."

e 23 USC 135 says, "It is in the national interest to encourage and promote the safe and
efficient management, operation, and development of surface transportation systems
that will serve the mobility needs of people and freight and foster economic growth
and development within and through urbanized areas, while minimizing
transportation-related fuel consumption and air pollution."
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This is a large and expensive project that will have a tremendous impact on Kansas City's
future. The social, environmental, and cultural impacts of failing to align this project with
these regional, statewide, and national transportation goals will be large.

We strongly suggest aligning the project purpose and needs with the overall goals of the
region, state, and nation, including the primary need move people and goods, to increase
multimodal choice, to integrate transportation into the community, and to better manage
roadway capacity.

The Logic of Project Evaluation

According to the logic employed in evaluating the different proposed alternatives, each
alternative was considered separately against the stated purpose and needs.

If a particular proposal standing on its own did not meet the stated purpose and need then it
was eliminated from further analysis. (We do understand that these proposals could then
later be considered as a sort of "add-on" to the main proposal.)

A serious problem with this type of analysis is that it is unlikely to arrive at the optimal
solution to the problem of dealing with Kansas City's transportation problem. Many of the
proposed alternatives, such as bike/ped, transit, traffic management, and parallel arterials,
where not necessarily intended to stand alone. Rather, they are proposals that improve the
effectiveness or expand the reach of whatever main proposal is adopted.

Furthermore, there will in many cases be a synergistic effect among various proposals. For
instance, traffic management systems may improve the attractiveness of HOV lanes and
transit systems. Better bicycle and pedestrian accessibility (especially on streets that cross

13B the interstate freeway, giving better access to transit stops) may increase the viability of
transit. A preferred alternative that combines various approaches is almost certain to be
more effective in moving people and goods and reducing environmental impact than any
one proposal standing on its own.

Since proposals are not considered in groups the DEIS cannot analyze these "combined
alternatives" or their cost effectiveness.

The result is that the preferred alternative almost certainly has a greater environmental and
social cost than necessary.

The EIS should fairly and fully examine all options and combinations of options that may
be able to move people and goods across the Missouri River, including transit, traffic
management, parallel arterials, bicycle pedestrian, and adding additional travel lanes. A
combination of several of these options will almost certainly meet the needs of our
community better than any one option alone.

The option chosen should meet the needs of all area residents, including the more than
25% who have no driver's license and the more than 8% of area households with no access
to an automobile.
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Community Advisory Group

Because the design-build process will be greatly accelerated and will not have some of the
opportunities for public input that would normally be available, we feel that it is very
important to maximize the opportunities for public involvement that will be available. It
takes time and effort for organizations such as ours to educate our members and citizens
about the ramifications of these projects and the decisions that are made. Accelerating the
project does create many practical barriers to full citizen involvement.

For this reason, we feel it is imperative that the bicycle and pedestrian community, public
transit organizations and other appropriate organizations be given a voice on the project's
Community Advisory Group. General community members do not have the specialized
knowledge and viewpoint about bicycling, walking, and running in the community that
those do who actively walk, run, bicycle, organize events, and continually communicate
with others who do the same. Those who rely primarily on automobiles for transportation
simply do not have the same viewpoint as those who rely primarily and bicycling, walking,
or transit. All these viewpoints need to be at the table if we are to design a project that
works for all citizens of the metropolitan area. Furthermore, these general community
members do not have the ear or trust of the large and active local walking, running, and
bicycling community. For all those reasons it is necessary to have a representative of
Kansas City's bicycling/walking/running community on this committee.

What is the Current State of Bicycle and Pedestrian Access Across the
Missouri River?

We agree with the statements in the DEIS, "The Missouri River crossing is a major
constraint for bicycle and pedestrian travel" (page 11-6) and "The Missouri River is a major
barrier for pedestrian and bicycle interactions between the Northland and Downtown"
(page S-15).

There is currently no Missouri River Bridge in the Kansas City area that safely
accommodates pedestrians.

Bicycle access across the Missouri River is very difficult for all users and, for many users,
impossible. The Heart of America Bridge currently accommodates skilled bicyclists
accustomed to riding in heavy, fast traffic via a wide shoulder on the northbound side and a
very narrow shoulder on the southbound side. Even experienced bicyclists hesitate before
using this facility during heavy traffic hours. The Chouteau Bridge provides excellent
bicycle accommodation for the typical on-road bicyclist via its wide shoulders, but is
distant from downtown Kansas City and, because of difficulties in the connecting roads, is
difficult for bicyclists to access on both ends.

No other Missouri River bridge allows any safe bicycle access.

No facility currently serves the "average" pedestrian or bicyclist--children, families,
inexperienced bicyclists, trail users, or those with disabilities.
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An evaluation of Kansas City area river bridges from the perspective of the bicyclist and
pedestrian, along with photo documentation of each bridge, is here:

http://www.brenthugh.com/kemoriverbridges/

Should Bicycle/Pedestrian Accommodation Be Considered?
Should bicycle and pedestrian accommodation be considered as part of Paseo Bridge?

Section 652.5 of the Federal-Aid Policy Guide says, "The safe accommodation of
pedestrians and bicyclists should be given full consideration during the development of
Federal-aid highway projects, and during the construction of such projects."

MoDOT's Practical Design Implementation Guide states: "The provision of bicycle
facilities on improvement projects during planning, and design activities is necessary when
any one or more of the following conditions exist" and lists six warrants. The Paseo
Bridge project meets these five of the six total:
e The local jurisdiction has a comprehensive bicycle policy in the area of the proposed
improvement.
e There is public support through local planning organizations for the provision of
bicycle facilities.
13E * Bicycle traffic generators are located near the proposed project (i.e. residential
neighborhoods, employment centers, shopping centers, schools, parks, libraries, etc.).
e There is evidence of bicycle traffic along the proposed project or the local community
supports the incorporation of facilities at this time.
e The route provides access across a natural or man-made barrier (i.e. bridges over
rivers, roadways, or railroads or under access controlled facilities).

The Practical Design guide goes on to say, "The provision of pedestrian facilities on
improvement projects during planning, and design activities is necessary when any of the
following conditions exist" and lists six warrants. The Paseo Bridge project meets these
five of those warrants:
e The local jurisdiction has a comprehensive pedestrian policy in the area of the
proposed improvement.
e There is public support through local planning organizations for the provision of
pedestrian facilities.
e Pedestrian traffic generators are located near the proposed project (i.e. residential
neighborhoods, employment centers, shopping centers, schools, parks, libraries, etc.).
e There is evidence of pedestrian traffic along the proposed project or the local
community supports the incorporation of facilities at this time.
e The route provides access across a natural or man-made barrier (i.e. bridges over
rivers, roadways, or railroads or under access controlled facilities).
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MARC's River Crossing Policy states:

The investigation and evaluation of bicycle and pedestrian accommodations in al]l

projects for bridges crossing the Missouri and Kansas Rivers during planning and

design activities is necessary when both of the following conditions exist:
a) Existing or Anticipated Demand — Warrant accommodations exist when
sufficient existing or planned future bicycle or pedestrian traffic generators
are located within one mile of the project. Such generators may include
residential neighborhoods, employment centers, shopping centers, schools,
parks, trails, etc. Local governments should assist project sponsors in
defining when current and future bicycle and pedestrian traffic generators
will result in sufficient need to warrant accommodation. For projects where
no existing or planned bicycle or pedestrian generators are located within
one mile of the project, the project sponsor should also consider including
provisions for future bicycle and pedestrian accommodations if the
anticipated life of the project exceeds the planning horizon of the LRTP.
However, each bridge shall be evaluated on its own merits with a decision
based on a technical evaluation, not a set distance from traffic generators.
b) Legal Access — Bicyclists and pedestrians are legally allowed to use
roadways except where prohibited by law or local traffic ordinance. If
bicyclists and pedestrians are not legal users but other safe, practical, and
appropriate accommodations for bicyclists and pedestrians can be
established elsewhere within the right-of-way or within the same
transportation corridor, the project sponsor should investigate and evaluate
such accommodations.

Condition a) is clearly met. Condition b) requires, in this case, the project sponsor to
investigate and evaluate whether safe, practical, and appropriate accommodations for
bicyclists and pedestrians can be established elsewhere within the right-of-way or within
the same transportation corridor.

For this reason we strongly support MARC's recommendations for the DEIS, particularly
Recommendation #10 to "conduct a planning process to resolve questions of
bicycle/pedestrian accommodation in the corridor". All available options for creating
bicycle/pedestrian river crossings within the project corridor must be rationally considered
and the DEIS only partly fills this requirement.

SAFETEA-LU on Connecting Bridges for Safe Accommodation of Bicycles
23 USC 217 (e) states:

In any case where a highway bridge deck being replaced or rehabilitated with
Federal financial participation is located on a highway on which bicycles are
permitted to operate at each end of such bridge, and the Secretary determines that
the safe accommodation of bicycles can be provided at reasonable cost as part of
such replacement or rehabilitation, then such bridge shall be so replaced or
rehabilitated as to provide such safe accommodations.

Does the Paseo Bridge fulfill all four requirements of this provision?

Letter No. 13 Missouri Bicycle Federation
(page 7 of 16)



V-94

1-29/35

Final Environmental Impact Statement

13G

13H

Missouri Bicycle Federation, Inc., page 8

The bridge is being replaced or rehabilitated.

2. There is Federal financial participation.

3. The Paseo Bridge will connect Front Street on the south bank of the river, where by
state law bicycles are allowed to operate, and East Levee Road and Bedford Road on
the north side of the bridge, where by state law bicycles are allowed to operate. So
bicycles are allowed to operate at each end of this bridge.

4. Almost certainly such bicycle facilities can be provided at reasonable cost—perhaps as

low as | to 2 percent of total project cost (though a cost analysis should be performed

and is not part of the present EIS).

Bicycle/Pedestrian Alternatives to Be Considered

Feasible options for creating safe bicycle and pedestrian crossings of the Missouri River
which should be considered as part of the 1-29/1-35 EIS include:

1. A separated bicycle/pedestrian path alongside the travel lanes on the east side of the
Paseo Bridge.

2. A separated bicycle/pedestrian path alongside the travel lanes on the west side of the
Paseo Bridge.

3. Separated bicycle/pedestrian paths alongside the travel lanes on both the east and west
side of the Paseo Bridge.

4. A separate bicycle/pedestrian path underneath the Paseo Bridge.

5. Preparing the structure of the Paseo Bridge so that it can accept the future addition of
options #1, #2, #3, and/or #4 but not actually constructing those paths at this time.

6. Reconfiguring the lanes on the Heart of America Bridge so as to create a separated
bicycle/pedestrian path.

7. Adding a cantilevered addition to the Heart of American Bridge, on the east side or the
west side, so as to add a bicycle/pedestrian path.

8. Adding a bicycle/pedestrian path underneath the Heart of America structure, perhaps
similar to the Belle Isle Pedestrian Bridge--see
http://www.bridgemeister.com/pic.php?pid=126

9. Adding a bicycle/pedestrian path to the ASB railroad bridge, either alongside the
railroad tracks, or the superstructure, or cantilevered, as feasible.

10. Any other feasible option as determined by an engineering study as part of the Paseo
Bridge design.

The Paseo Bridge should be designed for future flexibility, including addition of
bicycle/pedestrian facilities and transit facilities should demand increase in the future.

Why Bicycle/Pedestrian Crossings on Both Heart of America and the 1-29/I-
35 Bridge are Necessary

We appreciate MoDOT's support, as indicated in the EIS, for creating a separated
bicycle/pedestrian lane on the Heart of America bridge.

We strongly support creating safe bicycle and pedestrian facilities on both the Heart of
America Bridge and the Paseo Bridge. Each bridge serves different geographical areas and
will meets the needs of different users. All options for creating bicycle and pedestrian
crossings should be evaluated and we support MARC's initiative to do make this happen.
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Detailed reasons bicycle/pedestrian accommodations are needed on both Heart of America
and Paseo bridges:

* The two bridges are quite distant, especially for pedestrians. For someone near the
Paseo Bridge, a detour to Heart of America and then back will more than triple the
total length of the trip across the river.

e The two bridges serve distinct geographical areas and neighborhoods--areas that are
not well linked for the bicyclist or the pedestrian. From the bicycle/pedestrian
perspective, the two bridges are far from interchangeable. Access on either bridge does
not replace the other.

e The Paseo Bridge will make a better connection for trail users, connecting the south
Levee Trail to the north Levee Trail. This becomes the safe, family-friendly
bicycle/pedestrian trail link that connects the Katy Trail across the river to St. Joseph
and Omaha.

e The Heart of America will be very awkward, circuitous, and perhaps dangerous for
trail users to access. However if bicycle/pedestrian access problems at both ends can
be solved, HOA may be the better way to connect the downtown KCMO street and
sidewalk network with the North Kansas City street and sidewalk network.

e The DEIS proposes reconfiguring Heart of America or perhaps removing a lane to
create a separated bicycle/pedestrian path. This may be the most economical option
for creating a bicycle/pedestrian crossing on the Heart of America bridge (though we
do not know this, because other options are not analyzed). However, reconfiguring the
Heart of America bridge, especially if this involves removing a lane, may not be
politically feasible.

Bicycle/Pedestrian Connectivity Issues
The Paseo Bridge helps motorists over many obstacles, more than just the Missouri River.

The area near the Missouri River features steep grades, industrial areas, and many railroad
tracks. The Paseo project helps motorists overcome all of these obstacles.

In a similar way, bicycle/pedestrian crossings in this area must help users overcome all
these obstacles as well—they must do more than simply get users over the Missouri River.

The Missouri River bicycle/pedestrian crossing is the crux of a quad-state plan of
interconnecting bicycle paths totaling many hundred miles in length. Without a Missouri
River crossing safe for trail users—many of whom are very uncomfortable operating on
city streets—the entire quad-state trail system falls into two separated halves (see attached
map, below).

For this reason, a very important connectivity issue is to connect the two sides of the
Missouri River for trail users. This means a path that connects the south levee trail to the
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north levee trail and allows users to cross the river without ever entering the city street
system. This is the "lowest common denominator" that is accessible to and safe for all
users including children, the disabled, and the elderly.

The DEIS examines the possibility of creating a separated bicycle/pedestrian path on the
Heart of America Bridge. However it does not examine the connectivity of such a path.
How would bicyclists and pedestrians safely enter or exit such a path? Would there be safe
connections with the trail system? On the north side the Heart of America bridge ends at a
complex, busy intersection with many lanes. How will bicyclists and pedestrians safely
negotiate this intersection in order to enter or exit the proposed path? On the south side of
Heart of America, how will users on the levee trail negotiate the steep grade and the set of
railroad tracks between the levee trail and the entry to the Heart of America Bridge? This
will undoubtedly require a long and complex route on busy city streets, where the young,
the elderly, and timid bicyclists will not feel comfortable or safe operating.

Similarly, the connectivity possibilities for the Paseo Bridge should be carefully examined.
The possibility of connecting Columbus Park and the planned Port Authority development
near Berkeley Riverfront Park to the planned north levee trails and the industrial area north
of the river is a very significant connection. It connects people to the Missouri River, a
cultural, historical, and recreational resources. It connects people to jobs and potential jobs
in the industrial area. And over the next 100 years the industrial area may well be
developed into a mixed-used or residential area—that is a trend in riverfront areas and
could as easily happen north of the river as it is now happening south of the river.

In general the Paseo bridge has better potential to create a levee trail-to-levee trail
connection, while the Heart of America bridge has better potential to create a street-to-
street connection between downtown areas of Kansas City and North Kansas City.

Both types of connections are very valuable and necessary.

Bicycle/Pedestrian Crossing Near or Adjacent to an Interstate Freeway

Some MoDOT officials have maintained the locating a bicycle/pedestrian path near an
interstate freeway is unsafe. We believe that years of experience in operating such

facilities at locations across the country have shown that such facilities are indeed safe,
feasible, and reasonable if separated appropriately from freeway traffic and constructed

properly.

If this type of facility is actually dangerous then the EIS should demonstrate this fact
13J through data from the existing facilities. If, as we believe, the data support the safety of
such facilities, then the EIS should acknowledge this fact.

Right now the DEIS presents no data on this issue. In the absence of clear data the
assumption must be that such facilities are safe, because they are being built on bridges
across the country. These facilities have a long history and are being built with increasing
frequency. This indicates that there is sufficient data to establish the safety of such
facilities and that other DOTSs around the country are, indeed, finding these facilities safe.
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Even here in Missouri, numerous bicyclists and pedestrians safely use the Page Avenue
Extension (MO Hwy 364) Missouri River bridge in the St. Louis area each year. This
bridge has 10 lanes of high speed traffic and a separated bicycle/pedestrian path similar to
that proposed for the 1-29/1-35 bridge. In Kansas City, Kansas, the Woodswether Bridge is
a bicycle/pedestrian path across the Kaw River on the lower level of the I-70 bridge. Its
safety is in no way affected by the fact that is part of an interstate bridge structure.

A partial list of interstate freeway bridges in the United States with bicycle/pedestrian
crossings as part of the bridge structure:

Interstate 90 floating bridges across Lake Washington, Seattle—8 lanes plus bike/ped
lane immediately adjacent, separated by a cement barrier.

1-494 over the Mississippi River near Minneapolis, Minnesota—path is immediately
adjacent to the freeway, separated by a stone barrier.

Squaw Peak Freeway in Phoenix AZ

Appalachian Trail at 1-80 Delaware Water Gap NJ-PA

Wonders Way on the Ravenel Bridge Charleston S.C. (new)

I-84 Newburgh Beacon Bridge over the Hudson River, NY

1-95 Gold Star Memorial Bridge over the Thames River, New London, CT

George Washington Bridge 1-95 NY-NJ includes a sidewalk accessible to pedestrians
on the south side and a path accessible to bicyclists and pedestrians on the north side
Ben Franklin Bridge 1-76 PA-NJ

1-95/1-495 bridge over the Potomac on the Capital Beltway in Washington, D.C., now
under construction, will have an adjacent shared-use path on the bridge for more than a
mile

I-90 bridge over the Fox River in the Chicago area has a bicycle path underneath the
main bridge

I-80 crossing the eastern reaches of San Francisco Bay has an adjacent
bicycle/pedestrian path

1-680 crossing San Francisco Bay in California will have an adjacent
bicycle/pedestrian path (under construction)

I-10 over the Colorado at Blythe, CA

Scudder Falls Bridge 1-95 PA-NIJ (proposed)

Woodrow Wilson Bridge 1-95 MD-VA (proposed)

The Record of Decision for two planned new interstate highway bridges across the
Ohio River in or near Louisville includes separated bicycle/pedestrian facilities for
both bridges

Interstate 395 bridge across the Potomac River in Washington, D.C. (immediately
adjacent sidepath separated via jersey barriers)

Interstate 66 bridge across the Potomac River in Washington, D.C. (immediately
adjacent sidewalks on each side separated by guard rail)

The I-395 and I-66 bike/ped facilities have existed for more than two decades without
any safety problems related to their immediate proximity to the roadway.

MoDOT Policy: MoDOT's current policy states that "Dedicated Bicycle facilities will not
be provided on interstate roadways." This policy is not in conflict with the proposals

Letter No. 13 Missouri Bicycle Federation
(page 11 of 16)



V-98 1-29/35

Final Environmental Impact Statement

Missouri Bicycle Federation, Inc., page 12

outlined above, which propose a barrier-separated path adjacent to or under the interstate
roadway but not on the roadway.

MoDOT officials have mentioned a current draft policy which may prohibit the bicycle
facilities from being placed adjacent to the interstate roadway. This is in any case a draft
policy and no one knows the final form it will take. Furthermore MoDOT's policy on this
issue has changed more than once in recent years and may change again in the future. If a
future MoDOT policy recommends against bicycle/pedestrian facilities adjacent to an
interstate roadway there is still the question of whether an exception to that policy should
be granted for this bridge.

The decision to grant or deny such an exception would of course require careful
consideration of the safety of such a facility, an analysis that is missing from the DEIS.

We believe that a barrier separated bicycle/pedestrian path should be considered adjacent
to or underneath the 1-29/1-35 bridge for these reasons:

1. The proven safety of such facilities in other locations in the U.S. and Missouri.

2. Relative scarcity and wide spacing of bridge crossings in the Metro area—each
provides access to areas the others do not.

3. Ina densely populated urban area every bridge should provide bicycle and pedestrian
access. For instance, in Missoula, Montana, no less than three bicycle/pedestrian river
crossings are provided within a distance of 1% miles. Frequent bicycle/pedestrian
crossing points are typical in urban areas and Kansas City's current lack of safe
bicycle/pedestrian river crossings is more and more a rarity within the United States.

4. MARC's River Crossings Policy requires careful consideration of bicycle and
pedestrian access in all bridge projects, including this one.

5. The ability to provide a safe levee-trail to levee-trail connection for bicycle and
pedestrian users is better in 1-29/1-35 location and with a new bridge than in other
locations with already-existing bridges.

6. Itis far less expensive to provide the bicycle/pedestrian facility while the bridge is
being constructed than to add it later.

Environmental Consequences

The EIS should fully explore the social, economic, and cultural impact of providing or
failing to provide bicycle and pedestrian accommodations and access to and across the
river and across other related obstacles. This impact should be weighed against the
relatively low cost of providing bicycle and pedestrian accommodations.

Over 25% of Missourians have no driver's license, 8.3% of Missouri households have no
access to an automobile, and neighborhoods and industrial areas in the urban areas near the
project are known to rely heavily on walking and bicycling for transportation. Therefore
the provision of safe bicycle and pedestrian accommodation over the river and through all
interchanges affected by the project should be weighted heavily in evaluating the project's
social factors, especially neighborhood and community cohesion. Failing to provide safe
bicycle and pedestrian accommodation near a neighborhood and failing to connect the
neighborhood to nearby traffic generators that should be accessible to bicycle and
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pedestrian traffic, such as industrial areas, commercial areas, and other neighborhoods,
adversely affects the neighborhood and community cohesion. The DEIS does not account
for this social and economic impact of providing or failing to provide for bicycle and
pedestrian connectivity. Minority and low-income groups will receive a disproportionately
high adverse impact if bicycle and pedestrian connectivity is not provided.

Just for example, the vast majority pedestrians who currently cross on Kansas City's
Missouri River bridges, despite their unsafe condition for pedestrian use, are low income
individuals. Because of the unsafe condition of these bridges and the lack of transportation
options, these individuals bear a much higher safety risk than other bridge users who cross
using automobiles. Those who have a choice cross by some other means and thus only
those who have no other choice—who are by definition in a low-income group—cross on
foot and bear this disproportionate adverse impact on their safety and well being.

Failing to provide bicycle and pedestrian accommodations or creating needlessly long
detours to reach areas that should be easily accessible on bicycle or on foot creates clear
economic costs to those who are denied access. Most often those who are denied access to
employment or shopping opportunities are those who have limited transportation
alternatives and rely on bicycling, walking, and transit as primary transportation. In its
evaluation of the economic factors, the DEIS does not consider the cost of the loss or gain
of this economic access and its affect on a vulnerable population segment. Again, minority
and low-income groups receive a disproportionately high impact from the lack of
accommodation and needlessly long detours.

These users are also very unlikely to participate in the public comment process or to make
their needs known.

The Missouri River and bicycle and pedestrian access to and across the Missouri River is
in itself a valuable cultural resource. The planned river trails will give Kansas Citians
unprecedented access to the river and the riverfront area—access that has been denied for
decades and which has culturally impoverished the metropolitan area. Safe and convenient
access for bicyclists and pedestrians to cross the river is an important aspect in creating
public access to this cultural resource. Failing to create bicycle and pedestrian access
across the river will restrict access of citizens to the Missouri River—a valuable social,
cultural, historical, and natural resource.

The impact of providing or failing to provide access to this extremely valuable resource
should be weighed heavily in the decision to provide or not provide bicycle and pedestrian
access on the bridges.

According to MARC's Household travel survey, bicyclists and pedestrian represent 4.3%
of trips within the entire Kansas City metro area and 9% of trips within the urban core of
Kansas City. Therefore a reasonable estimate is that with good cross-river connectivity,
bicyclist and pedestrians would represent between 4% and 9% of cross-river trips. If the
Paseo project provides good bicycle/pedestrian connectivity across the river then the
positive air quality impact of replacing the potential 4% to 9% polluting trips with non-
polluting bicycle/pedestrians trips should be considered.

Letter No. 13 Missouri Bicycle Federation
(page 13 of 16)



V-100 1-29/35

Final Environmental Impact Statement

Missouri Bicycle Federation, Inc., page 14

Funding

In evaluating project cost the cost of bicycle and pedestrian accommodations are unfairly
lumped the "medium" category with other options costing many times as much. According
to MARC's 2003 Regional Household Travel Survey, over 9% of trips in Kansas City's
urban areas are by walking or bicycling (page 37). According to the DEIS itself, providing
bicycle and pedestrian accommodations on the Heart of America bridge will cost only
$500,000. By any estimate, the cost of adding bicycle and pedestrian accommodations is
but a small proportion of the total project budget--less than 5%. The EIS fails to weigh the
relatively small cost of providing the bicycle and pedestrian accommodations against the
relatively high social and economic costs of failing to provide those accommodations.

The DEIS seems to contemplate paying for bicycle and pedestrian access using
Transportation Enhancements or other funding mechanisms. However, federal guidelines
are clear in requiring that bicycle and pedestrian accommodations provided as part of a
highway project need to be paid for out of regular project funds. Enhancement funds are
reserved for a different type of use:

TE funds may be used for any new pedestrian or bicycle facility unrelated to a
larger highway project.

TE funds cannot be used in place of other Federal-aid highway funds for activities
carried out as part of a larger highway project, such as normal mitigation required

13K for NEPA compliance, normal landscaping, and replacing existing sidewalks
because of a highway widening project.[1] TE funds may be used to replace
existing sidewalks with enhanced surfaces or landscaping.

If a larger highway project includes new pedestrian or bicycle facilities, the
facilities should be constructed with regular highway funds as part of the larger
highway project.

FHWA Questions/Comments for Discussion, TE Professionals Seminar June 25-26,
2003, Providence RI, http://www fhwa.dot.gov/environment/te/qa_state0603.him

Bicycle and Pedestrian Accommodation Across 1-29/1-35

As the study notes, an interstate freeway creates a considerable barrier to bicycle and
pedestrian movement because the freeway itself is difficult for bicyclists and pedestrians to
cross. Crossing points are provided at widely spaced intervals. Freeway interchanges tend
to be complex with high levels of traffic. All this means that bicyclists and pedestrians
have difficulty negotiating these intersections safely. Many bicyclists and pedestrians are
discouraged from even attempting to operate in such areas.

The reconstruction of several interchanges as part of this project should be taken as an
13L opportunity to improve bicycle and pedestrian access and safety in each of these
interchanges.

Nationally bicyclists and pedestrians represent 9.5% of trips. In the Kansas City
metropolitan area, bicyclists and pedestrians represent only 4.3% of trips. To anyone who
bicycles and walks extensively in the region, the reason for this is obvious: our roads and
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streets and not bicycle and pedestrian friendly. Intersections too often do not safely
accommodate bicycle and pedestrian travel.

This project should be seen as an opportunity to improve bicycle and pedestrian safety and
access in every one of these interchanges, not only one those that appear on some plan or
other.

By law, bicyclists and pedestrians are allowed to operate on all streets and highways that
cross the interstate. In the study area, freeway interchanges are provided only in areas with
many traffic generators of interest to motorists, bicyclists, and pedestrians. For this reason
there will be a great deal of bicycle and pedestrian traffic in these areas regardless of the
provision of official facilities like sidewalks and bicycle lanes.

Well worn "cattle paths" testify to the frequency of pedestrian traffic alongside streets with
no sidewalks.

Among needed improvements on cross-streets and interchanges are better crosswalks at
intersections and other appropriate places, better pedestrian heads on traffic signals, and
tuning of traffic signals to better allow for safe pedestrian crossing. Traffic signals should
be tuned so as to reliably detect bicycles. Expansion joints, drain grates, and other
construction details should be put in place to safely accommodate bicycle traffic on all
roadways where they are allowed to operate (ie, all roadways except interstate travel
lanes).

Summary

Right now the transportation experience for bicyclists, pedestrians, and transit users in the
Kansas City area is far from world class. The Missouri River divides the metro area in half
for these users, creating an impassable barrier. Bridging this barrier is the single most
important project in creating a more interconnected transportation system for these users.

Polls show that citizens, even those who seldom walk and never bicycle, overwhelmingly
support better bicycle and pedestrian access. Politicians support bicycle and pedestrian
access because it improves community cohesion and neighborliness. Businesspeople
support it because bicycle and pedestrian friendliness attracts higher quality employees,
businesses, entrepreneurs, and tourists to the region. More walking and bicycling
improves the health of Missourians and provides vital transportation options.

The amount of walking and bicycling in our area is less than half the national average and
that means that Kansas Citians are enjoying less than half the health, social, environmental,
and economic benefits that walkable and bicycleable communities bring.

The 1-29/1-35 project provides a once in a lifetime opportunity to improve the
transportation experience in the Kansas City area for bicyclists, pedestrians, and transit
users. No single project will have more impact on their ability to safely travel in Kansas
City.
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“o) Port Authority

of Kansas City, Missouri

May 22, 2006

Ms. Peggy Casey

Environmental Projects Engineer
Federal Highway Administration
3220 W. Edgewood, Ste. H
Jefferson City, Missouri 65109

Mr. Kevin Keith

Chief Engineer

Missouri Department of Transportation
P.O. Box 270

Jefferson City, Missouri 65102

RE: Interstate 29/35 Paseo Bridge Corridor
Draft Environmental Impact Statement
Comments

Dear Ms. Casey and Mr. Keith:

Please accept this letter on behalf of the Port Authority of Kansas City, Missouri with our comments
related to the Interstate 29/35 Pasco Bridge Corridor Draft Environmental Impact Statement (“DEIS™)
dated March 24, 2006. The Port Authority has a long-term lease with the City of Kansas City for land on
both sides of the Corridor at the Front Street/I-29/35 interchange and while we are happy to see the new
Missouri River crossing moving forward, we have some very serious concerns about how the project is to
be implemented and the selection of a preferred alternative for the Front Street/I-29/35 interchange which
as currently presented in the DEIS would have a catastrophic impact on the City of Kansas City’s and the
Port Authority’s vision for a world-class riverfront.

The Port Authority sub-leases approximately twenty-five (25) acres to the Isle of Capri Casino on the
east side of the interchange. The Isle of Capri Casino is an investment of more than $115 million that
provides employment for more than 700 people and attracts almost 4.5 million people each year. Total
adjusted gross revenues is usually $100 million annually, which results in approximately $22 million in
gaming taxes and fees to the State of Missouri and about $6 million to the City of Kansas City.

On the west side of the Corridor the Port Authority has invested close to $40 million to provide access
and amenities at the riverfront for the first time in over 100 years. Currently the Port Authority is in
negotiations with Forest City Land Group, a $7.9 billion real estate development company headquartered

10 Petticoat Lane, Sulte 250 ® Kansas Clty, MO 64106-2103

PHONE: 816.221.0636 ® (TOLL FREE): 800.889,0636 ® FAX: 816.221.0189 ® www.kcportautharity.com
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in Cleveland that is developing the largest urban mixed-use infill project in Denver at the site of the
former Stapleton Airport; the largest historic preservation project with the Tobacco Row warehouse
district in Richmond, Virginia; the New York Times headquarters in Times Square, New York; and
Central Station, a new residential community in Chicago just south of Grant Park. For almost twenty
years the City and Port Authority have attempted to redevelop the riverfront, the last remaining riverfront
in a major North American city that has not been revitalized. The vision calls for a mixed-use “urban
village,” consisting of at least 1,200 residential units, about 90,000 square feet of retail and restaurant
space, a hotel, and about 250,000 square feet of office space. The project is expected to attract $300-
$400 million of investment, and serve as a new gateway to downtown. It is projected that the riverfront
urban village alone will generate benefits to the State of Missouri of almost $2 billion over the next 25
years. Construction of the urban village is expected to commence in late 2007 or early 2008, and full
build-out of the site will likely take 10-15 years.

One of the biggest challenges to developing the riverfront site is providing access to the site. A previous
plan developed by the Port Authority in 1990 called for almost three million square feet of office space at
the site. As one might imagine, access per the existing Front Street interchange was problematic. In
order to develop more than one million square feet of office space (with some residential and retail space
as well) the capacity of the interchange would need to be increased. While the current plan calls for the
development of a mixed-use urban village that is predominantly residential in nature, the Port Authority
and City must have the flexibility to respond to the market and any development opportunities that may
arise, including the possibility of a large office campus on the riverfront.

A key component of the financing of the public improvements needed to induce private investment is
provided by the casino lease revenues the Port Authority receives from the Isle of Capri Casino. In 1996
the Port Authority issued bonds of more than $21 million secured by those lease revenues received over a
ten year period, and was able to construct Berkley Riverfront Park, Riverfront Drive, Grand Boulevard
Viaduct, and the Riverfront Heritage Trail that connects Berkley Riverfront Park and the riverfront to the
River Market. As an important revenue generator for the Port Authority, how the Isle of Capri Casino
fares has a direct and measurable impact on the ability of the Port Authority to implement the long-
awaited vision of the riverfront. The DEIS presents several scenarios with respect to construction and
design that are of serious concern to the Port Authority that could impose unnecessary and devastating
obstacles to develop the riverfront with respect to traffic capacity and revenue. The following are our
concerns:

An effective public engagement plan accepted by stakeholders must be a part of the Final EIS.

We support the Department of Transportation’s use of the design-build process. However, we have a
concern that unless the Department utilizes an effective public engagement process and respects policies
that have been developed by the community, such as the MARC River Crossing Task Force, the results
of the design-build process may not satisfy the community’s desires for a “signature” bridge that
incorporates public transit and pedestrian/bicycle connections. If MoDOT sincerely wants to use the
design-build method, we believe a public engagement plan should have been developed and incorporated
into the DEIS. A Final DEIS should not be adopted until such a plan has been developed and accepted as
satisfactory by the project’s stakeholders.

Traffic must be maintained during construction.

The Port Authority prefers Option B regarding the Missouri River Bridge for the purpose of
accommodating an interchange that will allow for the development of the riverfront per the Port
Authority’s and City’s vision. The Port Authority strongly objects to not maintaining traffic during
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construction. Access to the Isle of Capri Casino from the north is crucial for its on-going business.
During the recent shut-down of the Paseo Bridge when repairs were made, the Isle of Capri experienced a
decline in its monthly revenues up to 15% from a year earlier, and had the bridge been shut down much
longer, the casino was bracing for a decline approaching 30%. The loss of revenue during the shut-down
certainly hurt the casino financially during construction, but the casino also experienced declines after
the construction was complete, as many customers decided to patronize other casinos during the bridge
shut-down, and the casino incurred costs to woo many of them back.

The shut-down of the Paseo Bridge for any extended period of time not only impacts the Isle of Capri
Casino financially, but consequently, as mentioned above, the Port Authority’s ability to carry out
redevelopment of the riverfront is also severely impacted. Should MoDOT choose not to maintain traffic
during construction of the Paseo Bridge alternative, the revitalization of the riverfront could be placed in
jeopardy.

MoDOT should not list a Reasonable Alternative for the Front Street Interchange.

The No-Build and Existing Configuration Modified alternatives are unacceptable to the Port Authority,
and we are at a loss as to why the DEIS states the Existing Configuration Modified as the Reasonable
Alternative of all the options considered. Of all of the alternatives analyzed, the No-Build and Existing
Configuration Modified are the only two alternatives that have negative impacts on those criteria meeting
Purpose and Need. Altermatives SA-5D (Tight Diamond or Roundabout), the Alternative favored by the
Port Authority, was judged to substantially address the needs of more of the criteria impacting Purpose
and Need and Other Impacts more than any other alternative, and was the only Alternative judged to not
have a negative impact on any of the criteria.

Alternative SA-5D scored equally or higher than the stated Reasonable Alternative on each criteria, with
the exception of cost. However, should the stated Reasonable Alternative be constructed, it will
eliminate the ability of the Port Authority to develop approximately 20% of the land it controls between
the Paseo and Heart of America Bridges, and will consequently substantially reduce the positive
economic benefit of the urban village to the State and City. Not only would the reduction of land acreage
negatively impact the urban village development, but the reduced capacity of the stated Reasonable
Alternative would also limit the amount of development that could take place on the remainder of the
property. The positive incremental economic benefit to the State far outweighs the difference in cost
between the Reasonable Alternative and Alternatives 5A-5D (specifically the single-point urban
interchange), a fact that should be considered in the analysis of the interchange options.

As the DEIS states, the tight diamond and single-point urban interchange (SPUI) were shown to be
feasible and addressed traffic safety, operations and capacity, as well as improved truck connections.
The SPUI was used to estimate construction limits as part of the build alternatives, and for that we are
grateful. However, the DEIS does not give any reason as to why the Existing Configuration Modified
Alternative was stated as a Reasonable Alternative, and we believe that without a reasonable argument to
support such a conclusion, no reasonable alternative should be presented. We are also opposed to an
interchange connection with the existing Riverfront Drive located immediately south of Berkley
Riverfront Park, as such a placement will create an amount of traffic on Riverfront Drive that will serve
as a barrier between the park and the urban village development. We would like to see addressed in the
final EIS the plan of the Port Authority and Forest City to connect the interchange with Grand Boulevard
at the southern edge of the urban village, as illustrated in the attached master plan. Other planned local
road improvements have been included in the DEIS, such as the Kansas City Parks and Recreation
Department's plans for The Paseo.
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Transit must be included in the preferred alternative.

The DEIS states that the preferred alternative can accommodate traffic at an acceptable level of service
until the year 2043. It would seem foolish to maximize the physical footprint allowed for transportation
today and leave future generations without the flexibility to address increased congestion and traffic
needs in the Corridor. Addressing public transit now will allow for MeDOT to adequately react to
increased levels of demand in the future.

Bicycle and pedestrian access must be provided in the Corridor.

Bicycle and pedestrian access has not only been provided, and separated from vehicular traffic, on other
signature and non-signature bridges in Missouri and across the country for recreational purposes. Such
access provides a transportation alternative for people who may now or in the future not have the ability
to maintain and operate an individual vehicle due to extraordinary operating costs. Commuting options
would be enhanced and demand on the transportation system diminished if pedestrian and bicycle
accommodations were a part of the Corridor, even if those improvements are phased in over time. And
such an accommodation would not only provide commuting options and greater access to recreational
activities in the river corridor, but could also provide for easy egress out of the urban core in the event of
an emergency.

The preferred alternative has not adequately analyzed impacts to the connections between the
CBD and the River Market and Columbus Park.

In particular the impact of limiting access to the perimeter of Columbus Park, combined with the
redevelopment that is taking place now and what is planned in the future, will direct more traffic through
the neighborhood. The urban core neighborhoods should not be viewed as an area that one simply drives
through, but an area that is a destination. Thus the emphasis, for example, by the Port Authority to direct
traffic to the southern edge of the development site next to an already existing barrier, the railroad tracks,
$0 as not to create a barrier between the park and the urban village development. While traffic flow may
or may not be improved on the north leg of the loop, pedestrian movement through this area remains
inadequate, and in some areas worse than what currently exists. Since there is no funding to implement
the stated preferred alternative, MoDOT should remove the southern leg of the Corridor from the Final
EIS and pursue additional studies that address not only traffic flow through the area, but the improvement
of vehicular and pedestrian connections between the urban neighborhoods in this area.

Local hiring needs to be part of the effort to mitigate negative impacts on minority populations.
The Preferred Alternative will have a negative impact on minority populations in the Corridor. Just as
the City and the Port Authority set high goals for each of its development projects and public
improvements, the Port Authority strongly encourages MoDOT to work with leaders and stakeholders in
the minority communities to set and achieve high goals for the hiring of local, minority, women, and
disadvantaged businesses to implement the Corridor projects.

We appreciate the opportunity to comment and share with you our concerns regarding the DEIS, and we
look forward to working with you and continuing our good relationship to create a multi-modal
transportation system and a riverfront that all Kansas Citians and Missourians can be proud of. Should
you have any questions or comments, please do not hesitate to contact me.
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Sincerely,

TR

Patrick Sterrett, Executive Director

Ce: Port Authority Board
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May 22, 2006

r?g:al“ia IA@ [-29/1-35 Draft EIS and Location Study
! : 2 : c¢'o HNTB
A N 715 Kirk Drive
i T Kansas City, MO 64105

Dear Sir or Madam:

This letter and the attached documents are hereby submitted in response to
the request for comments on the Draft Environmental Impact Study
(DEIS) for the 1-29/1-35 Corridor. These documents represent a
collaborative effort among the Regional Transit Alliance (RTA),
Downtown Council of Kansas City (DTC), American Institute of
Architects — Kansas City (AIA-KC) and Kansas City Design Center
(KCDC).

At our request, Glatting Jackson Kercher Anglin Lopez Reinhart, Inc. of
Orlando, Florida has undertaken a technical analysis of the DEIS to ensure
its compliance with the National Environmental Policy Act (NEPA) and
other relevant statutory requirements. Glatting Jackson’s report has
identified several critical flaws in the Draft EIS that must be addressed in
the Final Environmental Impact Statement. A copy of the Glatting
Jackson report is hereby submitted as part of our comments.

These comments represent our shared concerns about the DEIS. We
would like to thank MoDOT and FHWA for this opportunity to provide
comments on behalf of our constituents.

Thank you,

L
William Dietrich
Exuutwe Director, RTA _ President & CEQ, DTC
Dawn Kirkwood Daniel Serda, Ph.D.
Executive Director, AIA-KC Executive Director/CEO, KCDC

ce: Distribution

Attachment and enclosures (2)

Letter No. 15 Regional Transit Alliance, Downtown Council,
American Institute of Architects Kansas City Chapter

and Kansas City Design Center Joint Response
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Governor Matt Blunt

U.S. Senator Jim Talent

U.S. Senator Christopher “Kit” Bond

U.S. Congressman Emanuel Cleaver 11

U.S. Congressman Sam Graves

Mayor Kay Barnes, City of KCMO

Mavyor Gene Bruns, City of North KCMO
Members of the City Council, City of KCMO
Allen Masuda, FHWA

Andrew L. Boeddeker, U.S. Dept. of Housing and Urban Development

Beth Wright, District Engineer, MoDOT

Brent Hugh, Missouri Bike Federation

Carol Legard, Advisory Council on Historic Preservation
Charles M. Scott, U.S. Dept. of the Interior, Fish and Wildlife Service
Chris Carucci, Downtown Council

Darby Trotter, River Front Heritage Trail

David Warm, Mid America Regional Council

Dick Jarrold, KCATA

Donovan D. Mouton, Office of the Mayor, KCMO

Ernest Quintana, U.S. Dept. of the Interior, National Park Service
Fred Skaer, FHWA

James B. Gulliford, U.S. Environmental Protection Agency
Jonathan Kemper, Commerce Bank

John Yacos, JE Dunn

Kite Singleton, E. Crichton Singleton

Lee Ann Kell, MoDOT

Mark Huffer, KCATA

Mark McDowell, Chairman, RTA

Mell Henderson, Mid America Regional Council

Mike Burke, King Hershey

Mike Sturgeon, Columbus Park Neighborhood

Missouri Department of Natural Resources, State Historic Preservation Office

Pat Sterrett, Port Authority

Pete Rahn, MoDOT

Reeves Wiedeman, Helix

Robert Smith, Department of the Army

Stan Harris, City of KCMO

Steve Taylor, Chairman, DTC

Tim Kristl, Northland Chamber of Commerce
Tom Coyle, City of KCMO

Warren Erdman, Kansas City Southern

Wayne Cauthen, City Manager, City of KCMO
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Regional Transit Alliance, Downtown Council,
American Institute of Architects — Kansas City, and Kansas City Design Center

Joint Statement in Response to the Draft Environmental Impact Statement
for the Interstate 29/35 Paseo Bridge Corridor

May 22, 2006

Introduction

This statement and accompanying attachments are being submitted to MoDOT and FHWA in
response to the request for comments on the Draft Environmental Impact Study for the 1-29/1-35
Corridor. These comments represent a collaborative effort among the Regional Transit Alliance
(RTA), Downtown Council of Kansas City (DTC). American Institute of Architects -
Kansas City (AIA-KC) and Kansas City Design Center (KCDC).

At our request, Glatting Jackson Kercher Anglin Lopez Reinhart, Inc. of Orlando, Florida has
prepared a technical analysis of the Draft EIS to ensure its compliance with the National
Environmental Policy Act (NEPA) and other relevant statutory requirements, Glatting Jackson’s
report has identified several critical flaws in the Draft EIS that must be addressed in the Final
Environmental Impact Statement. We want to call particular attention to problems identified with
the Statement of Purpose and Need. which uses part of the proposed solution (“capacity
improvements”) as justification for the Build Concepts explored in the Preferred Alternatives.'

A copy of the Glatting Jackson report is hereby submitted as part of our comments.

§llmma! Y

The following statements represent our shared concerns about the Draft EIS. Each of the
following issues must be addressed and incorporated in the Final EIS:

I. MoDOT’s design-build approach fails to properly evaluate the impacts of the
Preferred Alternatives. MoDOT must thoroughly evaluate the likely impacts
associated with its Preferred Alternatives, and propose appropriate mitigation for
adverse impacts.

2. MoDOT’s Preferred Alternatives for the “CBD North Loop Subcorridor (Dora
Street to Broadway Boulevard)” have not received adequate consideration in the
Draft EIS process. Absent further study, this Subcorridor should be excluded from
the Final EIS.

3. MoDOT needs to integrate Transportation Systems Management (TSM) strategies
and Travel Demand Management (TDM) strategies into the Preferred Alternatives.

1 This finding was foreshadewed in comments provided to MoDOT by the Envirommental Protection Agency. Letter
from Stephen Smith, NEPA Reviewer, U.S. Environmental Protection Agency. to Peggy Casey, Federal Highway
Administration, 21 February 2006. Draft EIS, Appendix G, “Agency Coordination™.
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Regional Transit Alliance, Downtown Council, American Institute of Architects — Kansas City.
and Kansas City Design Center
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4, MoDOT’s Preferred Alternatives need to be better integrated with the local street
network to strengthen connectivity between Downtown, the Northland and the
metropolitan area.

5. MoDOT must incorporate transit into the Preferred Alternatives.

6. MoDOT must provide adequate accommodations for bicycle and pedestrian access
in the study corridor as part of the Preferred Alternatives.

Statement of Key Concerns

1. MoDOT’s design-build approach fails to properly evaluate the impacts of the
Preferred Alternatives. MoDOT must thoroughly evaluate the likely impacts
associated with its Preferred Alternatives, and propose appropriate mitigation for
adverse impacts,

MoDOT and FHWA have deferred critical decisions, including the precise alignment of the
bridge, its vehicular capacity, the configuration and number of traffic lanes, construction
methods, design type and characteristics, and even the geographic scope of the proposed
improvements, to a design-build procurement process. Because MoDOT does not anticipate
resolving these issues until a contractor has been selected, it will be impossible to adequately
evaluate the environmental, social, and economic impacts of these decisions.

The Draft EIS purporis to be evaluating a “worst case™ scenario. However, even this scenario
defines only a broad physical footprint of the bridge without specifying any of its design features.
As described in the Glatting Jackson report, this approach fails to satisfy the spirit and letter of
NEPA requirements for an environmental impact statement. MoDOT must specify its minimum
programmatic requirements to establish a level of certainty about the nature and scope of the
project.

MoDOT should therefore reconsider its approach to design-build on this project. At minimum,
the Final EIS must provide adequate detail about the project scope to enable a thorough
evaluation of the likely impacts associated with the Preferred Alternatives. MoDOT and FHWA
must also provide appropriate mitigation for adverse impacts.
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2. MoDOT’s Preferred Alternatives for the “CBD North Loop Subcorridor (Dora
Street to Broadway Boulevard)” have not received adequate consideration in the
Draft EIS process. Absent further study, this Subcorridor should be excluded from
the Final EIS.

The CBD North Loop Subcorridor includes the Interstates 35/70 interchanges at the Heart of
America Bridge, the Broadway Bridge, and the US 24/1-70 interchange at the northeast corner of
the Downtown Loop. The proposed build alternatives specified in the Draft EIS for this
Subcorridor are highly speculative and have not received adequate technical or public scrutiny.

Furthermore, as discussed in more detail in the Glatting Jackson report, MoDOT and FHWA have
failed to undertake a thorough evaluation of the waffic, safety and congestion impacts on the
Downtown Loop associated with the increased volume of traffic created by the road widening
measures recommended in the Preferred Alternatives. MoDOT and the City of Kansas City,
Missouri have developed a computerized traffic model of primary and secondary traffic impacts
of the proposed road widening project on the Downtown Loop. As described in the Glatting
Jackson report, the Draft EIS has failed to adequately evaluate or provide mitigation for the
displacement of traffic congestion into the Loop and local street network. MoDOT and FHWA
must properly evaluate these impacts and propose acceptable mitigation measures.

Finally, by MoDOT’s own admission, there is not sufficient funding in place for the contemplated
changes to the North Loop Subcorridor to be implemented in the near future. We welcome
further exploration of these issues; however, absent adequate consideration of the appropriate
build alternatives for this Subcorridor, it should be excluded from the Final EIS.

3. MoDOT’s Preferred Alternatives need to be better integrated with the local street
network to strengthen connectivity between Downtown, the Northland and the
metropolitan area.

MoDOT is proposing a “segmented” strategy for capacity improvements that focuses only on the
capacity of the river crossing itself. A more appropriate strategy to meeting the Purpose and
Need would include an evaluation of the origins and destinations of different types of vehicles
traveling in the corridor and redirect thru traffic away from the over burdened Downtown Loop.

According to the Northland/Downtown MIS, thru traffic constitutes a signification proportion
(approximately 30-40%) of all traffic in the study corridors. The Draft EIS does not address
potential adverse consequences of transferring congestion from one area to another. Adding
capacity to the study corridors will likely spur added traffic volumes, resulting in unmanageable
levels of congestion on and near the Downtown Loop.
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MoDOT provides inadequate attention to other means for mitigating congestion. For example,
the Missouri Route 9 (Heart of America Bridge) corridor should be recognized as underutilized
due to system design/access issues. MoDOT also fails to consider appropriate measures to
alleviate motor vehicle congestion in its preferred alternative. Specifically, HOV lanes should be
implemented as part of the Preferred Alternative.

4. MoDOT’s Preferred Alternatives need to be better integrated with the local street
network to strengthen conmectivity between Downtown, the Northland and the
metropolitan area.

MoDOT misapprehends context sensitive design as superficial beautification of poorly conceived
highway enhancements, A truly context sensitive solution would facilitate movement between
local destinations without disrupting the local pattern of land uses and activities that create urban
vitality.

Great cities are actually characterized by density and congestion, which create a sense of place
and facilitate walkability, transit access, and daily interactions between diverse groups of people.
This is the antithesis of the approach MoDOT has adopted, which places a premium on mobility
and speed, especially of automobiles.

Rather than simply focusing on moving large volumes of automobiles through and away from the
Central Business District at high speeds. MoDOT’s Preferred Alternative should enhance
connectivity between Downtown and adjacent neighborhoods, as well as better connect the
northern and southern portions of Kansas City across the Missouri River.

Specifically, MoDOT should evaluate alternatives that overcome the severe design limitations of
the original Downtown freeway “Loop”. Past design errors should not be the basis for a new plan
to improve local transportation conditions in the Kansas City region. This project represents a
rare opportunity to actually overcome the traffic congestion and safety hazards, adverse
environmental and economic impacts, and cumulative community impacts associated with the
existing configuration of the Downtown Loop. MoDOT and FHWA need to weigh this
opportunity seriously in contemplating the Preferred Alternatives for this corridor.

5. MoDOT must incorporate transit into the Preferred Alternatives.

MoDOT's approach focuses on moving vehicles, not people and goods. A more comprehensive
strategy would recognize that other modes of travel — including a regional public transit system —
can better accommodate future growth and development without the adverse environmental,
economic and social consequences associated with highway widening.

4
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As described in the Glatting Jackson report, MoDOT and FHWA have taken the absurd position
that because transit, bicycle and pedestrian facilities cannot accommodate eight lanes of vehicular
and truck traffic, they fail to meet the Purpose and Need, and are therefore categorically excluded
from consideration as part of the Preferred Alternatives, or as appropriate mitigation for any
adverse impacts associated with the intended road widening project.

MoDOT needs to acknowledge that they are not simply the highway department. Transit-related
improvements are a valid and necessary expenditure of scarce public resources and are necessary
to avoid potentially adverse consequences of increasing levels of auto-dependant travel,
particularly on a project with a purported 100-year life span.

6. MoDOT must provide adequate accommodations for bicycle and pedestrian access
in the study corridor as part of the Preferred Alternatives.

During public hearings, a variety of community members and constituencies, including elected
officials, have asked MoDOT and FHWA to incorporate bicycle and pedestrian access into the
Preferred Alternatives. MoDOT’s responses to these concerns have been noncommittal and
evasive, as exhibited in responses from MoDOT staff to community constituents, which promise
only that the Draft EIS “will discuss the desire for a protected bicycle and pedestrian Missouri
River crossing™ and that the Draft EIS “will include a discussion of that need™ (i.e., “provision of
a safe river crossing for pedestrians and bicyclists™).” The Draft EIS states that “[p]lans for
suitable pedestrian and bicycle access wupon streets crossing 1-29/35 and 1-35/70 will be

considered during the design of the interchanges and bridges where warranted by land use™.’

The language and tone of the Draft EIS regards bicycle and pedestrian accommodations as
fundamentally incompatible with interstate travel, and as a luxury that should be supported only
by private resources. These statements echo sentiments voiced by MoDOT staff during the
public involvement process regarding the creation of a separate bicycle and pedestrian facility on
the Heart of America (HOA) Bridge. The question of the most appropriate location for an
integrated or separate facility for bicycles and pedestrians should not serve as a criterion for
including or excluding bicycle and pedestrian access from the Preferred Alternatives.

2 Letters from Pete Rahn, MoDOT Director, to the Clay County Commission, December 14, 2005; and Lee Ann Kell
to Christi Lynne, President, Greater Kansas City Bike Federation, July 21, 2005. Draft E1S. Appendix H (emphasis
added).

3 Draft E15, =S ¥, p. 8-20 (emphasis added).
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The Draft EIS also states that “MoDOT will support die future creation of a bicycle and
pedestrian connection across the Missouri River on the Heart of America Bridge.... This project
may be funded by local or regional transportation sources.™ Other states are actively integrating
bicycle and pedestrian facilities into similar projects using federal enhancement funding for
implementation.

The vision of a waterfront park extending from Parkville to Berkeley Riverfront Park - including
the Kansas River — is not unrealistic; other communities have used such visions of closer
integration with their riverfronts to chart their own renaissance. Pedestrian and bicycle access to
and across the Missouri River can also serve as key linkages between our existing and future
parkway sysiems, and between existing and rapidly growing segments of our metropolitan
community.

Accommodating bicycle and pedestrian travel is also a cost effective and sustainable means for
enhancing commuting alternatives, reducing demand for vehicular travel, supporting walkability
and mitigating against adverse environmental and aesthetic impacts that threaten the quality of
the built environment and street-level experience that defines a community’s sense of place.

MoDOT and FHWA must therefore incorporate bicycle and pedestrian access to and across the
Missouri River into the Preferred Alternatives. MoDOT and FHWA must also make good faith
efforts to ensure that appropriate bicycle and pedestrian facilities are an integral component in the
programmatic requirements developed to guide the design-build procurement process.

Conclusion

In conclusion, we would like to commend MoDOT for its willingness and participation in
innovative methods to improve the 1-29/1-35 corridor. We believe that it is important to let vision
as well as mission guide the scope and design of this project. This project must be recognized as
a unique opportunity for this generation to strengthen integral links between the established urban
fabric of our city and rapidly growing areas north of the Missouri River.

This project, if appropriately executed, will knit the community together, not just be a route
though it. MoDOT needs to recognize that the population center of KCMO is shifting northward
at the same time the city is expanding. There also has been a phenomenal resurgence of interest
in Downtown Kansas City’s role as a major civic and commercial center, as well as a preferred
residential location and setting for recreational and entertainment opporiunities. These trends
must be reflected in the long-range plans for the Paseo Bridge Corridor.

4 Draft EIS, “Summary,” p. $-20 (emphasis added).
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MoDOT must take this opportunity to ensure that its own goals and objectives are aligned with
the concerns being expressed by the community. We are especially concerned about the role of
the Community Advisory Group in helping to define the final scope of activities contemplated in
the Draft EIS. The Draft EIS contains several assurances that the Community Advisory Group
will be utilized to help MoDOT alleviate any potential adverse environmental impacts and ensure
thorough consideration of community concerns during the design-build procurement process.

In order to serve in this role, the Community Advisory Group must be provided with adequate
access to information and opportunities to offer substantive input in order to ensure that its
recommendations and community concerns are reflected in the final scope of the project. The
Community Advisory Group should be involved in refining this Draft EIS into a Final
Environmental Impact Statement, helping to develop the Request for Qualifications and Request
for Proposals that guide selection of a design-build contractor. and helping to guide project
oversight and coordination to ensure that the project — as actually constructed — becomes a
distinctive example of what is possible throngh meaningful public participation. The result will
be a project that is truly an icon for future generations.
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May 19, 2006

Dantel Serda, PhD
Executive Director

Kansas City Design Center
911 Main Streer, Suite 110
Kansas City, MO 64103
RE:  Review of Interstate 29/33 Paseo Bridge Corridor Draft Environmental Impact Statement
GJ#19772.01

Dear Dr. Serda:

1 appreciate the opportunify to review and provide comments on the Draft Environmental Impact
Statement (DEIS) for the Interstate 29/35 Paseo Bridge Corridor prepared by the Federal Highway
Administration and the Missouri Department of Transportation and approved for public circulation on
March 24, 2006. Jan Lockwood in our office is also reviewing the document and is providing comments in
a separate submittal to you. My comments focus on my areas of expertise, primarily socio-economic, land
use, natural resources, and parkland/historic resources, which are subject to Section 4(f) of the US DOT
Act, as well as the overall National Environmental Policy Act (NEPA) process. T have limited my
comments to major issues, given that fan’s comments were in depth.

1. This project should not be implemented as a Design-Build project.

‘The decision fo use a Design-Build process for a project of this type is highly questionable. The key
community issues of type and character of the proposed new bridge or bridges have simply been deferred to
a later date and furure process that has not been clearly defined. It is unclear how the public can provide
input to these major decisions prior to the commitment of federal funds or the destruction of the existing
Paseo Bridge. 1 do not believe that this document meets the requirement of NEPA to provide a clear and
concise statement of the environmental impacts of the proposed action.

2. The DEIS is not written in a way that is understandable to the general public.

The language used throughout this DEIS is unnecessarily technical and difficult to understand. To meet the
intent of NEPA, this document should be readable and understandable by the general public. An example
of this technobabble is found on page S-1: “The NEPA Section 404 merged process has not been inidated
because preliminary coordination with the U.S. Army Corps of Engineers (USACE) indicates the project
will likely be permitted under a Nationwide Permit.” Likewise, the graphics in the document are insufficient
for the reader to fully understand the range and magnitude of impacts of the project.

3. The language in the DEIS is biased and appears to be predetermined without adequate input from the
public or resource agencies.

The language used to describe the alternatives, or “Initial Improvement Concepts”, is very biased. The term
“build concepts” was used only for specific types of highway widening alternatives although many of the
other alternatives {parallel alternatives concepr, high capacity transit concept, bicycle and pedestrian concept)
would also be considered “build concepts”.

Letter No. 15 Regional Transit Alliance, Downtown Council,

American Institute of Architects Kansas City Chapter

and Kansas City Design Center Joint Response
(page 10 of 44)



CHAPTER V Comments and Coordination

V-119

e

15J

15K

15L

15M

It appears that the decision to fund and construct this project has been predetermined, regardless of the
impacts to and thoughts of the communities that will be negatively impacted by this project. The selection
of the “preferred alternative”™ prior to formally recerving public comments is one indication of this intent
and attitude.

4. The Purpose and Need of the project does not consider community vision or objectives.

The Purpose and Need focuses entirely on traffic operations and speed and does not even consider
community objectives. With a public investment of $271 Million to $342 Million, shouldn’t community
goals and objectives be a prime consideration? How does this project support the goals and objectives of
Kansas City’s master plan, Forging Our Comprehensive Urban Strategy (FOCUS)?

5. All reasonable alternatives were not evaluated in the DEIS.

Alrernatives were dismissed with little information or regard for community impacts and almost entirely
on engineering factors. Without proper technical analyses or consideration of social, economie and
environmental issues, every alternative that did not provide for at least 8 travel lanes were deemed not to
be “reasonable™. In this case, “reasonable’” was not clearly defined, and no measuzable thresholds for
whether an alternative met the purpose and need were established.

6. The Section 4(f) Evaluation is inaccurate.

The Programmatic Section 4{f} Evaluation {Appendix E} inaccurately reflects the alternatives considered.
It states thart the “Rehabilitation of the existing bridge without affecting the historic integrity of the bridge
has been studied and has been determined to be not feasible and prudent for reasons of structural
deficiency and/or geometrics.” This is not a true statement and contradicts other statements in the
DEIS that declare that some rehabilitation has already been completed and future rehabilitation will
extend the life of the bridge for 50 years.

7. This project disproportionately impacts low income and minority populations.

l.ow-income and minority populations are disproportionately impacted by this project, and adequate
mitigation has not been included. Some of the neighborhoods that would experience noise and visual
impacts of the project have 63%of the housing units where no vehicle is available. What transportation
facilities will be provided for these neighborhoods?

Thank you again for the opportunity to provide these comments to you.

Sincerely,

S i

Mary Taylor Raulerson
Senior Transportation Planner

MTR /pae
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REVIEW OF THE
DRAFT ENVIRONMENTAL IMPACT
STATEMENT (DEIS)
FOR
THE INTERSTATE 29/35 PASEO
BRIDGE CORRIDOR

1. My name is lan M. Lockwood. ama
professional engineer. 1 am a partner with
the firm of Glatting Jackson Kercher
Anglin Lopez Rinehart Inc.

2. I have reviewed the DEIS that
recommends a series of widenings,
interchange modifications, and new and
rehabilitated bridges that purport to meet
the DEIS’ “purpose and need.”

3. Given that draft environmental impact
statements are supposed to be objective
and inclusive of many perspectives, an
examination of the neutrality of the DEIS’
language was done. The DEIS” language
indicates a bias and a predisposition
toward favoring the real or perceived needs
of motor vehicle users over other
considerations. Biased language is used so
often and so consistently throughout the
DEIS that it negatively affects the
objectivity of the DEIS. The conclusions
and the values expressed in the DEIS tend
to align closely with the bias inherent in
the DEIS” choice of language and,
therefore, likely contributed to the DEIS’
highway-oriented direction for the arca and
away from more sustainable and
environmentally-friendly directions. 1t is
recognized that the transportation
profession uses much of this biased

language commonly, but the DEIS” use of
biased language is so pervasive and often
so subtle, that the bias needs to be pointed
out so that regular readers of the DEIS can
understand the bias and, thus, be able to
evaluate the DEIS and its
recommendations more objectively.

a) “Improve, improved, improvement”
and other variations of that word. were
widely used in the DEIS. A typical
example is “However, one purpose of the
highway improvements at this location is
to provide better management and control
of driveway and entrance access along M-
210/Armour Road"” (S-15)." Likely, the
changes inferred by the DEIS, here and
elsewhere, use “improvements” as a short
form to include adding through lanes,
adding turn lanes, adding other means of
increasing motor vehicle carrying capacity.
and other modifications. “Improvement”
implies making the situation better;
“improvements” are inherently a good
thing. However, more often than not, such
changes make the situation worse from
many other perspectives. For example,
pedestrians are required to cross wider
intersections when lanes are added;
customer access to local land uses is
decreased when medians block left turns in
and out of the driveways of businesses.
Higher numbers of motor vehicles pass
people’s houses and parks as more motor
vehicles are accommodated on, or atiracted
to, the street or highway. Impervious
surfaces increase as more land is paved,
etc. Using a subjectively-charged term
like “improvements™ in these
circumstances indicates a bias toward
motor vehicle users and their mobility and
against other people’s considerations.

Glatting Jackson Kercher Anglin Lopez Rinehart, Inc.
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Using biased language is also unnecessary
and avoidable because objective words are
readily available, such as “modification,
change or project.” Using objective
language allows readers to make up their
own minds, whether the changes or
modifications are indeed “improvements™
once all the issues and stakcholders’
interests are considered.

b) The DEIS states, “... improve freeway
and interchange capacity to meet future
travel demands™ (S-10). Here, the DEIS
equates “improve” with an “increase” in
motor vehicle carrying capacity. However,
“improve” does not mean “increase” and
only people who understand or share the
biases of the DEIS would realize that
“increase”™ was meant. Increased motor
vehicle carrying capacity may not be better
from a variety of perspectives. Again, the
DEIS® biased language is unnecessary and
avoidable because objective and more
accurate words readily exist, such as
“increase,” which would allow readers to
determine for themselves if the increase
was indeed an “improvement” once all the
issues and stakeholders’ interests were
considered.

The DEIS states, “... a facility that had an
average speed of 40 mph that had been
improved to 55mph will result in lower
fuel efficiency.” (IV-76) Here the DEIS
equates “improved” with “increased” with
regard to the average motor vehicle speed
on a street or highway showing a bias
towards higher average speeds being
inherently a good thing. This biased use of
language is also ironic in this case because,
literally in the same sentence, the DEIS
states that the result will be “lower fuel

efficiency™. It is likely that people who are
concerned about reducing fuel
consumption, increasing fuel efficiency,
reducing energy dependency, slowing
global warming. reducing pollution, etc,
would not share the DEIS’ bias that
increasing the average speed of motor
vehicles from 40 to 55 mph is an
improvement. There are likely people who
are concerned about collision severity,
noise reduction, and suburban sprawl that
may also take issue with higher average
speeds for motorists as being inherently a
good thing as implied by “improved.”

¢) The DEIS uses the word “reasonable™
frequently to describe the alternatives that
it chose to carry forward. For example, the
DEIS states that “... the build concepts
that allow for the ultimate widening ... to
eight lanes ... were carried forward as
reasonable alternatives for further
consideration in this DEIS.” (I1-11) The
DEIS uses the word “reasonable”™ to
describe widening scenarios that
accommodate eight lanes in what is a
rather thick document. The word
“reasonable” implies that any alternatives
that do not accommodate eight lanes are
“unreasonable.” Perhaps a less value-
laden and paternalistic adjective to modify
“alternative™ would be “eight-lane
compatible”. Another option would be not
to modify “alternative™. The DEIS®
aforementioned quote would have read
with less bias had it said, ... the build
concepts that allow for the ultimate
widening ... to eight lanes ... were carried
forward as alternatives for further
consideration in this DEIS.” Furthermore,
the DEIS is an adequately thick document
that the average reader might not recall
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that the word “reasonable™ means,
according to the DEIS, “eight-lane
compatible.” Additionally, if “reasonable
alternative” is stated frequently enough
and if it becomes the common means to
communicate the idea of the DEIS” short
list of alternatives then any debate,
discussion, or consideration of the issue is
compromised because any person who
does not agree that an eight-lane
compatible freeway is a good idea is put in
the position of supporting an unreasonable
alternative simply through the DEIS’
choice of biased language. Lastly, ifa
reader is someone who is easily swayed by
the biased use of language or if the reader
is a person who simply picks up on jargon
in order to conform with the discussion.
biased words like “reasonable™ and
“improved” might be simply accepted at
face and influence the person’s evaluation
and conclusions accordingly.

d) “Traffic” is used throughout the DEIS.
In addition to motor vehicle traffic, it is a
fact that bicycle traffic and pedestrian
traffic exists. Yet, in most occurrences, the
DEIS uses “traffic” as an equivalent to
“motor vehicle traffic” which makes the
DEIS appear inclusive of more users of the
street than the DEIS really is. Had the
DEIS used “motor vehicles™ or “motor
vehicle traffic,” when that is what was
meant, and had the DEIS used “traffic”
when it meant all types of traffic, then the
DEIS would be clear and more objective.
The DEIS’ choice of language underscores
the attention that the DEIS gave toward
motor vehicles, while giving readers the
impression of a wider scope.

e) The DEIS states, “All of the reasonable
alternatives ... would result in improved
traffic safety by providing a roadway with
enhanced roadway geometrics including
flatter curves, improved shoulders, and ...”
(S-10). Notwithstanding the biased words,
“reasonable, improved, and traffic,” the
implications of the word “enhanced” is that
the geometrics will be different than they
are today and that they will be better. The
implication is that faster speeds are better
than slower speeds, flatter curves are better
than sharper curves, wider (assuming
“improved” is the DEIS” way of saying
“wider”) shoulders are better than
narrower shoulders. There are plenty of
roads where flatter curves would be
unnecessary, where higher speeds would
lead to lower safety, and where shoulders
are not needed at all. All “enhanced” does
is expose the DEIS’ bias towards high-
speed geometrics. If this is really the
message intended by the DEIS, then the
DEIS ought to say “high-speed
geometrics”. If it is not, then the DEIS
should say “different geometrics™ or
“altered geometrics” or whatever the DEIS
really meant by the word “enhanced”.
Otherwise, only the people who share the
DEIS’ bias would understand what is
meant by “enhanced.” The DEIS should
not substitute the objective adjective
(whatever it is) with a value-laden
adjective in the hopes that the reader either
shares the DEIS’ bias or does not notice
the subjective adjective. If the latter were
to occur then the use of biased terms would
help sway the reader into agreeing with the
DEIS’ perspective. Either way, the DEIS
is biased.
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f) The DEIS states that *...the upgraded
roadway facility would not substantially
impair the utility of the parks.” (IV-9)

The corollary is that the “upgraded
roadway facility” is impairing the utility of
the parks in either a minor or moderate
way. Inother words, the DEIS is saying
that the parks will be worse off as a result
of the “upgraded roadway facility.” From
the perspective of a park user, would the
changes to the “roadway facility” be
defined as an upgrade? After all,
“upgrade”, by definition, implies a better
outcome. It is more likely that the park
user would consider the alterations to be a
“downgrade.” That would make much
more sense because the parks are worse as
aresult. Therefore, the DEIS must be
looking at the changes to utility of the
parks from a different perspective than that
of the park user. Obviously, the DEIS is
looking at the parks from a motor vehicle
user’s point of view. Through the very
choice of its language in this single
sentence, the DEIS shows its bias, favoring
motor vehicle users over park users.

Furthermore, how many ways can the
DEIS avoid saying “wider highway?”
Why does it choose positive-sounding
terms like “upgraded roadway facility?”
The reason might be that the DEIS does
not want “wider highway™ and the
impairment of parks in the same sentence,
which might cause some readers to not
look favorably on the concept of a wider
highway. Again, the DEIS demonstrates a
bias.

g) The DEIS states, “Construction of any
of the build alternatives would improve the
efficiency of the transportation system ...”

and “The ability to provide a more
efficient transportation facility is an
integral component of 1-20/35
improvements.” It is obviously a good
thing to desire a more “efficient”
transportation system. By extension, it
would be desirable if a more efficient
transportation system were to result in a
more efficient built form in general. In
other words, society would be better off
because it would consume less resources
per capita because the built form was more
efficient.

Two general and encompassing measures
of efficiency of cities and regions are
energy consumption and land
consumption. Consider the energy
consumption and land consumption per
capita of various places. The pattern is
that cities that pursue motor vehicle
mobility (i.e., high motor vehicle speeds
and high levels of service for motor
vehicle users) through highway widenings
tend to be the most inefficient. Houston,
Detroit, and Los Angeles are good
examples of highly inefficient cities (and
cities that have high obesity rates t00).
The cities that fight congestion with road
widenings tend to end up getting highly
congested and inefficient. This pattern has
lead to various jokes and observations such
as ““Battling congestion by widening roads
is like solving obesity by buying bigger
clothes™ and “If you build it, they will
come.”

Cities that pursue transportation strategics
that are less mobilitv-oriented (i.e., less
emphasis on high motor vehicle speeds and
high levels of service for motor vehicle
users) use less energy and land per capita;
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cities like Chicago and New York. Cities
like Toronto, Svdney, and Brisbane are
even more efficient. Many European cities
like Amsterdam. London, Berlin, Frankfort
and Copenhagen are still more efficient
than that, The most efficient cities in terms
of land and energy consumption are Asian
cities such as Tokyo, Singapore, Hong
Kong.

As a side-note, it is interesting, as several
Chinese cities have increasingly adopted
western core transportation principles in
recent years and have begun building
highways and using motor vehicles at
increasing levels, they have become less
efficient. Concerns of resource
consumption, resource availability, and
pollution have been raised by the West. In
other words, the decreasing efficiency of
foreign cites, due to their copying
strategies similar to those in the DEIS, is
cause for concern. Perhaps the DEIS
should raise the same concerns instead of
implying that efficiency will be increased
by highway widenings.

Consequently, the popular myth that
pursuing high levels of service for motor
vehicle users reduces energy consumption
and land consumption is just that, just a
myth. Though counter-intuitive on the
surface, those pursuits actually have
resulted in the most inefficient cities and
regions in the history of the world. The
DEIS has no evidence that the area will be
more efficient, except the MPO’s computer
model. It is likely that similarly naive
models were used to sell highway
widening strategies in the most inefficient
places on the planet such as Los Angeles,
Houston, and Detroit.

The myth begins with the assumption that
a single motor vehicle, motoring along,
free of congestion, burns less fuel than a
single motor vehicle in a congested
environment. So far, this part seems
intuitively correct. The next assertion is
that a stream of cars, moving along free of
congestion, burns less fuel than a stream of
cars in a congested environment. Again,
this seems intuitively correct. Then, it
claims that a whole city’s or region’s street
network, with motor vehicles moving
along, free of congestion, burns less fuel
than they would in a congested network.
This last part is where the leap of faith
happens. The conventional model fails
because it is too simplistic for the real
world. However, the myth works well in
computerized transportation models
because they are also simplistic facsimiles
of reality. By observing real cities in real
life, the pattern is that second and third
order consequences of the road widening
strategy to battle congestion (i.e., changes
in behavior, increases in trip lengths, land
uses changes, etc.) more than undo any
reductions in fuel consumption by the
highway widening.

Reasonably aware, observant, non-
technical people are able to witness, with
their own eyes, the failure of conventional
road widening strategies to fix congestion
the real-life cities. Plenty of books have
been written about this but the
conventional transportation engineering
establishment has had a hard time
accepting this reality because a great deal
of its assumptions and practices were
grounded in conventional theories and core
values that date back to the 1940s and
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1950s, the golden age of the motor vehicle,
when nobody had the benefit of over half a
century of 20-20 hindsight about what
were hoped to be correct theories.

The importance of getting the efficiency
myth settled is important for this DEIS and
the Kansas City area but it is also critically
important for the broader context of the
USA for several reasons, most recently, the
peak oil situation. This is more than a fuel
consumption and land consumption
efficiency issue; it strikes at the heart of
the country’s economic, environmental,
and social health. Consequently, it would
behoove the DEIS to take a broader look at
the efficiency issue rather than rely on a
rather naive model analysis that sounds
good in a sound-bite, proves something
that we already know intuitively but does
not tell the whole story (i.e., that a stream
of cars, moving along free of congestion
on a street, bums less fuel than a stream of
cars on the same street in congestion), and
is incapable of predicting the patterns of
inefficiency that accompany the
conventional strategy of widening
strategies to battle congestion.

Though it violates the core values of
conventional transportation engineering
theory, Gilbert and Perl were willing to
point out the fundamental problem in their
work, Energy and Transport Futures:
“We lean toward [the] view that our
survival depends not only on engaging in
long-term planning but also on the extent
to which we are able to replace certain core
values. One such core value is that
moving people and goods father and faster
in ever-increasing amounts is inherently
desirable, a value manifested in the

*predict and provide’ paradigm that has
inspired transportation policy for at least
three generations.” Gilbert and Perl
summed up the DEIS and its fundamental
flaw in a nut-shell: the premise of the
DEIS is based on a just such a core value
that needs replacing. The DEIS spends a
great deal of time using conventional
arguments about the desirability of
“moving people and goods father and
faster in ever-increasing amounts™ using
the MPO’s conventional “predict and
provide™ model.

It is interesting that American cities were
not inherently inefficient. They became
inefficient over a 60-year or so period
through public policy, public projects, and
public subsidies geared toward the
construction of highways and the pursuit of
motor vehicle mobility and higher speeds.
The conventional transportation model
began in earnest as a result of the 1939
World’s Fair. The General Motor’s
exhibit, Futurama, touted a vision of
driving anywhere, any time, in one’s own
personal motor vehicle. The idea was
tantamount to freedom. Cities had no idea
that they would end up with high costs,
automobile dependence, barriers to
pedestrians, barriers to social activity,
sprawl, safety problems, large energy
needs, respiratory problems, obesity
epidemics, and related diseases.

Perhaps one of the key problems with the
conventional transportation model is its
financial cost. Inefficient cities and
regions typically find that they never have
enough money to widen their way out of
congestion. States that help cities fund the
conventional model are finding that they
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are financially short. Virginia,
Pennsylvania, California, and New Jersey,
for example, are feeling the financial
squeeze. They also have financial
difficulties maintaining their existing
infrastructure. MoDOT may or may not be
financially flush, but over time the
financial consequences of the conventional
model will add up due to increasing
maintenance costs, as new and bigger
infrastructure is added to the inventory.
The cities that invest in more sustainable
projects and strategies are, and will be,
more efficient and better off.

So, in some ways, the long-term prosperity
of cities is tied to efficient approaches to
transportation and land use planning,
which involves a multitude of modes.
Efficiency involves congestion;
interestingly, the most efficient cities still
have congestion. Efficiency involves land
use types, land use mixes, and
transportation choices. It involves density
and it involves investing in things that
make cities great. Efficiency does not
involve the narrow pursuit of high levels of
service for motor vehicle users, couched in
biased language.

The DEIS states that “The No-Build
Alternative ...would have no increased
energy impacts. However over time,
energy use would increase due to ...
increased travel times along the corridor
due to congestion.” (IV-76) Based on the
patterns witnessed at other freeways going
into CBDs, it is quite likely that the MPO’s
model overestimated the time that will take
for the proposed eight-lane highway to
become congested due to second and third
order consequences of the additional motor

150

vehicle carrying capacity. Regardless, the
wider highway will eventually get
congested and instead of the current
number of lanes being congested, there
will at least eight lanes of congestion,
associated sprawl effects, and a
postponement of a pursuit of a sustainable
course of action in a relatively more
challenging and motor vehicle dependant
context. On the other hand, a scenario of
not widening but changes in land use,
employing multiple modes, etc. will
increase efficiency through land use
adjacencies, changes in behavior,
discouraging sprawl, etc.

h) The DEIS states “personal mobility™ (I-
11) twice, once while a public transit
option was being “eliminated from further
consideration” (1-10) and once when
cycling and walking were being
“eliminated from further consideration.”
The word “personal™ was never used to
describe motor vehicle users or their
“personal” mobility. They were typically
and anonymously incorporated into words
such as “level of service” or simply
“traffic” as if pedestrian traffic, bicycle
traffic, and transit traffic and their levels of
service did not count. Again, the DEIS
demonstrates its bias.

4) The DEIS communicates poorly on
many occasions by describing complex
situations or voluminous data only in
words. There was a general lack of maps
and diagrams at times when they would
have provided the reader with a clear idea
of the impact of the highway widening
project. Considering the variety of
perspectives involved, describing impacts
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with a positively-sounding adjective does
not help readers. For example, it would
be informative to see, via a plan view, how
the potential footprint of the highway
widening project affects the Seymour
Rugby Park. It would beneficial to see, via
a plan view, the proposed removal of part
of Macon Street, in North Kansas City.
Street removals are normally serious issues
due the reduction in routing options,
access, etc. but there was no way to look at
this impact. With today’s readily available
visual representation capability, it would
be both good practice to employ photo-
imaging, GIS mapping, etc. Due to the
DEIS’ predisposition towards highway
widening, literally taking its “word™ for it
that the impacts are acceptable, does not
provide much comfort. There are dozens
of instances where maps, diagrams, and
other visuals would have been helpful,
particularly for people who are not
intimately familiar with the entire area, for
people who are reviewing the DEIS, and
for people who are familiar with the area
but can understand the impacts better from
visual means rather than positively-
sounding words or just data. The DEIS’
use of obsolete communication techniques
avoids communicating what could be
serious issues.

For example, tables, such as Table III-6
and Table ITI-11, contain lots of data but
provide little information because of their
inaccessible format to most people. The
data would become much more
informative if were mapped geographically
with pie-charts, bar-graphs, or some other
visual means of understanding.
Consequently, if there were something
important on the tables, it is likely not

15P

being understood very well by many
readers.

5) The suggested design-build process
inappropriately postpones key decisions
and discussions to a time after the DEIS.
when these decisions and discussions need
to be part of the DEIS for all the reasons
that DEIS are done. The idea of looking at
a “worst case” footprint is vague and non-
committal. The reasons given in the DEIS
is to provide the contractor with flexibility.
But, if the project were deemed
unacceptable and does not go forward,
then there will be no contractor and no
ability to determine if the project is
acceptable. The idea of postponing parts
of the DEIS analysis until after the DEIS
creates a Catch-22 which is unacceptable.

For example, the DEIS states “...the visual
quality of new river crossings may be
reduced or improved when compared to
the existing Paseo suspension bridge,
depending on the type ...” (S8-13). The
Paseo Bridge’s historic status, its
importance as an entrance feature, and its
importance to the public are all good
reasons to figure this out during the DEIS
stage. Considering the low importance
that the MoDOT assigns to visual issues,
readers of the DEIS would have to assume
the worst, For example, even for low cost
aesthetic modifications, the DEIS states
that the “MoDOT can incorporate
aesthetics and urban design elements into
the final design of the corridor, provided
other funding sources are identified to pay
for and maintain such enhancements.” (IV-
75) Considering the DEIS provides no
assurance that the bridge will be acceptable
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visually (i.e., ... visual quality...may be
reduced”) and considering that the DEIS
states that “The bridge type will be chosen
after the EIS is completed™ (S-15), the
DEIS needs to be rejected.

The related assurances in the DEIS, such
as “reasonable proposals from the
contractor will be examined to assure that
we have considered their impacts ..." (S-
9) ring hollow. Based on the highway-
oriented bias of the DEIS, there is a trust
problem here. These issues need to be
addressed at the DEIS stage before any
highway widening project gets more
inertia, while the MoDOT is still at the
table, and while more sustainable solutions
are still an option.

The DEIS states, “Access management in
the M-210 interchange area will be further
coordinated with the City of North Kansas
City during the project design phase.” (S-
15) The affected property owners and the
City of North Kansas are not going to be in
any position to get a balanced project when
they have no negotiating position “during
the project design phase.”

The DEIS states, “Following the Final EIS
and Record of Decision approval, ongoing

fulfill appropriate mitigation measures and
commitments is insincere because the big
decisions will be have been made before
adequate mitigation can be considered.
Furthermore, there would likely be far less
damage to mitigate if the wrong project
was avoided and if a flawed DEIS and
flawed process are avoided as well.

The DEIS states that “We will continually
monitor and assess the proposed Design-
Build alternative to make sure it does not
introduce significant impacts that aren’t
covered in the approved NEPA document.”
(11-46) This is coming from a group who
claims that expanding an interstate
highway through a city and by
neighborhoods and parks is acceptable,
reasonable, and economically desirable.
This coming from a group whose
definition of “significant” may differ from
that of a typical reader. Most, importantly
this is coming from a group who
recognizes, ahead of time, that there will
be impacts that are not covered by the
NEPA documents during the design build
process and, as long as they are not
significant (in their view), they are
acceptable.

coordination with the public, stakeholders, 15Q 6) The upshot of the “Racial

organizations and resource agencies would
continue to develop and fulfill appropriate
mitigation measures and commitments ...”
(S-16) Again, this just rings hollow. The
DEIS has shown little openness to
anything but a conventional highway
widening project and supports a design-
build process that provides such a project
with momentum. The suggestion that the
MoDOT will continue to develop and

Characteristics” in Table I1I-3 is that
minorities are concentrated the most in the
“Study Corridor™ at 40.7%, with more
minorities being concentrated toward the
CBD (e.g., 39.2% for Kansas City) and
more whites being concentrated in the
outskirts such as Clay County (e.g., only
7.6 % minority). Though the DEIS never
actually states it. it is obvious that the
highway widening project is being done
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through darker-skinned areas so that
increasing numbers of whiter-skinned
people can drive through faster and in
larger numbers. No other conclusion can
be made other than minorities are
negatively affected disproportionately
compared to white people as a result of this
highway widening project. This omission
in the DEIS fits the pattern by the DEIS of
deemphasizing bad things about the
highway widening project and stressing the
good things (as the DEIS sees it).

Interestingly, from an “Income and
Poverty™ (111-22) perspective, 23.4% of
people in the study corridor live below the
poverty level. The percentage of people
living below the poverty level decreases as
one gets further from the impacts and
further north (i.e. Kansas City 4.3 %,
North Kansas City 12.5%, and Clay
County 5.5%). Again, the DEIS provides
the data but fails to tumn the data into the
relevant information so that the conclusion
that the highway widening project will
benefit relatively wealthy motorists and
negatively impact the neighborhoods,
parks, etc, in areas with less-wealthy
people. This fact is reinforced by the data
provided in the DEIS; that the range of
median income in the area impacted is
somewhere between $9,500 and $36,625
per year while the median income in Clay
County is $48.347 per ycar.

In the *CBD North Loop Corridor” there
are three Census tracts with very low
numbers of households that have motor
vehicles available to them. 37%, 55%, and
60% of households have a motor vehicle
available to them. This means that many
households have no access to a motor

vehicle. Consequently, the proposed
highway widening project that benefits
whiter-skinned, wealthier, motorists is not
even accessible to many of the people
whose Census tract the highway passes.
Even the DEIS recognizes this when it
stated that the “Benefits from the
transportation improvements would accrue
to persons or businesses whose vehicles
use the improvements.” (IV-27)

The DEIS stated that, based upon their
efforts, “disproportionately high impacts to
minority and low-income residents in the I-
29/35 Corridor are not expected.™ This
conclusion is hard to fathom but it was
necessary for the DEIS to claim in order
for its preferred alternative of a highway
widening project to have chance at
survival. A reasonable person will readily
conclude, based on the contents of this
DEIS, that the opposite is true,

The DEIS quotes the National
Environmental Policy Act of 1969 when it
“declared that it is the *continuous
responsibility’ of the Federal Government
to ‘use all practical means’ to ‘assure for
all Americans, a safe, healthful.
productive, and aesthetically and culturally
pleasing surrounding.’” (IV-34) The DEIS
then suggests that the highway widening
project is an opportunity to “jointly
enhance and/or preserve social, economic,
environmental, cultural or visual values of
an area.,” What is more likely, is that the
Federal Government will 1) recognize the
DEIS® proposed project for what is really
is and ii) that one of the Federal
Government's “practical means”™ to assure
the people in this arca “healthful
surroundings”™ would be to reject this
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DEIS. There are likely several strategies
that would “enhance and/or preserve” the
area better than a highway widening
project. Unfortunately, the DEIS dropped
these strategies because they did not meet
the purpose and need of the project to add
motor vehicle carrying capacity to the road
(i.e., the purpose and need was to widen
the highway).

To describe the impacts on parks. the DEIS
makes statements like “The build
alternative would have no direct
acquisition impacts” or “no direct
impacts.” In the case of Kessler Park and
Belvidere Playground, the widening
project will not result in “direct impacts ...
by using retaining walls to keep roadway
improvements within the existing right of
way.” (IV-9) The wider highway would
“not substantially impair the utility of the
parks.” But, the parks, that the darker,
less-wealthy, people use, are going to get
worse as a result of the highway widening
project that will benefit whiter, wealthier,
people who are driving by.

The DEIS states that “Various methods
were reviewed to potentially mitigate the
noise impact...” Several noise walls of
various lengths (e.g. 549 feet, 3,050 feet,
843 feet, and so forth) (IV-48) were
considered for the negatively affected
residences along the corridor. Some noise
walls were deemed both “feasible and
reasonable” and others were not. while still
others were deemed feasible but not
reasonable. Some residences were not in
areas with high enough densities to have
the highway widening’s noise impact
mitigated. On the whole, people along the
corridor will be living with the negative

impacts of more noise produced
predominantly by wealthier, whiter,
people, commuting through from the
suburbs. However, the DEIS indicates that
during the project development stage these
people can attend meetings designed to
“solicit comments, opinions. and
concerns...” (IV-49)

The DEIS states that “There is much
research and empirical evidence to support
the theory that economic development
would follow significant improvements in
transportation and access. However, the
build alternatives for this project would
basically replace an existing infrastructure
and would not provide any substantial new
access. The existing economic and social
opportunities would remain or be
enhanced.” (1V-83) If economic
development and social opportunities
follow interstate projects then, the corridor
should have had substantial reinvestment
and social benefits after the original
freeway was built. However, the DEIS
itself is full of evidence that the corridor
has dilapidated buildings, low-income
neighborhoods, and barriers to community.
The DEIS itself is full of evidence that
there are going to be impacts that will
make the area worse if the project were to
go forward as proposed. Why would
anyone believe the MoDOT this time; that
a much larger interstate would either cause
no effect or even enhance the area
economically. The position is not credible.
Increased noise, more motor vehicle
traffic, negative visual effects, and
increased barrier effects of a bigger
freeway do not enhance property values or
quality of life. The DEIS is again using
arguments to support its highway widening
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project that are based on old core beliefs
that need changing.

Finally, the DEIS demonstrates bias in the
level of input afforded to major property
owners and businesses that stand to benefit
financially from the highway widening and
bridge projects. A similar level of
influence and importance has not been
accorded to the concerns of racial and
economic minorities who live in the
corridor, and who will bear nearly all of
the negative costs associated with the
project.

7) The DEIS provides a page-long
description of levels of service as
perceived by motor vehicle users. A level
of service of “A” as perceived by motor
vehicle users is considered “the most
favorable driving condition” while “F”
represents “a failure of traffic operations.”
There is a great deal of concern about the
levels of service as perceived by motor
vehicle users in the DEIS, but it does not
take long for the DEIS to drop the “as
perceived by motorists™ and to use the
abbreviation “LOS.” The DEIS never
considered, mentioned, nor explained
levels of service for non-motor vehicle
modes of transportation. Furthermore, the
DEIS continues the habit of conventional
engineers of using LOS as if it were an
inclusive measure of effectiveness, even
though it only includes the perceptions of
motor vehicle users. The “LOS”™ estimates
likely originated from the MPO’s
computer model which likely cannot
model non-motor vehicle levels of service
nor how anybody, besides motor vehicle
users, perceives the streets. Consequently,

the DEIS shows a bias toward the unstated
benefactor for the “LOS™ estimates, the
motor vehicle users.

Furthermore, the seriousness of any lower
levels of service as perceived by motor
vehicle users is exaggerated most times in
the DEIS. Typically, estimates of how
drivers will perceive operational conditions
is conducted for the hour (or sometimes
even 15-minute period) of a weekday that
has the highest amount of motor vehicle
use, leaving over 90% of day unaddressed,
but presumably with higher levels of
service from the perspective of motor
vehicle users. Consequently, for the vast
majority of the day, the highway is fine
from the perspective of motor vehicle
users.

The DEIS seems to have a number of ways
to worry about basically the same thing;
the speed of motor vehicle users. A wide
variety of discussion points, in the DEIS
including, “LOS™, “operating costs”,
“travel times”, “congestion”, “efficiency”,
“quality of travel mobility”, “improving
traffic flow™, etc. all have their roots in
motor vehicle speed. In other words, the
DEIS has managed to find all sorts of ways
to talk about and/or measure what is most
important 1o it; motor vehicle speed. There
is no other consideration that enjoys this
treatment in the DEIS, further indicating
its bias.

158 8) The DEIS states “As part of the build

alternatives for the CBD North Loop,
opportunities for corridor enhancements or
urban design elements were investigated.
These ideas could be explored by MoDOT
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or by the City of Kansas City as part of the
Context Sensitive Design approach.
Enhancements are aspects of a
transportation facility that give it aesthetic
value, such as landscaping, lighting, signs,
and the shape, color and texture of bridges,
retaining walls and other barriers. At this
time, ideas for urban design elements are
preliminary and intended to identify
general ideas for improvements that could
be incorporated...if funding by others
becomes available for such
enhancements.” (11-42)

Urban design does not mean finishes, light
pole choices, etc. Urban design includes
the design and relationships of buildings,
open spaces, streets, blocks structures; it
involves land use planning, transportation
planning, architectural direction, market
understanding, etc. The DEIS ignorantly
belittles urban design as an after-the-fact
exercise of prettification. Having a
conversation about urban design during the
final design process is too late.

The DEIS states that the “MoDOT can
incorporate aesthetics and urban design
elements into the final design of the
corridor, provided other funding sources
are identified to pay for and maintain such
enhancements.” (IV-75) The position of
the MoDOT to require others to fund
finishes, lighting, and landscaping on a
highway widening project of this
magnitude, borders on scorn for aesthetics
and the quality of the public realm, which
is unacceptable.

The DEIS states “As final design proceeds
for improvements to the corridor, MoDOT
will continue to work with the City and

15T

stakeholders to develop an appropriate
context sensitive urban design approach
for integrating enhancements along the
corridor.” (IV-35) A good context
sensitive design process should have
started long before this DEIS was
published, let along during the final design
stage of a highway widening project. It's
too late for a context-sensitive design
process if this highway widening project
were to go forward based on this DEIS.
The result would amount to window
dressing and shrubbing it up. All the
important decisions and design choices
would have been made. Contexi-sensitive
design is about allowing the context to
influence the basic tenets of the candidate
courses of action; it does not mean
mitigating poor aesthetics of a
conventional highway widening project.
The fundamental misunderstanding of
context-sensitive design demonstrated in
the DEIS indicates that related
training/education on the subject is needed
and the DEIS’ puerile views on context
sensitive design need to be considered
accordingly.

9) The DEIS relied hugely on a
conventional computer model to estimate
what the situation would be like in twenty-
five years or so for motor vehicle users.
The results of the computer model were
given so much importance that they were
actually interpreted as a mandate for the
highway widening project. A different
interpretation of the model’s output could
have been a warning; a wamning to the
MoDOT and the community to do more
sustainable actions, to cooperate with other
agencies, to provide some environmental
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stewardship and leadership so that the
rather gloomy forecasts about car-
dependency would not happen, to shed the
MoDOT"s apparent highway building-
orientation, to slow down the decanting of
Kansas City into the northern exurbs, and
to modify the existing interstate to undo
some of the original damage to the
community (that this DEIS admitted) that
happened during a (hopefully) bygone era
when these sorts of highway projects were
allowed.

10) The DEIS describes the project arca as
a “bottleneck.” If this bottleneck were
removed by the proposed highway
widening project, then it is likely that parts
of the loop around the CBD will become
the next bottlenecks. It would be a logical
extension of the strategy in this DEIS to
widen those new bottlenecks in order to
battle congestion, bring economic benefits
to those areas, and support other
conventional core values of the DETS.
However, this pattern of chasing
congestion and removing and creating
bottlenecks could go on for some time.
The DEIS’” current proposal is likely just
one segment of potentially similar
segmented projects in the vicinity of the
CBD. If this is the case, then the DEIS
needs to come clean on this issue and
determine the environmental consequences
of the total effort. However, if newly
created congestion at the next bottlenecks
are not part of a segmented effort, then the
DEIS needs to address the effects of the
newly created congestion on those
impacted areas. After all, the MPO’s
model forecasts tens of thousand of more
motor vehicles using the 4.7 mile project;

they are not just going to limit their trips to
driving up and down the 4.7 miles of
widened highway.

The DEIS states that, in a discussion about
the termini for the project, “The proposed
action will not foreclose transportation
options to the north of the project termini
or to the adjacent sections of the CBD
freeway loop.” (1-29) Unfortunately, this
is not only true but additional widening
projects are likely the unstated intent for
future “bottlenecks”™ elsewhere on the loop
and to the north. Consequently, the quarter
of a billion dollars is not the end of the
expense nor the impact of this DEIS’
strategy. Impact on these other areas, their
safety, etc., were not even mentioned. The
highway widening project transfers some
problems elsewhere while exacerbating
other problems along the project’s
corridor. Meanwhile, the highway
widening strategy establishes inertia for a
widening strategy to be applied in those
areas as well. This will cost a lot of money
not to mention the money for on-going
maintenance. It is likely that the State has
hard enough time, financially, keeping its
existing infrastructure in good shape,
without the proposed additional
maintenance burden. Regardless, the
DEIS should include the total picture of
the widening strategy, not just a few of the
impacts of the segment that is being
considered at this time,

11) Even great cities, with terrific public
transport, mixed uses, agency
coordination, and high levels of
walkability, have congestion; in fact, if
they did not have congestion, it is unlikely
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they would be the great places that they
are. Yet the DEIS and the MoDOT have
chosen the path of trying to solve
congestion by highway widening and
without a coordinated, multi-modal, multi-
agency approach, and without land use
changes. This does not sound like a recipe
for success. However, the DEIS did
consider HOV lanes as part of a strategy as
a “separate systemic regional initiative™
(S-9). The DEIS carefully stated that an
“analysis was completed in order to
determine if HOV lanes should be
considered if a future widening to eight
lanes is determined to be warranted and if
funding is available™ (S-8) Notice that
there are three “ifs” in that sentence and
one has to do with funding; talk about
noncommittal. The DEIS stated that “A
separate environmental document may be
prepared for transit recommendations™ (-
4) which also means that it may not be
prepared, but it ensures that it, if it is
prepared, then it will not part of the DEIS’
strategy. Furthermore, the DEIS” strategy
of trying to make it easy to drive, as
perceived by motor vehicle users, through
building more motor vehicle lanes almost
ensures that the HOV lanes will provide
little relative incentive to double up, which
was confirmed in the DEIS” analysis, to no
surprise.

The DEIS states that “The traffic impacts
of construction would be minimized by
increased coordination and promotion of

with the unpredictability of transit routes,
limited transit routing options, etc., that
construction projects of this magnitude
would bring, imagine what would be
possible with a permanent coordination
and promotion effort over a longer period
of time and with a large portion of the
quarter of a billion dollars available.

The DEIS confirms that TDM strategies
will work better and without any agency
promotion or support if the highway were
not widened in the future when it states
that “Because of limited freeway capacity
and high traffic demands, the peak
congested travel periods would be
expected to become longer.” (I-17) In
other words, many drivers, whose
schedules are relatively flexible, will avoid
the busiest times of the day and go just
before them or just after them. In this way,
the highway's motor vehicle carrying
capacity would be used more efficiently
over longer periods of the day. Obviously,
if the DEIS is correct in that driver
behavior and expectations is affected by
congestion, then it is reasonable that other
drivers, who are currently on the margin of
taking public transport, would take public
transport, which would also increase
efficiency. Similarly, walking and
bicycling would be relatively more
competitive compared to motor vehicles,
again resulting in more efficiency.

alternative transportation modes.” (TV-82) 15W 12) Of the list of seven “Initial

It is interesting that the DEIS admits that
public transportation could be relied upon
to minimize “traffic impacts™ during
construction. If such significant benefits
could be achieved in a time of construction

Improvement Concepts” (1I-2), in the
DEIS one was highway widening, one was
the “No-Build”, one was reconstruct “in-
kind”, and four involved TDM, transit,
bicycle, pedestrian, and network concepts.
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The latter six concepts were readily
dropped because they did not meet the
proposed “purpose and need” of the project
which was to “add vehicular capacity™ (I-
5). When the purpose and need is defined
“to add vehicle capacity” little else can

happen.

By definition, the six latter concepts could
never meet the stated “purpose and need”
because they do not add motor vehicle
lanes. The outcome was predetermined
and, consequently, the relatively
sustainable concepts were not taken
seriously. The DEIS further ensured their
failure by evaluating each option alone
even though it is well known that these
sorts of strategies need to be multi-
pronged and coordinated.

13) Transportation mode choice and
walkability were never mentioned as
evaluation criteria, even though the DEIS
stated that A major consideration in
highway planning and design is the
interaction among motorists, pedestrians
and bicyelists... The city also developed...
a policy guide... to provide a walkable
community.” Though the City wants to be
walkable and DEIS considers motorists,
pedestrians, and cyclist interaction to be a
major consideration, precious little of the
more than a quarter billion dollar public
infrastructure investment was proposed to
increase walkability and cycling.
Moreover, the DEIS states that the
“MoDOT will support the future creation
of a bicycle and pedestrian connection
across the Missouri River on the Heart of
America Bridge, M-9, in conjunction with
local master plans. This project may be

funded by local or regional transportation
sources. (5-19)" In other words,
pedestrian and bicycle modes will have the
MoDOT’s “support™ elsewhere in the
future but only if it costs the MoDOT
nothing. With support like that, the DEIS’
kind words about walking and cycling
amount to lip-service relative to the
incredible support being given to motor
vehicle users. It was as if the DEIS
thought that the MoDOT’s responsibility
lies only with highway building.

The DEIS touches on the area’s rich transit
history when it stated “Expansion in
Kansas City and North Kansas City also
proliferated due to railroads and streetcar
systems, which allowed residents to move
further from the city’s center.” (111-44)
Obviously, public transit played a key role
historically with people using it to travel
longer distances than they had previously.
It would be interesting to compare the
relative funding levels and the policy
environment supporting the street car
systems and highway systems, then and
now. It would also be interesting to
correlate them with the percentage of trips
being made by street cars, trains, foot,
bicycle, and car. It is likely that the same
pattern that happened in other areas of the
United States happened here; public
transport was neglected and public
subsidies were used to support motor
vehicle users through highway building.
The area was transit-friendly at one time
and could be again if efficiency, mode
choice, and equity were truly priorities.

In a little recounting of the “highway
corridor’s development”, the DEIS stated
that, “Further improvements to the
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transportation systems, the freedom
fostered by the automobile, and cheaper
residential construction methods made
homes outside of the urban center more
affordable to the common citizen.” (III-
44) Like the General Motors exhibit, at
the 1939 World’s Fair, the DEIS feels that
automobiles foster “freedom.” Of all the
words and choices of phrase available to
describe the area’s past, the DEIS related
the use of automobiles to “freedom.”
Though this core value could be detected
by reading between the lines throughout
the DEIS, it was not expected to literally
be there in black and white in 2006.
Nevertheless, it certainly helps explain the
DEIS’ focus on the highway widening
project and not on the six other strategies
that would, by extension, equate to being
against “freedom” because the motor
vehicle traffic operations may not be good
enough from the perspective of the motor
vehicle users themselves (i.e., “LOS™).

It is interesting the DEIS feels that the
highway projects (i.e.. “further
transportation improvements”) and the
freedom, fostered by motor vehicles, made
homes “more affordable to the common
citizen.” This sounds like a wonderful
land use consequence of highway building.
The DEIS recognizes the direct cause and
effect relationship between highway
widening projects and tract housing
projects in the suburbs. However,
environmentally, this is normally worded
less favorably as “suburban spraw].”

Furthermore, the DEIS may have missed
the mark somewhat with its notion of the
common citizen getting affordable housing
as a result of highway construction and the

“freedom™ fostered by motor vehicles.
According to the DEIS’ data, the common
citizen who really needs affordable
housing actually lives along the eorridor of
the highway that is proposed to be
widened. The DEIS’® data indicates that
the darker, less-wealthy, citizens are being
further impacted by the whiter, wealthier,
citizens who actually live in the suburbs
and have the “freedom”, fostered by their
automobhiles, to drive through and past the
houses and parks of the darker and less -
wealthy citizens. The DEIS indicated that
many of the citizens near the highway do
not have automobiles; and thus they would
supposedly have less “freedom”. Yet, the
lesser amount of “freedom”™ that they do
have; fostered by the shoe, the bicycle, and
the bus is going to get lessened further as a
result of the highway widening project.

It seems, based on the DEIS, that these
wealthier, whiter, people have little choice
but to use their motor vehicles for their
daily transportation “needs.” The failure
of both land use and transportation
planning to provide transportation mode
choices turns their motor vehicles
effectively into prosthetics; these people
are effectively handicapped without their
motor vehicles. Contrary to providing
“freedom” to these people, it seems that
poor transportation and land use planning
has, instead, caused these people become
prisoners of their motor vehicles, needing
them for most aspects of daily life and
being handicapped without them.

Interestingly, the DEIS concludes that it is
a good idea to continue the past
transportation practices that created these
problems in the first place. Perhaps if the
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DEIS set aside some of its old core values
and pursued a multi-pronged, multi-modal
strategy that involved land use and intet-
agency coordination, then the entire
community would have increased
transportation choices. If freedom has
anything to do with the ability to make
choices, then their freedom would
increase. Furthermore, fewer of them
would be motor vehicle dependent so they
would not have to negatively impact the
poor and minority communities nearest the
proposed project site. Furthermore, the
darker, less-wealthy, people would have
more transportation choices available to
them as well and a higher quality of life.

14) In an awkward way, it seems like the
DEIS recognizes the highway’s role in
suburban sprawl. In the section about
vehicle miles traveled, the DEIS states that
*...motorists can travel longer distances in
a shorter amount of time™ and that “the
percentage of regional houscholds within
30 minutes of downtown Kansas City
would increase with the build alternative
..." and so would the amount of
developable farm land and developable
open space for tract housing and other
development.

The DEIS also recognizes i) that the
highway widening impacts are being
concentrated in the areas that are
experiencing the least growth, and ii) that
the outlying areas are receiving
development subsidies in the form of
highway widening projects, by stating,
“Between 1990 and 2000 the study
corridor experienced a decline in its
population of almost five percent ... In

contrast North Kansas City and the Kansas
Metropolitan area experienced patterns of
growth with about 14% and 13% increases
respectively. The City of Kansas City’s
population increased only slightly by about
1.5 percent. Clay County experienced the
highest growth at nearly 20 percent.” (111~
6)

Based on the DEIS, it is likely that the vast
majority of the motor vehicle users on the
subject 4.7 miles of “interstate™ are not
traveling over a hundred miles, particularly
during the busiest periods of motor vehicle
use; it is more likely that they are local
people going to work, running errands,
taking children to school, picking up and
delivering things, etc. on a regular basis.
The MPO’s computer model helped the
DEIS conclude that this kind of thing was
going to happen at higher levels as time
goes by if the highway were to be
widened. Considering that most of the
current trips are local in nature and that
most of the increases in trips in the future
would also be local in nature, a
transportation system that was designed for
those sorts of trips would make sense.
Instead, MoDOT proposed the most
expensive and least appropriate
transportation system for them; an
interstate highway system. Tt would seem
to make more sense to provide non-
interstate type roads, public transport, and
walking and cycling facilities for daily
commuting and local trip-making. Based
on the DEIS, it seems that the MoDOT is
comfortable with the opposite; building big
highways and, regardless of the nature of
the problem or the context, they are
comfortable with the solution of highway
widening.
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15) The DEIS states that “Reduced levels
of congestion will result in fewer
collisions.” (S-10) It also states that “Only
four fatal crashes occurred in the Study
Corridor over a five-year period. This is
most likely due to the congested conditions
and slow travel speeds in the corridor.” (I-
12) Fatal collisions usually involve
tremendous trauma to the people and
vehicles involved. This requires plenty of
energy to be absorbed by the motor
vehicles and the people which is why
excessive speed is normally a contributing
factor. Yet in this corridor, apparently
“slow travel speeds™ and congested
conditions were “most likely™ the two
main contributing factors according to the
DEIS. It would be interesting to see the
police reports to see how the slow speeds
contributed so heavily to these four deaths.
as stated by the DEIS.

[t is very likely that most of the interstate
highway system in Missouri does not have
as many closely-spaced interchanges as
this part does. Consequently, it is not
surprising that the State average collision
rate is lower than the rate in this area,

All else being equal, if the speeds were to
increase greatly in this part, as proposed by
the DEIS, then collision severity would
rise and the interstate would be more
dangerous than it is today. All else being
equal, if tens of thousands more motorists
used this part, then the number of
collisions would rise and the interstate
would be still more dangerous. The
combination of higher speeds and more
motor vehicles would compound the
danger. However, the DEIS suggests that
new high-speed geometries and less

congestion (higher speeds) would more
than counteract all that and the interstate
would be safer.

To estimate safety changes, the DEIS
looked at a collision rate (i.e., collisions
per one hundred million vehicle miles
traveled). By dividing the number of
collisions by a large number that increases
over time (according to the MPO’s
computer model), it makes the real number
of crashes seem less serious.

A reasonable person would consider a
decreasing crash rate to be a good thing.
However, consider a hypothetical (for the
case of the math) situation, involving a
total population of 1,000 motor vehicle
users and pedestrians. Combined, the
motor vehicle users drove 1,000,000 miles
in the year 1969 and there were 100
collisions. By the year, 2000 the
population grew to 1,100 people who had
180 collisions and the motor vehicle users
drove 2,000,000 miles in that year, Was
the population safer in the year 20007 The
number of collisions rose by 80% over the
30 years but the collision rate, based on
mileage, dropped by 10%. Obviously, the
risk of being involved in a collision rose
substantially for the population of
motorists and pedestrians but the risk per
mile dropped. So the motorists and
pedestrians were less safe but the miles
were safer.

The US Department of Transportation
indicated that the annual VMT per capita
has increased from 3,979 miles to 9,220
miles between the years of 1969 and 2000.
In other words, in about 30 years, VMT
per capita more than doubled.
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Consequently the collision rate would have
to halve for the risk to remain the same for
the average person. However, the miles
are probably in good shape.

The collision rate for the highway
widening project was compared to a
fictitious No-Build allernative, an
alternative that nobody of sound mind
would suggest given a budget of over a
quarter of a billion dollars and a concern
for the environment. Naturally, the DEIS
found that the highway widening project
would do better. Due to the above-
mentioned reasons, the DEIS is
misleading.

The DEIS states that highway widenings
that allow motorists to drive “longer
distances in a shorter amount of time.”
Furthermore, the DEIS forecasts increases
in motor vehicle use numbering in the tens
of thousand per day. It is reasonable to
assume that a typical. new, motor vehicle
trip that uses part of the 4.7 miles of the
widened highway proposed by the DEIS,
would use other streets as well. It is likely
that the distance traveled on the widened
highway would be only a small fraction of
the trip’s total length. Consequently, the
other tens of thousands of new motor
vehicles trips predicted to be
accommodated by the widened 4.7 miles
of highway, would travel the greatest
distances on streets other than the subject

Considering the “VMT" of those new trips
off of the 4.7 miles is likely many times
greater than their “VMT” on the 4.7 miles,
the increase in collisions on streets in the
vicinity of the widened highway will more
than outweigh any reductions on the 4.7
miles itself. However, these collisions
were not considered nor were the worsened
collision rates for those impacted strects
estimated. These newly generated
collisions were obviously not included in
the benefit-to-cost ratio that the DEIS used
to support the highway widening as well.

The DEIS stated “Reduction of speed
limits, although acoustically beneficial, is
seldom practical unless the design speed of
the proposed roadway is also reduced”
(IV-47). Now the DEIS might have been
onto something here for the overall project
and specifically for the north loop. With a
lower design speed, the road would be
quieter. It would also be safer, easier to
meet guidelines regarding ramps and
weaving, it would be more context-
sensitive, and it would provide better for
access to businesses. Unfortunately, no
options along these lines were entertained
by the DEIS, even though forward thinking
people in other cities are pursuing slower
design speeds for safety reasons (as well as
for environmental, social. and economic
reasons).

4.7 miles. Consequently, it is reasonable 15AA16) The DEIS recognizes the damage to

that motor vehicle volumes on the other
unwidened roads nearby would rise and
congestion would increase. According to
the MoDOT’s methods of estimating such
things, collisions should, therefore,
increase on those streets proportionally.

the community that was done when the
freeway was first built and that restoration
would be a benefit by stating “Improving
the physical connectivity between these
areas impacted by previous highway
construction would further support the
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economic sustainability of the CBD and
the surrounding areas.” The DEIS states
*...most of the current views from the road
include industrial buildings, deteriorating
buildings, numerous billboards, poor
pavement conditions and high traffic
volumes. The only notable high quality
views from the road occur at the River
Forest Park area.” (IV-71) It would be
interesting to determine if the five items
listed as contributing the low quality views
were influenced over the decades by the
construction and proximity of the freeway
through the area. They are likely very
related. It is also likely that the removal of
billboards, the conversion of the industrial
buildings to other uses, the rehabilitating
the dilapidated buildings, and the lowering
the high motor vehicle traffic volumes has
been impaired, prevented, or exacerbated
by the existence of the highway. The poor
pavement condition is likely a maintenance
problem that has likely persisted due to
lack of money for maintenance. Spending
over a quarter of a billion dollars on a
highway widening project next to these
five unsightly items would likely create a
cumulative disincentive to alter them
positively. Therefore, it is not acceptable
to take the position that, because the
original freeway damaged the area
extensively, it is o.k. to damage it some
more with a bigger freeway.

The DEIS states that “Most of the APE
associated with the proposed
improvements to 1-29/35 is limited to areas
that have been previously impacted by the
construction of the interstate.” (11I-44) So
most of the areas, that are proposed to be
negatively affected by widening the
highway. were already negatively affected

by the original highway. However, some
parks apparently are immune to the
negative impacts of highway widening
according to the DEIS. “Margaret Kemp
Park, Columbus Square Park, and West
Terrace Park will experience “no
constructive use impacts™ for two reasons
which include, “since the roadway
currently exists adjacent to these parks and
the upgraded roadway facility would not
substantially impair the utility of the
parks.”

The DEIS states “The construction of the
original freeway within the study area
altered community cohesion including the
disruption of neighborhoods and
businesses.” (IV-4) but *... the overall
land use patterns adjacent to the corridor
would not be disrupted as a result of the
(current) project.” (IV-4) The DEIS feels
that the highway widening project, “would
not result in new severances or further
disruptions to existing neighborhoods.”
(IV-5) It just makes sense that, if a narrow
highway through a place disrupts it, then a
bigger and busier highway will disrupt the
place more.

The incremental nature of the degradation
is not limited to parks and residences. The
DEIS states “Since the project involves the
improvement of an existing roadway, all of
the stream crossings have previously been
culverted, relocated, or bridged. Asa
result, stream impacts are minimal.”
Although the negative impacts to the
environment still exist and have been made
worse as a result of the proposed widening
project according to the DEIS as it states,
“Direct water quality impacts include
highway or bridge runoff..., and operation
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and maintenance related impacts.” (IV-53)
There could be 22 acres of additional
impervious surface area if this highway
widening project were to go forward. The
additional runoff can contribute to flooding
problems for the Missouri River. The
DEIS mentions that mitigation systems do
exist but their exploration is proposed to be
conducted during the roadway design
process.

17) The DEIS appreciates that
connectivity and community cohesion are
good things. It states that “the reasonable
alternative would enhance movement and
connectivity across the Missouri River.”
(S-10) Unfortunately, the DEIS definition
of connectivity is something akin to larger
numbers of motor vehicles traveling faster.
It is likely that most other people think of
“connectivity” as something to do with a
connected network of streets, sidewalks,
and trails that link people, neighborhoods,
and districts together. Connectivity
connotes bringing people closer together,
which is the opposite of spreading them
out in tract housing with the aid of
highway widening projects.

The DEIS starts off its summary section on
neighborhood and community cohesion by
stating that *“The Preferred Alternative
would improve neighborhood and
community cohesion. (S-12) It is difficult
to comment about a statement like this
when the “Preferred Alternative” being
referenced is a proposed interstate highway
widening project, bringing tens of
thousands more motor vehicles through the
neighborhoods and community at higher
speeds. It just does not seem plausible,

that both neighborhood and community
cohesion would increase as a result of this
project. It also does not seem plausible
given the statements in the DEIS about the
“disruption of neighborhoods and
businesses,” more noise, etc.

15CC 18) Inthe DEIS’ benefits to cost ratio, the

benefits include reduced travel times,
reduced operating costs, and lower
collision costs. The MPO’s model
forecasted that motor vehicle users will
save motor vehicle users time if the
highway widening project were built. The
DEIS suggests that the time motorists save
could be used for more “productive
activities™ (IV-28) and that this time is
worth $11.94 per hour according to an
analysis based on the Guidebook for
assessing the Social and Economic Effects
of transportation Projects by the
Transportation Research Board in
Washington, D.C. The savings over a few
decades were estimated by the DEIS to add
up to a staggering $1.2 billion to §1.3
billion. However, this is not really money.
Nobody gets this money and nobody
looses this money. Nobody works more
hours to earn this money. This money
does not exist. It cannot be spent. This is
only theoretical money that gives a value
to motor vehicle users' non-commuting
time.

A theoretical value could also be given to
other types of theoretical times on the cost
side and then be included in the benefit to
cost ratio. For example, the time that
negatively affected residents play in their
parks which have worse aesthetics and
incrementally compromised settings due to
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the widened highway and higher numbers
of faster motor vehicles passing by. The
added time it takes for pedestrians to walk
the circuitous route to crossing points over
or around the freeway, the time people
spend listening to more tire and engine
noise, etc. ought to have a value or cost
too. On the other hand, the increased time
residents, in newly sprawling areas, spend
mowing lawns and washing cars could be
considered a cost. The increased time that
parents use to drive their children to “play-
dates,” school, and other activities could be
considered in the benefit to cost ratio.

Interestingly, this highway widening
project encourages people to move to the
suburbs and live farther from their various
destinations. The people become relatively
car-dependant compared to their urban
counterparts. Consequently, they spend
more time in their cars for most trip
purposes, some of which may not even
involve them driving on the subject 4.7
miles of widened highway. The extra time
that they use to drive to do their spread-
out, daily, activities was not included in
the costs for the Benefit-to-Cost ratio even
though those costs are related to their
choices about where they live and work,
which, according to the DEIS, is related to
the wider highway which “increases the
percentage of the regional households™
(IV-27) and developable land within a 30-
minute commute. According to the Surface
Transportation Policy Project, the average
trip distance for errands has increased by
137% (i.e., more than doubled) between
1969 and 2000 as America suburbanized
along its highways. This societal impact
was not included in the benefit to cost
ratio.

The DEIS’ idea that this theoretically
saved time from highway widening will be
used for more “productive activities™ is
doubtful. Examples of such productive
activities might include volunteer work or
spending time with friends. These
activities contribute to what is known as
“social capital.” Other productive uses of
the saved time may be exercise time and
meal preparation time. However, this
saved time does not seem to be used for
these productive uses. Social capital has
been dropping, people are getting fatter,
depression is increasing in young and old
populations, and people preparing fewer
meals at home. Maybe, people are using
use the saved time for watching TV shows
sponsored by motor vehicle manufacturers,
diet food manufactures, lawn chemical
producers, or Wal-Mart? Maybe the
commuters don’t actually save time as
suggested by the MPO’s computer model.
Perhaps they just drive even further, once
they realize they have this windfall of
saved time, past the convenience store and
regular grocery store to get a deal on milk
at the big box. Or maybe the idea that
society should assign a theoretical
monetary value to the unused time on the
highway of motor vehicle users,
predominantly residing in the sprawling
suburbs, is just a weak theory that is used
to justify an otherwise unjustifiable
highway widening project with a
complicated-looking equation.

The benefits and costs likely assumed a
static set of land use assumptions for the
various scenarios for a fair comparison.
However, it is highly likely that the land
use scenario would differ if the highway
were not widened to eight lanes. It is
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likely that a lot of money would not be
spent on the highway and maintaining the
highway, which would reduce the cost in
the benefit cost ratio. That money and
effort could be spent increasing densities,
beautifying parks, building non-car
transportation facilities, developing infill
and affordable housing, investing in
schools, implementing safety
modifications, etc. Consequently, the
Benefit-to-Cost ratio using the No Build as
the base is incomplete and naive and is
likely to mislead many readers of the
DEIS. Nobody would ever do the No
Build and there are likely several scenarios
that would out-benefit the wider highway
strategies and cost less money.
Unfortunately, these alternatives did not
meet the “purpose” of the project,
according to the DEIS, which was to widen
the highway, so they were dropped by the
DEIS. Consequently, there was no a fair
comparison.

The DEIS states that the daily number of
motor vehicles crossing the bridge in 2005
was “94,468.” (I-13) The DEIS also states
that “the current travel demand exceeds
capacity in the 1-29/35 Corridor.” (I-13)
This would imply that there is latent
demand out there that would fill up any
available new motor vehicle carrying
capacity. Despite that, the DEIS also
states that the No Build alternative will
carry slightly more motor vehicles per day
than is currently being carried. Table 11-6
indicates 100,000 motor vehicles by 2030
on the No Build. Regardless, the reader
gets the idea that this is a really busy road.
Yet, somchow, life went on for four
months while the Paseo Bridge was
literally closed in 2005 for repairs. For

four months, zero lanes were open and
zero motorists crossed the bridge. Itis
likely that several insights into the
widening debate can be gained from this
very recent experience. What were the
transit effects, what happened to motor
vehicle use, what were the affects on the
neighborhoods® with the bridge traffic
removed from the highway, etc? How
much money did the programs cost to help
people travel without the bridge? Who
paid for the programs? What transit routes
were most successful? Could those
programs be increased and made even
more effective if they were permanent?
Would all or just a portion of a quarter of a
billion dollars be needed to run these
programs?

The highest forecast for motor vehicle use
over the bridge is for the eight-lane
situation in the year 2030 which is 140,000
motor vehicles per day. In other words,
there might be 40,000 more motor vehicles
per day crossing the Missouri River, when
compared to the No Build, 24 years from
now. If no additional lanes were built,
what would really happen to the difference
0f 40,000 motor vehicle trips per day,
which is equivalent to 29% of the model’s
theoretical total 140,000 motor vehicle
trips per day? Some of the motor vehicle
trips would stay as latent demand, some
would manifest themselves as non-
motorized vehicle modes or transit, and
some would use other routes. Shifting tens
of thousands of trips was proven to be
possible via the MPO’s computer model
for the No-Build Scenario, although,
according to the DEIS, the results did not
accommodate the perceptions of motor
vehicle users (“L.LOS”) adequately.
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Therefore, assume that nobody agrees with
the No-Build, but agrees to explore some
combination of land use reform,
incentives, transit changes, tax changes,
transit changes, bicycle network and
pedestrian network changes, promotion,
etc. The burning question would be,
“Would such a coordinated effort by every
level of government, with interagency-
coordination and cooperation be able to
avoid the creation of, or otherwise
accommodate, 29% of the potential motor
vehicle use, with 24 years to do it?”
Obviously, the answer is “yes” and likely a
whole lot more could be accomplished at
the same time, environmentally, socially,
and economically. However, this would
require some vision and leadership which
was absent in the DEIS’ strategy. As
recently as 2005, 100% of the 94,468
motor vehicle trips/day was affected
without the benefits of 24 years of
preparation, coordination, reform, etc.

If such a scenario were allowed to be
prepared through some leadership and
coordination by the MoDOT, then the
benefit to cost ratio would likely look
extremely favorably on a sustainable
scenario,

The unused travel time of a motorist seems
like a “saving” that would be a personal
gain. Similarly, the real time that a
motorist uses to travel seems like a
personal “cost” because, after all, it’s their
time. However, the aggregate of all the
motor vehicle users’ unused travel time has
a theoretical monetary value that is worthy
of inclusion in the benefit to cost ratio for a
public infrastructure project, according to
the DEIS. By extension, it might be

logical to include the costs of other things
that would be incurred by motorists. For
example, who would pay for the surface or
structured parking spaces associated with
the additional 40,000 motor vehicle trips?
We are now talking about real money here;
$5.000 to $25.000 (or whatever the going
rate is locally) for each space plus
maintenance, etc. This is a personal cost
or a semi-personal cost (often motor
vehicle parking is subsidized by the public
or businesses) that has value too. If
someone’s time has value in the benefit to
cost ratio, surely out of pocket expenses
like parking should be included too.
Furthermore, the cost of bus passes for
people who do not own motor vehicles
should be included as well, as should the
maintenance costs for their bicycles, such
as new tires, and oil for the chain, as well
as new or resoled shoes for pedestrians.
To be fair to all street users. maintenance
costs of personal motor vehicles should be
included too, like their new tires, oil
changes, etc. Surprise, the motor vehicle
users costs are included as part of benefit
to cost ratio and are part of the “operating
costs” in the DEIS which clearly shows
favoritism of motor vehicles users over
other users in the DEIS. Furthermore, the
cost of the air pollution, related hospital
visits, and reduction in quality of life were
not included in the benefit to cost ratio.

Many streets, near the highway widening
project, will be more congested as a result
of the highway widening project because
the highway will either deliver more motor
vehicles to them or attract more motor
vehicles to them. Why are the costs of that
congestion not included? According to the
DEIS, collision numbers grow with
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increases in motor vehicle use, Therefore,
more collisions will occur on the more
congested streets near the highway
widening. What about the increased
maintenance costs of theses streets due to
increased wear? These costs are being
increased beyond the project limits but
they are not being accounted for.

Furthermore, what are the costs of the new
schools, utilities, etc. that go hand in hand
with sprawl? What are the inefficiency
costs of increasingly underused schools
and other infrastructure as the city sprawls
further out? What are the increased costs
of health care with another generation of
car-dependant people who are less active
through car-oriented and sprawl-oriented
transportation planning? What are the
marginal costs of the environmental
consequences of highway widenings and
the associated sprawl? Why are these
costs been ignored in the benefit to cost
ratio?

If the “E” in DEIS really stands for
“Environmental” shouldn’t the DEIS be
concerned about the environment broadly
and shouldn’t the DETS be less selective
about the costs that it uses?

19) In simple theoretical terms, streets
provide two functions for motor vehicle
uses; “access” and “mobility.” There are
different types of streets that achieve these
functions to differing degrees. Local
streets provide high levels of “access™
because motor vehicle users can directly
access property via driveways and on-
street parking. Maximum “access” is
achieved on local streets that are part of a

connected network of streets and have
slow speeds, two-way streets, and parking
on both sides. At the other end of the
spectrum, there are interstates which
provide high speeds over long distances
with few interchanges, resulting in high
levels of “mobility.” Ditferent street types
cannot do everything well so there are
tradeoffs depending on the context and the
resulting choice of street type. Local
streets, for example, provide low levels of
“mobility” while interstates provide no
“access.” In between local streets and
interstates, there are arterial streets which
provide medium levels of access and
mobility. Similarly, collector streets fall in
the spectrum between local streets and
arterial streets, and highways fall in the
spectrum between arterial streets and
interstates.

The design of streets can be altered to
make them more access-oriented and less
mobility-oriented or the other way around
depending on context. For example, the
installation of a center Jersey barrier, to
block left turns, would make the street
more mobility-oriented and reduce access.

To understand this DEIS and the
implications of its recommendations, the
concepts of access and mobility need to be
discussed at a city-scale. Fundamentally,
we need to ask ourselves, “Why do cities
exist?” From a transportation perspective,
one could argue that cities exist to
minimize travel, 1o foster a place where
people come together for purposes of
exchange; the exchange of goods and
services, social contact, labor, justice,
entertainment, and so on. Exchange is
very related to access. People need to be
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able to access each other in order for
exchange to occur. This manifests itself in
access-oriented urban design involving
block-size, a connected network of streets,
buildings placed up to the streets,
walkability, etc. Of all the parts of a city,
the central business district is the place in
which economic and social exchange is
most important and, therefore, access is
most important to maximize exchange.
And, within the CBD, the main street and
is where exchange should be maximized.

Assume for this discussion, that there are
two types of physical exchange between
people; “planned exchanges” and
“unplanned exchanges”, An example of a
planned exchange would be purchasing a
bottle of sunscreen at the drug store. A
person would drive to the drug store, pick
up the sunscreen, and drive home. A
single planned exchange would be
accomplished.

Assume now that the person was in a
walkable city. On the walk to and from the
drug store, one might chat with a neighbor,
wave to the butcher across the street, watch
some kids play ball on the green, say
“hello™ to another pedestrian or two, pop
into a gift shop to buy a gift for a friend,
ponder a piece of public art, watch the
construction person repair a wall. Now,
one planned exchange has been
accomplished as well as seven unplanned
exchanges. An argument could be made
that the quality of the city, CBD, or main
street is related to the sum of its unplanned
exchanges.

The pursuit of mobility is anti-access
because it attempts to speed up motor

vehicles. make two-way streets into one-
way streets, removes on-street parking,
block driveways, block left turns, increase
trip lengths. and reduce walkability. It
rewards longer distance trip-making at the
expense of shorter trip-making. It promotes
motor vehicle use, spreads cities out,
reduces density, increases land
consumption, and reduces exchanges of
both types. Consequently. the pursuit of
mobility is anti-city, anti-CBD, and anti-
main street. The pursuit of access and
exchange is pro-city.

The DEIS seems to use access and
mobility interchangeably. For example, it
states, “The proposed action will improve
access to the CBD.” (I-18) and “The CBD
has good access from the freeway loop and
radial freeways. However, operational and
capacity issues previously discussed are
affecting this access.” What is more likely
is that the freeway has terrible access due
to its being a freeway and the access will
worsen as changes make the freeway even
more mobility-oriented.

The DEIS states, “Access to-and-from the
Kansas City, Missouri CBD would be
improved as a result of the increase in
vehicle capacity.” (IV-7) The DEIS then
discussed ramp locations, but it is
interesting that the sentence equates
increases in “access” with “the increase in
vehicle capacity.” Access and motor
vehicle carrying capacity are not the same.

According to the DEIS, some people seem
to have their priorities leaning more toward
the economic and social health of the CBD
and not so much on maximizing motor
vehicle carrying capacity. “Both these
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plans (the Downtown Land Use and
Development Plan and the Downtown
Corridor Development Strategy) support
the idea of the downtown area as a
destination with a primary focus on
maintaining access to the CBD and less
emphasis on moving traffic at high speed
around the CBD Loop.” (I-18)
Furthermore, “The plans also promote
improving connectivity between the River
Market area and the CBD by examining
ways to reduce the barrier between these
two areas resulting from 1-35/70 and the
north side of the CBD Loop.” Somebody
understands that connectivity, exchange,
and access are all related.

The DEIS has a rather narrow view of
making cities more economically
successful. It feels that the CBD would
not benefit economically unless motor
vehicle lanes were added, which they state
would “improve access.” (1I-13)
Furthermore, the DEIS claims that “there
would not be a change in travel pattemns™
because the highway widening project
would not change the location of access...’
(IV-6) Yet two sentences later, the DEIS
contradicts itself by stating that, “The
access management elements of the build
alternatives could impact access to
adjacent properties...” This is
transportation jargon which means that the
highway project will reduce access to local
properties in order to benefit longer trip-
making, while increasing the circuity and
length of local trip-making, lowering
property values and, most importantly,
changing travel patterns.

Furthermore, the DEIS stated earlier that
the highway widening project will cause
motorists to “use alternate routes”

]

primarily due to being able to “travel
longer distances in a shorter amount of
time.” (1I-27) Having the widened
highway cause motorist to reroute would
further indicate that there, indeed, would
be a change in travel patterns

The DEIS states that “Improvement in
access to employment located within the
CBD would be important to maintaining or
increasing economic viability in this area.”
(IV-27) This is actually a true statement
because access is related to economic
success. However, the DEIS equates an
increase in access to the interstate
widening project. Access will likely be
lower with tens of thousands more motor
vehicles per day using the streets, pressure
to make more one-way streets, the
specialization of non-interstate streets to
move more motor vehicles, These things
tend to lessen access and walkability, not
increase them.

Therefore, as a result of the lower access
and increased mobility, it is more likely
that someone will move out of the City to
the suburbs than the other way around,
effectively postponing and stunting
sustainable land use trends. People who
reside in the City will inject far more
money into the City than similar people
who only work in the City. Consequently,
making the City a better place to live
through accessibility is a better strategy for
economic development that making the
streets faster for commuters.

The DEIS states that “The No-Build

Alternative would not impact existing land
use patterns.” However, land use patterns
are changing slowly today, investment and
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developments are beginning to happen, the
area is beginning to heal itself as best it
can after first interstate damage, even
though the potential of the CBD and the
area around it are stunted by the interstates.
If modifications to the highway network
were made to emphasize access instead of
mobility (i.e.. the opposite of what is
suggested in the DEIS), more people
would move in, property values would rise,
investment would follow, public transit
would be advantaged, walking and cycling
would be increased, and a variety of
environmental benefits would occur.

20) There are many examples of highways
going through cities. These are gaining the
attention of urban designers at ever-
increasing levels. Highways split cities
even when they incorporate expensive
grade-separation efforts. The physical
presence of the highway, noise, break in
the urban fabric, motor vehicle-oriented
ramps, associated street closures, one-way
frontage roads, etc. contribute to the barrier
effect.

It should come as no surprise that cities are
typically harmed along and across highway
corridors. Highways violate the urban
transect more than any other type of street;
they are out of context. Cities and cut-
through highways do not go well together
because urban streets and highways are at
odds regarding exchange. Highways are
about limited access, high speeds, no
pedestrians, and cities are about the
opposite. Consequently, it should be
expected that slum, blight, and decay
typically accompany highways through
cities. Lining highways with land uses that

match the highways” scale and motor
vehicle-orientation is not always feasible
nor desirable (i.c.. big box development,
industrial areas, large suburban shopping
malls, stadiums, etc.)

There is a growing trend in cities in North
America to undo sections of highways that
cut through urban areas. Some of them are
done willingly, like in Portland and
Chattanooga, while others are courtesy of
Mother Nature, as in San Francisco, while
other highway conversions are anticipated
in places like Seattle and Trenton. But,
wherever these highways are removed and
replaced, good things happen because the
resulting streets are more in keeping with
the context and the transect.

The DEIS states that, in the CBD Loop,
“Closely spaced interchanges that lack
sufficient merging, diverging and weaving
distances can impede traffic flow.” It
seems that the CBD would benefit by a
street-type that provided it with increased
access. The DEIS statement above
confirms that the choice of an interstate
was the wrong choice of street-type for the
context; a mobility facility trying to
provide access is like a square peg in a
round hole; they don’t go well together.
The interstate design was likely not a good
idea from a context perspective when it
was first built, but the City did not know
better back then. Now the City has the
opportunity to correct part of that mistake
by doing something different than the
recommendation in the DEIS or the City
can exacerbate it with the recommended
project in the DEIS.
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The DEIS admitted that, “For the most
part, each interchange location was studied
independent of one another. With this
approach the best or most reasonable
improvements at each location could then
be combined with the best mainline
improvements to form the range of
reasonable alternatives to be considered for
the proposed action.” (II-21) In good
urban design efforts, it is normal to work
from the general to the specific; from the
vision to the design. This forces a
discussion about the appropriateness of the

contribute to a sustainable vision of the
CBD. Perhaps this project might be big
enough to create a tipping point for how
the area does transportation and land use
planning so that the CBD can reach its
potential. Perhaps, the area will pursue a
context-sensitive vision-based future,
integrating transportation and land use,
instead of the current functional
classification-driven system for roads and
a separate system for land use.

fundamentals. before design time is wasted15FF 21) The City of North Kansas City has

on specifics. The DEIS did things the
other way; it assumed that the interstate
was the best choice of street type for the
context of the CBD and then it looked at
specific intersections, It then aggregated
the results. What is missing here is a
bigger picture, a publicly endorsed vision.
What does the CBD really want to be like
in 25 years, 50 years, or 100 years? Once
the vision is figured out, then it becomes
the litmus test for big urban design moves.
If a proposed change contributes to the
viston, then it gets support and, if does not
contribute to the vision, then it gets no
support. Then the question can be asked,
“Does the DEIS” highway widening
solution help achieve the vision or not?

To create a better downtown, it is really
important to understand the vision and then
critically look at the street networks,
different street types and designs, the
relationship of the land uses to the street,
etc., and then support the vision with every
project, policy, and program. The highway
widening project discussed in the DEIS is
a really big urban design move and it needs
to be revisited at a fundamental level to

several “goals and strategies™ (I111-3) some
of which include:

i) “maintaining or improving pedestrian
connections to civic and cultural
amenities™ (for The Avenues);

ii) “retain the existing residential
character...provide pedestrian and bicycle
connections” (for Sunny Hill);

iii) “enhance the image of the commercial
area” (for River Forest);

iv) “plan for redevelopment and urban
design concepts, including elimination of
blight and creation of an aesthetically
pleasing gateway or landmark™ (for
Railroad Avenue Area);

v) create activity nodes and maintain and
enhance opportunities for connections
among several modes of transportation™
(for Amour Road).

The City of Kansas City adopted a city-
wide master plan “to guide the future of
the City for the next 25 years.” (111-4) Its
strategy calls for “revitalizing or sustaining
neighborhoods, for preserving landmarks
and historic/archeological resources, and
for revitalizing the urban core.” It
promotes a “24-7 mixed use environment
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in the CBD Loop including the expansion
of nighttime activities and residential
facilities,™ It also notes that several older
commercial buildings have been, or are
currently being converted to residential
units both north and south of the CBD
I,Dop"f

The above are the sorts of goals,
objectives, discussion, and thinking that

the public process, with the objective of
getting incremental buy-in, when, in
reality. the outcome of the last increment
will determine if the early increments are
acceptable. For example, the public should
know about the demolition of the historic
bridge before it accepts or rejects any of
the contents of the DEIS.

needs to be encouraged in the area, and  15GG22) The DEIS states that “The purpose of

then reflected in the plans and projects. As
projects are implemented, the area will
increasingly experience more exchanges
and, if the design bar were raised
adequately high, walkability will exist and
the area will have plenty of unplanned
exchanges as well.

The public seemed to have the right ideas
with regard to the project, including:

i) a “fiscally responsible solution”

ii) “transit”

iii) “pedestrian access™

iv) revisiting the number of motor vehicle
lanes

v) re-use and preservation of the Paseo
Bridge; and

vi) questioning the study process. (V-5)

The DEIS states that “Early and ongoing
engagement ... is a project priority.” (V-6)
It is impossible to determine by the DEIS
if engagement was actually early or not,
but if it was early, it did not seem to make
much difference. Tt seems that the decision
to build a wide highway seems to have
been made carly while other important
discussions and decisions have been
postponed. They have been postponed
behind the cloak of the design-build
process. This process effectively segments

the proposed project is to add vehicular
capacity and improve safety consistent
with best design practices.” This sentence
has three main parts. The first part “The
purpose of the proposed project is to add
vehicular capacity” has been discussed
already and basically eliminated the more
sustainable options almost by definition.
The second part ... and improve safety
..." is a great purpose, but the DEIS
neglects to suggest viable alternatives that
increase safety by designs that have lower,
more context-sensitive, and safer speeds,
nor does the DEIS include safety impacts
immediately off the 4.7-mile section. But
the third part “... consistent with best
design practices.” deserves comment,
“Best design practices” does not mean “up
to interstate standards.” Best design
practices include involving stakeholders in
a meaningful way on the design. It means
allowing the context to influence the
design. It means to align the design with
environmental responsibility and
sustainability, Consequently, putting the
three parts back together again, it seems
that the DEIS’ statement of purpose and
need was flawed and it failed to fulfill its
purpose and need.
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The DEIS states that “The solutions
proposed in this EIS are intended to
represent the “worst-case™ vet reasonable
scenario ... offering a footprint within any
number of reasonable options might be
proposed.” (I1-46) There is general
agreement about the “worst-case scenario”
particularly as it pertains to the eight lanes,
the proposed design-build process, urban
design, and the health of the CBD.
Furthermore, the assumption that the
impacts are limited to a footprint is
incorrect as has been discussed in a
number of sections. Furthermore, it does
not make sense for the public to agree to a
nebulous worst case scenario; the public
deserves better.

Regardless, something has to happen at the
bridge. If the existing historic bridge is not
rehabilitated and, instead, it is destroyed,
then there needs to be compelling reasons
and tremendous mitigation. This seems to
be an important part of the worst-case
scenario and it was brushed over in the
DEIS. The DEIS process and the proposed
design-build process cannot be trusted to
preserve the historic bridge or replace it
with an acceptable design.

23) If decision makers feel that wealthier,
whiter, people should be allowed to sprawl
further, become more car-dependent, and
harm darker, less-wealthy, people and
harm inner parts of the city, and cost a lot
of money to build and maintain bigger
highways, then the highway widening
project makes sense. If the decision-
makers feel otherwise (i.e., highway
widenings, motor vehicle dependence, and
sprawl are negative things from an

environmental perspective), then the
highway widening project is a bad thing
and should not go forward. What is
puzzling is how this DEIS was twisted to
actually claim that the highway widening
project was environmentally acceptable.

15I1 24) Based on the DEIS, the following is

recommended:

i) Reject the broad conclusions and
recommendation in the DEIS. The area
deserves better.

ii) Accept the idea that solving large
transportation issues involve land use and
cooperative efforts.

iit) Develop one or more feasible,
equitable, sustainable, multi-modal, and
environmentally responsible courses of
action.

iv) Separate out the rehabilitation of the
bridge as its own project if need be.

v) Do not allow a design-build process to
be used to postpone timely discussions and
avoid a proper environmental review. Find
a more appropriate project for a design-
build process (e.g., a sewer project,
MoDOT maintenance building, etc.)

vi) Begin context-sensitive design training
for local officials and professionals.

vii) Develop and pass a transportation
language policy that forbids the use of
subjective terms to be substituted for what
should be objective terms. Require all
public documents, correspondence, and
discussions to use objective language, and
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require consultants who work on public
projects to do the same. Just like the
women’s movement that removed gender-
bias from the language, removing the
motor vehicle-biased language will help
people be more objective and be perceived
as more objective. Over time, the culture
will change and better policies and projects
will result.

viii) Begin the transportation and land use
study (i.e., real urban design) to undo the
damage that the original freeway did, and
is doing, to the community (e.g., replace
the north loop with a context-sensitive
street-type, lower design speeds, and solve
the safety issues in a context-sensitive
manner) and involve the stakeholders and
public in a meaningful way.

ix) Raise the bar on sustainability and
multi-modal solutions by not allowing
important issues to be swept aside like the
DEIS does: “No adverse impact to transit
systems is expected ... because transit
access would remain the same ... for the
build alternatives. The existing transit
routes maintained by others would be
accommodated as they are today.” (1V-16)

x) Raise the importance of aesthetics.

xi) Do all of the above to be consistent
with a publicly-developed and endorsed
vision for the area and the CBD. Focus on
creating a “great place” and that will
inform the land use and transportation
dircction.

Glatting Jackson Kercher Anglin Lopez Rinehart, Inc.
Page 33
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NORTHILAND REGIONAL
CHAMBER of COMMERCE

May 22, 2006

1-29/1-35 EIS and Location Study
c/o HNTB

1715 Kirk Drive

Kansas City, Missouri 64105

Dear Sir or Madam:

This letter is in response to the request for comments on the Environmental Impact Study
related to the 1-29/1-35 proposed improvements as well as those in the Broadway corridor, the
Heart of America corridor and the north side of the downtown loop.

Introduction

This letter is being provided by the River Crossing Committee, which is a combined
committee of both the Greater Kansas City Chamber of Commerce and the Northland
Regional Chamber of Commerce. Approximately ten years ago, the two chambers agreed that
improvements to the river crossing should be the number one joint priority of both chambers and
as a result, signed a written compact that created the River Crossing Committee to champion this
expanded crossing. Since that date, the River Crossing Committee has been meeting on
approximately a monthly basis in the attempt to promote the River Crossing. The Committee has
about thirty members who regularly attend its meetings and many more who attend occasionally.
One of the initial co-chairs of this Committee was Reverend Emanuel Cleaver (prior to his
election to Congress).

Over the last ten years, the river crossing has been through a number of lean times where
little progress was being made on enhancing the crossings. As all are aware, MODOT’s lack of
sufficient funding in those years has caused many delays in progress between the completion of
the Northland/Downtown MIS study and this EIS study. Recently because of the passage of
Amendment 3, progress is again being made and we are happy to support the activities and the
general conclusions described in this EIS study. The Committee is very encouraged about the
widening of the Paseo corridor. These improvements are very needed and necessary as soon as
practicable.

In 1969 certain improvements were made in southern Kansas City to the I-435 corridor
mostly in Kansas. At that time, because of the great congestion along I-35 into downtown, a
number of businesses moved their locations south to the Kansas 1-35/1-435 corridor. The

Letter No. 16 River Crossing Committee
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executives of those businesses felt that because of the time involved to travel to the downtown
area, it was simply more convenient for them to relocate their businesses out of the downtown
loop.

As a result, much of the downtown loop has gone through a recession. Businesses have
closed or relocated and they are only now relocating back into the downtown loop. The recent
growth of the Northland, has permitted and accelerated the renewal of the downtown loop.
There is a great synergy between the executive housing in the Northland and the resurgence and
reinvigoration of that downtown loop area. However, congestion is burgeoning again on the
bridge crossings which could cause same results to those that occurred in 1969. Both the Paseo
and Broadway Bridges can not handle the traffic that is on them today, let alone the traffic that is
projected for five or ten years in the future. Therefore, enhancements to the Paseo bridge, the
Broadway corridor, the Heart of America bridge and the north side of the downtown loop as are
contemplated by the EIS study are absolutely necessary to be accomplished in the shortest
reasonable time in order to continue the restoration of the downtown loop.

The River Crossing Committee has worked with the staff of MODOT, HNTB (its
consultant), the committee members, as well as members of Congress (including Senator Kit
Bond, Senator Jim Talent, Congressman Sam Graves and Congressman Emanuel Cleaver) to
make this river crossing a reality. We are extremely grateful and appreciative of the additional
$50 million which Senator Bond had obtained for this bridge. Senator Bond understands the
necessity for these improvements. This means that the $195 million budget which MODOT was
previously contemplating is now $245 million. This funding is absolutely essential to replace the
deteriorating bridge infrastructure, improve the interchanges, assist traffic safety, provide
interstate linkages and most importantly, permit additional vehicle capacity and traffic operation
between the Northland and the central business district.

The fact that the Paseo Bridge corridor carries approximately 40 percent of its traffic on
an interstate or non-local basis is very significant. Because of this non-commuter traffic the
Paseo Bridge traffic has heavy congestion at all times of the day and not just at peak times.

It is the River Crossing Committee’s conclusion that ultimately eight lanes are required
from the “I-29/1-35 split” just north of the Parvin Road intersection traveling south through and
including the interchanges necessary to handle eight lanes of traffic on the downtown loop, as
well as those improvements on the downtown loop itself (including those to the Heart of
America Bridge and the Broadway Bridge flyover/corridor enhancements). While funding for
all those is not likely available at this time, it is essential that the funded improvements include
ROW and the ability for expansion from the contemplated six lanes to the potential and planned
eight lanes (i.e. that the bridge structure and corridor be “sized” for eight lanes even if those
eight lanes are not constructed with this funding). Ultimately, an eight lane corridor together
with downtown loop improvements to carry the projected and actual traffic load are necessary to
be constructed in the shortest reasonable time.

Letter No. 16 River Crossing Committee
(page 2 of 6)
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Concerns

The Committee has a number of concerns about the more specific aspects of
implementing the broad concerns and solutions described in the study. In order for this bridge to
be the significant benefit to the community that it should be, a number of aspects, concerns or
changes will need to be accomplished or made to the specific implementation methodologies in
the draft EIS. These aspects/concerns include the following:

1. Signature Bridge. The final result absolutely must create a signature structure.
The community requires something to be proud of. Past actions (e.g. tolls) separating the
Northland from the rest of the city need to be eliminated and the signature aspect of this bridge
will be the single most important part of those actions. Further, Senator Bond provided the
additional $50 Million for the purpose of constructing a “...world-class bridge....” The Kansas

16A City Star July 27, 2005. 1 was there, standing by the side of Senator Kit Bond when he

announced that he had obtained the additional $50 Million, and listened to his clear passion and
support for Kansas City, its citizens and the “signature” aspect of this bridge. Senator Bond
heard and responded to the need in an outstanding fashion with an unexcelled commitment.
MODOT must be true to that commitment.

2. Closure Time. The closing of the bridge and corridor for a significant time could
have a devastating effect on the downtown loop. At the present time there are over 90,000 cars a
day that traverse the present bridge. If each of those cars is delayed for a period of thirty
minutes, the cost of such delay for one year alone will exceed the entire projected cost of the
project. As an example, if one assumes that 90,000 cars a day for 260 work days a year, and that
the average user will have a thirty minute delay, this amounts to an additional travel time for
those travelers of 11,700,000 additional hours a year. If one attaches only an average of $25
dollars an hour to the value of each traveler’s time (much less than the value of many of the
professionals traversing the corridor, much less than the average union rate for a typical truck
driver, this assumes that each vehicle will only have one occupant and there will be no travelers
on non-work days) the value in one year of that delayed time is $292,500,000. This is a value far
in excess of the entire cost of the project itself. Further if one assumes that because of a half
hour delay of running through traffic there is an additional one-half gallon of gasoline expended
and if one assumes that gasoline costs $2.50 a gallon, the gasoline cost for one year alone is $29
million. These thoughts demonstrate that closure should be minimized. Further, if only three to
five businesses move out of the CBD because of the closing or slow commuter times, it could
have an equally devastating effect.

The Paseo Bridge and corridor now carries almost as much traffic as the other two major
bridges combined. The additional lanes are essential to the well being of the entire Kansas City
metropolitan area. The necessity for the improvement of this crossing cannot be understated.
Industrial traffic, commercial traffic, as well as commuter traffic utilizes principally the Paseo

Letter No. 16 River Crossing Committee
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Bridge and corridor. The construction of the considered improvements in the shortest possible
time is essential.

3. Constituent Concerns. The next concern emanates from the various
constituencies comprising our joint committee. Our committee contains representatives from the
Cities of North Kansas City, Gladstone, Kansas City, Missouri, the Downtown Council, the
Civic Council and numerous other groups in addition to the two Chambers. We have occasional
participation from the Columbus Park Neighborhood, from bicycle proponents and others.
Commuter traffic as well as non-commuter traffic needs to be accommeodated to the maximum
degrees between the Northland and the downtown loop. Some of our constituents, such as the
City of North Kansas City and the Downtown Council are providing you with their comments.
We feel that those entities best know how to configure the streets within their areas. While we
agree with their conclusions that full interchanges along both Taney and Ozark Streets at
Highway 210 are very necessary, the exact configuration for those intersections, as well as those
at Bedford or the Loop Road are best handled by them and we support their conclusions.

Somewhere in the improvements contemplated for the EIS corridor (including Paseo
corridor, Broadway corridor, the north side of the loop and the Heart of America bridge
corridor), there needs to be consideration for a bike-ped crossing. We understand that the City of
North Kansas City is ready to build a rest stop and assembly area near the Heart of America
bridge. The Committee also feels that a safe alternative route for non-motorized traffic on a
route other than the Paseo corridor is best. Perhaps after consideration of the offer from the City
of North Kansas City, the Heart of America option will be considered best.

4, Heart of America Bridge. Certain potential changes to the Heart of America
Bridge crossing are included in the EIS as proposed improvements, even though they are not to
be funded at this time. Most of these improvements are necessary right away. Some of these are
excellent suggestions and some of these are problematic. A number of the changes to the north
side of the downtown loop are excellent. However, two proposed changes raise very serious
concerns. One of these concerns is the elimination of the “fly over” for those travelers traveling
east bound on the north side of the loop and wishing to utilize the Heart of America Bridge.
Currently there is a “fly over” where vehicles can exit the north side of the I-70 downtown loop
and without stopping traverse onto the Heart of America Bridge. The suggested proposals are
that those travelers would exit the I-70 loop, be required to travel through two sets of traffic
signals, including a left turn, then travel through a third traffic signal on the south side of the
loop before actually arriving on the northbound lanes of the bridge. Those proposed changes are
simply unacceptable. Traffic needs to be allowed to exit the loop and access the bridge without
stopping.

Another change to this bridge/corridor is also needed. A number of years ago, because of
difficulties with weaves, access to the Heart of America Bridge from the east side of the
downtown loop, along I-70 was eliminated. Now in order to access the bridge headed north from

Letter No. 16 River Crossing Committee
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the east side of the downtown loop, one is required to exit the Interstate system, make a number
of left and right turns, travel a number of blocks along several city streets, traffic lights, and
almost a mile of roads that were not built or constructed for such traffic. Access to the bridge via
a reasonable weave from the east side of the loop, again without a stop, is absolutely essential.
The improvements do not contemplate such an access but one is necessary.

If these suggestions are not implemented, then traffic on the Heart of America Bridge
will be reduced, further increasing traffic on the Paseo.

5. Broadway Flyover. Not discussed in great detail, but included in the EIS, are
the elements of the Broadway flyover. These improvements are almost as necessary as those to
the Paseo Bridge. Currently forty percent of the traffic traveling southbound on the Broadway
Bridge exits onto I-35 via the right turn and traffic signal that is there. If improvements can be
made to the bridge and its exit ramp such that that traffic does not have to stop then the
southbound lanes of the Broadway Bridge will increase their ability to handle traffic by 20 to 40
percent. The same is true for northbound traffic traveling along the west side of the loop to exit
1-35/1-70 and to access the Broadway Bridge northbound. Currently one traffic signal on a single
point interchange is contemplated. If a fly over without requiring a stop could be constructed,
again, the amount of traffic that that bridge would carry would be substantially increased,
thereby permitting better traffic patterns and reducing traffic delays, allowing some of the further
improvements that might be otherwise contemplated within this general corridor to be forestalled
for a few years.

Conclusion

We wish to compliment MODOT for its willingness and participation in innovative
methods (specifically the design build process) to get these improvements constructed as quickly
as possible. The utilization of design build is an innovative process that should save a significant
amount of time. At that same time, the choice of leaving most of the detail to the design build
team also leaves the public in the position of attempting to respond to requested public comment
without having much in the way of detail to comment on. Leaving this detail for comment to the
time when the design build team has finished their proposals and the selected team is chosen,
also potentially requires change orders to accommodate changes necessitated by the public
comment received at that time. This portion of the process leaves much to be desired. While
saving time, concerns of the community need to be considered as well as constructing an
outstanding landmark bridge. Senator Bond has provided the additional funding for the purpose
of permitting Kansas City to construct a bridge of which all its citizens could be proud. While
there is the need to shorten the time involved through the use of the design build process,
eliminating or ignoring community concerns, or saving time by not constructing a landmark
bridge that permits great amounts of increased traffic flow is simply not an acceptable
conclusion.
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Recently MODOT has worked with and arranged for the appointment of an advisory
committee. That advisory committee needs to be provided substantial authority, allowed the
opportunity to give substantial input and comment on the entire process, beginning with the RFP
proposals, RFP responses, documentation, the selection of the design build team, and carry it
forward through the entire design build process. We commend MODOT on the use of the
advisory committee but express concern on whether that advisory committee will be provided
sufficient authority and information with which to do its job. The role of that committee is
absolutely essential to the perceived success of the project in the eyes of the community.

The River Crossing Committee requests that the Record of the Decision be provided
immediately.

We thank you for the opportunity to provide comments to the I-29/I-35 EIS and location
study.

Very truly yours,

Iin I

Timothy™Q, Kristl

Chairman

River Crossing Committee

The Greater Kansas City Chamber of Commerce
Northland Regional Chamber of Commerce

Letter No. 16 River Crossing Committee
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From: Ron McLinden [mailto:ronmclinden@yahoo.com]

Sent: Monday, May 22, 2006 2:52 PM

To: 129-135 EIS

Cc: elizabeth.wright@modot.mo.gov; david warm

Subject: Sierra Club Comments on DEIS for the 1-29/1-35 (Paseo Bridge) Highway Corridor

To Whom it may concern:

The Sierra Club, through its Ozark (Missouri) Chapter, is pleased to offer these comments on a Draft
Environmental Impact Statement for a segment of the 1-29/1-35 highway cormridor in Clay and Jackson
Counties, Missouri.

This DEIS has evolved out of the Northland~Downtown Major Investment Study that was begun about
1998 and completed in 2002. That study was multi-modal in nature, and included recommendations for
significant improvements in public transit, including light rail.

Much has changed since then.

- Kansas City voters defeated a proposed light rail system that would have served the
Northland~Downtown corridor.

- Gasoline prices have more than doubled, and can be expected to continue upward in the future as
growing global demand for energy outpaces supply.

- Global warming is very much in the public consciousness, and Kansas City Mayor Kay Barnes has
announced (in her May 18, 2006, State of the City Address) that the City will launch a Climate
Protection Planning Process to implement her commitment to the Mayors Climate Protection
Agreement,

- Meanwhile, a recent ranking of cities indicates that Kansas City is one of the least prepared to deal
with an oil supply interruption among the nation’s major metro areas.

[1] - Our fundamental concern is that this DEIS reflects an outmoded vision of the future.

The DEIS assumes a need for added highway capacity using traffic forecasts that are based on outdated
or inadequate assumptions about the future. The world is quite different today than in 2002 when the
NDMIS was completed. Among the most relevant differences is that the price of motor fuels has more
than doubled in four short years ago, due largely to the fact that global demand for petroleum is growing
rapidly relative to the production capacity of the world's oil fields: we are now approaching what is widely
termed “peak oil," the highest rate of oil production that will ever be possible. All forms of energy will
continue to rise in price as global demand rises relative to supply, and that will inevitably influence
individual and household decisions regarding where to locate with respect to employment, how far to
travel to obtain goods and services and gain access to other opportunities, and what travel mode choices
to make.

Furthermore, the DEIS uses traffic forecasts that are based on a “trend” forecast of future land
development in the region. In spite of our repeated pleas since 1990, the Kansas City region has still not
addressed the problem of public and private costs inherent in its low-density character — has still not
formulated and evaluated an alternate regional development scenario that would make more efficient use
of public and private resources for transportation and other infrastructure, and for ongoing public and
private “operating expenses.”

Letter No. 17 Sierra Club, Ozark Chapter
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Question 1: How can this DEIS be valid when it is based on outmoded expectations about the
future and, in essence, closes its eyes to broader issues - such as future resource constraints
and global warming - that so clearly indicate a need to change the way we develop our region to
be more resource efficient?

[2] - The DEIS employs a definition of purpose and need that is narrowly focused on the “problem” of
congestion, and only superficially on moving people and goods. Congestion is more the result of too
many vehicles using a facility than too many people or too many goods being transported. Preoccupation
with vehicle counts leads to a bias toward adding capacity — if not in the minds of the study team, then
certainly in the shared *mind" of public expectations. If we consider just the movement of people,
congestion can be reduced at much lower total cost if fewer people travel alone and more travel with
others through carpools or public transit. Furthermore, congestion is a consequence of travel distances —
a consequence of sprawl. Given the same number of trips in the region, the longer those trips are on
average, the greater the degree to which trips converge or intersect one another, thereby competing for
road space and creating “congestion.” Congestion can be reduced if trip lengths, taken in the aggregate,
are reduced.

Question 2: How can this DEIS be valid when it considers “congestion” — expressed as vehicle
counts - as a principal metric rather than a more outcome-based metric such as person trips?

[3] - After demonstrating that other possible modal actions cannot adequately address the “congestion”
problem, the DEIS identifies construction of added highway capacity as its preferred alternative. We
suggest that the preferred alternative should be a comprehensive combination of strategies which, taken
together, better serve the underlying transportation purpose of moving goods and providing access to
opportunities for people.

Question 3: How can this DEIS be valid if the project it supports fails to be comprehensive in
nature, and instead favors the needs of one class of travelers over all others?

[4] - After concluding that the alternative to be pursued is a highway project, the DEIS delineates a
maximum project “footprint” and identifies environmental factors within that footprint. As is MoDOT's
custom, the analysis is largely about avoiding environmental hazards or issues within the project area and
less about addressing impacts of the project on areas outside that area. Traffic noise for nearby
“receptors” is considered, but mitigation is limited to noise barriers. Little or no consideration is given

to ways to actually reduce noise — e.g., through selection of pavement surface or enforcement of lower
speed limits. Air emissions from traffic — both gaseous and particulate -- are largely overlooked, even
though studies have documented the health consequences of living near a heavily traveled highway.

Question 4: How can this DEIS be valid when it gives little consideration to environmental
impacts beyond the project footprint (other than noise, with noise barriers as mitigation), and
largely ignores the health effects of gaseous and particulate emissions on nearby residents?

Letter No. 17 Sierra Club, Ozark Chapter
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[5] - The DEIS largely overlooks the consequences of increased highway traffic on arterial streets.
Increased traffic on this highway will invariably result in more traffic on every arterial street that has an
interchange, and that increase will impair the ability of such arterials to serve local access functions as
they have in the past. With higher levels of traffic at interchanges, the highway becomes an even greater
barrier to local traffic — vehicular, transit, bicycle, and pedestrian — that wants only to get from one side of
the highway to the other.

Question 5: How can this DEIS be valid when it ignores or discounts the added “barrier effect” of
adding capacity on this highway?

[6] - The DEIS gives little or no consideration to non-capacity alternatives for improving the movement of
people and goods. Alternatives might include such management techniques as tolling, access fees,
congestion pricing, HOV priority, or even simple ramp metering to limit access during peak travel periods.
(Tolls are not currently authorized in Missouri and would require legislative action, but it's important to
know their potential in order to achieve a more effective allocation of transportation dollars.) This DEIS
should at least acknowledge non-capacity alternatives.

Question 6: How can this DEIS be valid when it gives little or no consideration to non-capacity
strategies for improving the movement of people and goods?

[7] - Finally, the range of issues that this DEIS leaves unresolved — location and character of river
bridge(s), design of interchanges, provision for improved public transit, the nature and location of safe
accommodations for non-motorized travelers, and even so basic an item as the number of lanes to be
constructed — makes it impossible to judge whether this DEIS adequately addresses the resulting
environmental impacts, especially those that affect adjoining communities. MoDOT promises to convene
an advisory committee and to conduct further public input processes, but we are not aware that any
environmental constituency is represented on that committee. Nor are we confident in the adequacy of
MoDOT's proposed processes or the legitimacy of their outcome.

Question 7: How can a Record of Decision regarding this DEIS be rendered when so many key
decisions are still un-made?

We ask that this DEIS not be approved in its current form, and that it be sent back to MoDOT for major
revision to address the many concerns that we — along with other entities and individuals — are
expressing.

Sincerely,
/s/ Ron McLinden

Co-chair, Missouri Transportation Committee
Ozark Chapter, Sierra Club
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CAPITOL OFFICE COMMITTEES
State Capitol Room 110B
201 West Capitol Avenue Chairman:
Jefferson City, MO 65101-6806 Ways & Means
Tele: 573-751-2689
Fax: 573-526-0559 Chairman:
E-Mail: Jaint Committee on Tax Policy
mike.sutherland@house.mo.gov
e Member:
DISTRICT ADDRESS Budget
24783 Twin Oaks Dr. Professional Registration
Warrenton, MO 63383 Special Commiltee on Education
Funding
MISSOURI HOUSE OF REPRESENTATIVES Apuoptations - Healll,
Mental Health & Social Services
MIKE SUTHERLAND
State Representative
District 99
May 22, 2006
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MEs, Betty Burry
1-29/1-35 Draft EIS

¢/o HNTB

715 Kirk Drive

Kansas City, MO 64105

Dear Ms. Burry:

| am writing to encourage the inclusion of a bicycle and pedestrian lane/path in any plans for
improvements to the Paseo Bridge in Kansas City. In the overall plan for the future we should
encourage safe bicycle and foot traffic in our urban areas. As a legislator | have worked on
issues to encourage safe pedestrian in and bicycle transportation. It not only benefits the state
economically but it also greatly improves the quality of life for Missourians.

As you make plans for the Paseo Bridge please to not overlook this opportunity to make it
easier and safer for pedestrians and bicyclists to travel throughout the area.

Thank you for you consideration concerning this matter.
Sincerely,

Representative Mike Sutherland

Letter No. 18 State Representative Mike Sutherland
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U.S. DEPARTMENT OF HOUSING AND URBAN DEVELOPMENT
Recion VI
Gateway Tower |, Room 200
400 State Avenue
Kansas City, KS 66101-2406
HUD Home Page: www.hud.gov

May 22, 2006

Ms. Peggy Casey
Environmental Projects Engineer
Federal Highway Administration
3220 W. Edgewood, Ste. H
Jefferson City, MO 65109

Mr. Kevin Keith

Chief Engineer

Missouri Department of Transportation
P.O, Box 270

Jefferson City, MO 65102

Dear Ms. Casey and Mr. Keith:

RE: Draft Environmental Impact Statement — Interstate 29/35 Paseo Bridge
Corridor

HUD appreciates the opportunity to comment on the subject study. Substantial HUD
assistance is provided to numerous housing and community development projects located
in and near the study corridor. Commitments proposed by Missouri Department of
Transportation (MoDOT) in the Draft EIS are thoughtful and constitute positive measures
to improve the project, In addition, HUD recommends that FHWA and MoDOT take
into account the following comments in developing the Final EIS:

Provigion of Bicycle and Pedestrian Facilities

1. As currently proposed, the project only accommodates motorized traffic for the
Missouri River crossing. The river crossing should include bicycle and pedestrian
facilities. The DEIS notes (p. IV-17) that, in the North Loop subcorridor, the
percent of occupied housing units where no vehicle is available ranges from 12 to
63 percent. Concentrations of low income and minerity populations are also
located in this subcorridor. Residents of HUD rental-assisted housing are
commenly Jow income and/or minority persons for whom access to employment
is significantly impacted by transportation costs. Energy-related costs for all
modes of motorized transportation, including public transit, can be reasonably

Letter No. 19 U.S. Department of Housing and Urban Development
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expected to rise faster than the rate of inflation, and future energy costs will be
borne disproportionately by low-income populations.

2. Improvements to bicycle and pedestrian facilities on the Heart of America Bridge
should continue (per Commitment #17, p. S-20), but a project having the lifespan
of a river bridge (e.g., 75-years) should not be restricted to only a single mode of
travel. A project of this magnitude and longevity should include bicycle and
pedestrian facilities to the maximum extent feasible and not relegated to other,
future projects.

3, The Final EIS should evaluate redevelopment trends north and south of the river
for evidence of the continuation of changes in land use that are increasing the
supply of rental and owner occupied housing as well as retail commercial, office,
cultural, and recreational uses, The Final EIS should evaluate the direct, indirect,
and cumulative effects that increased modal choice, such as bicycle and
pedestrian facilities, would have on current redevelopment trends, shifting land
use patterns, and access to employment opportunities.

4. Commitment #16 (p. S-20) states that bicycle/pedestrian access at bridges and
interchanges will be considered by MoDOT “where warranted by land use.” The
language within the quotation is subjective and should be deleted, The study does
not describe how or by whom the relationship of land use to access would be
made. More importantly, the study corridor is located in the most-dense,
urbanized area of the metropolitan area and already presents a range of land uses
— résidential, industrial, office, commercial, institutional, and open
space/recreational — that create opportunities for short trips which could easily be
completed via non-motorized modes of transportation, AASHTO-compliant
bicycle and pedestrian facilities should be provided at bridges and interchanges to
the maximum extent feasible.

19B Noise Sites iers

1. The DEIS does not provide an exhibit showing the location of the 122 noise
modeling sites. The Final EIS should include this information as an exhibit, and
the general public should be provided the information during and prior to final
design.

2. The DEIS only analyzed noise abatement (i.e., barriers) at six locations.
However, some noise model sites have elevated noise levels (in excess of 66 dB)
and appear to be located in areas of mixed commercial/office/residential use.
Without mapped noise model sites, as noted above, it is difficult for the reader to
ascertain the extent to which residential or sensitive receptors may be impacted by
noise, For example, field measurement site #FS-1 has a projected noise level of
70-72 dB and is located where there are mixed land uses, including residential.
Additional noise abatement analysis should be conducted in locations where the
land use includes residential uses,

Letter No. 19 U.S. Department of Housing and Urban Development
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3. HUD supports the construction of noise barriers as proposed in Exhibit IV-4
(barriers #2, #3, #4) to reduce noise impacts to HUD-assisted projects and other
noise sensitive receptors in these locations.

HUD has commented on this project in the past and appreciates again the opportunity
to provide additional coruments.

Sincerely,

Paul F. Mohr
Regional Environmental Officer

cc: Macie Houstion, Regional Director
Andrew Boeddecker, Director, Office of Public Housing

Letter No. 19 U.S. Department of Housing and Urban Development
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RESOLUTION NO. 060564

Expressing the support of the Mayor and Council for the integration of multi-modal
accommodations, including bicycle, pedestrian and public transit, into the design of
the new Paseo Bridge and directing the City Clerk to distribute copies of this
resolution to appropriate officials.

WHEREAS, the Missouri Department of Transportation is in the planning stages for a
new Paseo Bridge; and

WHEREAS, this new bridge is a special opportunity for the Kansas City area because
the project is now funded and will be accomplished; and

WHEREAS, it is essential that the current and future needs of people be considered and
integrated into the development of the new bridge; and

WHEREAS, no bridge in the Kansas City area provides safe bicycling or pedestrian
access across the Missouri River; and

WHEREAS, every major bridge, planned or built, in Missouri in recent years has
included bicycling and/or pedestrian access, these bridges including:

Lexington (Highway 13)

Boonville (Highway 40)

Herman (Highway 19 planned)
Washington (Highway 47 planned)

St. Louis (Page Avenue)

St. Louis (Chain of Rocks Bridge)

St. Louis ( Eads Bridge - walkway)

St. Louis ( McKinley Bridge bicycle lanes)
Cape Girardeau (Emerson Bridge)
Hannibal (I-72 Bridge)

WHEREAS, the St. Louis area has multiple bridges incorporating bicycling and
pedestrian access across the Missouri River and Mississippi River, including;

Page Avenue Bridge
Chain of Rocks Bridge
Eads Bridge

McKinley Bridge
Lewis and Clark Bridge
Highway 360 Bridge

WHEREAS, inclusion of bicycle and pedestrian access has become the standard practice
in the planning and construction of bridges similar to the new Paseo Bridge throughout
the United States; and
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WHEREAS, the importance of establishing bicycle, pedestrian and public transit access
across the Missouri River for the current development and welfare of the Kansas City
area cannot be overstated, NOW, THEREFORE,

BE IT RESOLVED BY THE COUNCIL OF KANSAS CITY:

Section 1. That the Mayor and Council strongly urge the Missouri Department of
Transportation to incorporate into the planning and construction of the new Paseo Bridge
bicycle, pedestrian and public transit access across the Missouri River.

Section 2. That the Mayor and Council direct the City Clerk to provide copies of this
resolution to the following officials to reinforce the Mayor and Councils strong
commitment to the development of appropriate and necessary bicycle, pedestrian and
public transit access across the Missouri River as part of the new Paseo Bridge project:

Governor Matt Blunt

Missouri Highways and Transportation Commission

Commissioner Marjorie Schramm, Chair

Commissioner James Anderson

Commissioner Duane Michie

Commissioner Bill McKenna

Commissioner Michael Leo Kehoe

Commissioner David Gach

Pete Rahn, Director, Missouri Department of Transportation

Kevin Keith, Chief Engineer, Missouri Department of Transportation
Missouri Department of Transportation Community Advisory Group
Ed Bradley, Platte County

Michael Burke, City of Kansas City

Mell Henderson, MARC

Dick Holwick, Greater Kansas City Chamber of Commerce

Tim Kristl, Northland Regional Chamber of Commerce

Larry Larson, Clay County

Ali Roohanirad, Jackson County

Daniel Serda, Downtown Council

Mike Smith, City of North Kansas City

Mike Sturgeon, Columbus Park and Guinotte Manor Neighborhood Associations
John Wagner, Sr., North Kansas City Business Council
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United States Department of the Interior
OFFICE OF THE SECRETARY
Washingron, DC 2024 NG PRIDE”
N -II;IAMERECA

MAY 2 6 2005

ER 06/330

Mr. Allen Masuda

Division Administrator

Federal Highway Administration
209 Adams Street

Jefferson City, Missouri 65101

Dear Mr. Masuda:

As requested, the Department of the Interior (Department) has reviewed the draft
Environmental Impact Statement (EIS) for Reconstruction and Widening of
Interstates 29/35 Paseo Bridge Corridor, Clay and Jackson Counties, Missouri.
The Federal Highway Administration (FHWA) and the Missouri Department of
Transportation (MoDOT) prepared this document. The Department offers the following
comments and recommendations for your consideration.

21A Section 4(f) Comments

The project proposes to reconstruct and widen Interstate 29/35 with new configurations
of interchanges, roadways, and new bridges, including the bridge over the Missouri
River in Clay and Jackson Counties. The MoDOT and the FHWA are proposing options
for the existing 1-29/35 Paseo Bridge over the Missouri River, including the construction
of a new companion bridge or replace the existing bridge with an entirely new structure
or structures. The evaluation considers a single historic property which has been
determined eligible under Section 4(f) of the Department of Transportation Act of 1966
(48 U.S.C. 1653(f)). The Paseo Bridge over the Missouri River is a self-anchored
suspension bridge designed by Howard, Needles, Tammen, and Bergendoff, and was
built by several local construction firms between 1952 and 1954 and opened August 13,
1954, The MoDOT determined, and the Missouri State Historic Preservation Officer
(SHPQ) concurred, that the Paseo Bridge was eligible for fisting in the National Register
of Historic Places under Criterion C in the area of engineering.

The Department concurs with the use of the programmatic Section 4(f) Evaluation for
historic bridges. The FHWA and the MoDOT have demonstrated through the draft
Memorandum of Agreement with the SHPO that all possible measures to minimize
harm to an eligible property have been considered, We would have no further comment
on this project unless conditions change.
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Mr. Allen Masuda 2

Environmental Impact Statement Comments

The document adequately summarizes the fish and wildlife resources in the urbanized
project area. Because the vast majority of the project area is heavily disturbed, there
are few remaining fish and wildlife resources to be affected. However, we recommend
the final document include a section on bridge demolition, should it be required, to
adequately describe and evaluate effects from those alternatives that might involve
such demolition.

A number of Missouri River bridges are being replaced as they reach obsolescence. In
the process of reviewing the increasing number of these bridge replacements, we have
leamed more about the potential impacts of removing these bridges on fish and wildlife.
To minimize the effects of bridge removal on fish and wildlife resources, we recommend
the actions described in the two paragraphs below be implemented in association with
any project alternative that involves the removal of the existing bridge:

A number of migratory birds nest undemeath bridges, including such species as barn
swallow and cliff swallow. Removal of the bridge during the nesting season can result
in death or injury to aduit and young birds, eggs, and nests. Measures should be
implemented to avoid and minimize the impact of bridge removal on nesting birds. If an
alternative is selected that requires demolition of the existing structure, we recommend
that a survey be conducted to determine if nesting migratory birds are present and, if so,
schedule demolition activities outside the nesting season (April 16 — August 1) to the
maximum extent possible.

Bridge demolition has a negative impact on aquatic resources, primarily fish. The
greatest potential effects are due to removal of the existing bridge piers using
explosives. The blast(s) can result in fish mortality in the vicinity of the blast. The final
document should address potential aquatic impacts from bridge removal and identify
measures to minimize those effects. To assist you in evaluating these impacts for the
Paseo Bridge, we recommend that you review information on the aquatic impacts and
mitigation measures from other recent bridge projects on the Missouri and Mississippi
Rivers.

21C specific Comment

Page IV-54, Section (.2 Groundwater Quality Impacts, first sentence.

The document states, “There are no public drinking wells or sole-source aquifers within
the study corridor; therefore no effects to those types of groundwater supplies are
anticipated.” However, a public supply well is located as near as 1/2 mile from the study
corridor centerline (page I11-33, second full paragraph) in what is described as very
permeable alluvium. In considering potential sources of contamination to the well, it is
important to consider not just the location of the well itself, but the surrounding area
from which the well draws its water —~ its “contributing area” — which could include the
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study area. Therefore, the well could be more vulnerable to impacts from the highway,
such as wash off of pollutants, than is implied in the draft EIS.

21D Endangered Species Act Comments

The document adequately describes federally listed species that may occur in the
project area. Based on that information and the commitment to survey the corridor for
nesting bald eagles immediately prior to construction, the Fish and Wildlife Service
(FWS) concurs that the project is not likely to adversely affect the eagle.

The FWS has met with the MoDOT regarding project-related effects to the pallid
sturgeon. During those conversations, the FWS recommended that surveys be
conducted for pallid sturgeon immediately prior to and after, bridge demolition, should
demolition be necessary, With continued pallid sturgeon research, there will likely be a
number of fish (both pallid and shovelnose sturgeon) implanted with radio transmitters
throughout the lower Missouri River, A sweep of the area prior to those activities could
help identify whether any telemetered fish are in the area at that time. The presence of
radio-tagged sturgeon could be helpful in evaluating the response of sturgeon to bridge
demolition, if they could be monitored during removal activities. The draft EIS describes
a number of potential alternatives for bridge alignment, number of spans, and possibly
bank work along the northern embankment. As this information is refined, the FWS will
continue to informally consult with the MoDOT regarding the project’s impact on the
pallid sturgeon.

The Department has a continuing interest in working with the FHWA and the MoDOT to
ensure that impacts to resources of concemn to the Department are adequately
addressed. For matters related to Section 4(f) resources, please contact Regional
Environmental Coordinator Nick Chevance, National Park Service, Midwest Regional
Office, 601 Riverfront Drive, Omaha, Nebraska, 68102, telephone 402-661-1844. For
matters related to fish and wildlife resources and threatened and endangered species,
please continue to coordinate with the Field Supervisor, Ecological Services Field
Office, U.S. Fish and Wildlife Service, 101 Park DeVille Dr., Suite A, Columbia, Missouri
65203, telephone 573-234-2132. If you have any questions concerning public supply
water wells, please contact Chief Lioyd Woosley, USGS Environmental Affairs Program,
U.S. Geological Survey, Mail Stop 423, Reston, Virginia 20192, telephone
703-648-5028.

We appreciate the opportunity to provide these comments.

Sincerely,
\ t-] aN. L
Willie R. Taylor

Director, Office of Environmental
Policy and Compliance
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Mr. Allen Masuda 4

cc:

Ms. Peggy Casey

Environmental Projects Engineer
Federal Highway Administration
209 Adams Street

Jefferson City, Missouri 65101-3203

Mr. Kevin Keith

Chief Engineer

Missouri Department of Transportation
P.O.Box 270

Jefferson City, Missouri 65102
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600 Broadway, Suitc 300
Kansas City, Missouri 64105-1554

816/474-4240
816/421-7758 FAX
WWW,MArC.org

Chair Lst Vice Chair 2nd Viee Chair Treasurer Sceretary Executive Director
Ronald L. Shaffer Gary Mallory Tom Cooley Carol McCaslin Jim Schultz David A. Warm
Mayor Presiding C 155l Cs 1551 Fresiding C: issi C il 1.
Prairie Village, Kan. Cass County, Mo. Unified Government Clay Counry, Mo. Independence, Mo.

of Wyandotre County/

Kansas City, Kao.

May 30, 2006

Allen Masuda Pete Rahn

Division Administrator Director

Federal Highway Administration Missouri Department of Transportation
3220 W. Edgewood, Suite H, 105 W. Capitol Avenue

Jefferson City MO 65109 Jefferson City, MO 65102

Dear Mr. Masuda and Mr. Rahn:

Thank you for the opportunity to review the Draft Environmental Impact Statement for
the 1-29/1-35/Paseo Crossing Corridor (DEIS). We have had the opportunity to review
this document and have developed our comments and recommendations with input from
members of our transportation and air quality committees and approval from the MARC
Board of Directors. Due to the timing of our Board of Directors meeting, we recognize
that we are submitting our formal comments after the posted close of the DEIS comment
period, however, we have been assured by MoDOT district staff that our comments will
be considered as your agencies draft the final EIS document.

MARC views ourselves as a partner in your agencies’ efforts to improve transportation
connections in this critical corridor in a safe, timely and cost-effective manner. In the
attached document containing our formal comments on the DEIS we identify twelve
recommendations that we believe will substantially improve the DEIS and will improve
your ability to deliver a successful design-build project in this corridor.

We look forward to continuing to work as a partner with your agencies to address these
issues and deliver transportation improvements in this corridor that truly serve the needs
of our local, regional, state and national communities. If you have any questions ahout
MARC’s recommendations on this DEIS, please call me at (816) 474-4240.

Sincerely,
JA

id A. Warm
Executive Director

Copies:
Elizabeth Wright - MoDOT District 4
Lee Ann Kell - MoDOT District 4

PRINTED ON 30% FOST CONSUMEN RECYCLED PAPER

MARC

Mid-America Regional Council
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MARC Comments on the I-29/35 Paseo Bridge Corridor DEIS
Introduction

As the Metropolitan Planning Organization for the Kansas City metropolitan area, the Mid-
America Regional Council recognizes the significance of the full range of transportation needs
within the [-29/35 Paseo Bridge Corridor Draft Environmental Impact Statement (DEIS) corridor.
MARC recognizes the priority of developing and implementing strategies to maintain and
improve the connections between the growing and changing communities on both sides of the
Missouri River. MARC was a partner with MoDOT and KCATA in the development of the
Northland-Downtown Major Investment Study (MIS) in 2002, which created the foundation for
much of the planning and conceptual design contained in the DEIS.

MARC strongly supports MoDOT’s efforts to improve the I-29/35 corridor with a new Paseo
Bridge crossing. MARC advocated this project through MoDOT s statewide Planning
Framework process in 2005, which identified this project as Missouri’s top priority for
Amendment 3 bond funding. The project is included in Transportation Outlook 2030, the Kansas
City region’s long-range transportation plan.

MARC is aware that MoDOT plans to use an accelerated Design/Build process to implement the
new Paseo Bridge crossing. While MARC and its members support MoDOT’s objectives to
rapidly address the transportation needs in this corridor in a creative and cost-effective fashion,
we recognize the tension created by developing this DEIS to environmentally “clear” a general
footprint for this high-profile project while preserving the flexibility to ultimately define the
project details through a new and as-vet undefined project delivery process.

MARC offers these comments to MoDOT and FHWA with the intent of identifying and
clarifying several community concerns about the proposed action in order to proceed with
important improvements to this corridor in a way that allows MoDOT to “provide a world-class
transportation experience that delights our customers and promotes a prosperous Missouri™ and
allows MARC to help “create a region where the quality of life is rising for everyone™.

MARC’s recommendations for the DEIS are summarized here, and are explained in more detail
below. These recommendations are organized by providing substantive comments on the body of
the DEIS document first. then on the commitments offered in the Executive Summary:

MoDOT and FHWA should:

1. Revise the Statement of Purpose and Need in Chapter I of the DEIS to better align the DEIS
with regional goals and objectives and with recent planning in the corridor.

2. Better link the DEIS to the Northland-Downtown MIS to address current transit and
bicycle/pedestrian planning in the corridor,

3. Add “increasing modal choice™ as a goal in Chapter I of the DEIS Statement of Purpose and
Need.

4. Provide more detailed analysis in Chapter I of the DEIS of crash data to support the
recommendations of the DEIS within the regional and statewide “Blueprint for Safer
Roadways™.

5. Provide more thorough analysis in Chapter I of the DEIS of the current and future impacts of
truck traffic within this corridor.

6. Revise Chapter Il to detail how subsequent project design activities will be attentive to
community context in the corridor.

Letter No. 22 Mid-America Regional Council
(page 2 of 7)



V-174

1-29/35

Final Environmental Impact Statement

22A

MARC Comments on the 1-29/35 Paseo Bridge Corridor DEIS

7. Revise Chapter II of the DEIS to address how the regional Congestion Management System
was considered in developing alternatives for this corridor.

8. Revise the preferred alterative to give more consideration to addressing non-motorized
needs across the corridor and across the Missouri River and to give more consideration to
special provisions for transit services in the design of interchanges and intersections in the
corridor.

In addition to these substantive comments on the body of the DEIS, MARC believes that MoDOT

should:

9. Revise commitments 1 and 2 in the Executive Summary regarding community input in
the design/build project.

10. Replace commitment 17 in the Executive Summary regarding bicycle and pedestrian
transportation needs in the corridor.

11. Add a new commitment in the Executive Summary regarding transit accommodations
in the design of roadway improvements.

12. Add a new commitment in the Executive Summary regarding future study of HOV
strategies in the corridor.

Chapter I -- Purpose and Need for Action:

Recommendation #1: MoDOT and FHWA should revise the Statement of Purpose and
Need in Chapter I of the DEIS to better align the DEIS with regional goals and objectives
and with recent planning in the corridor.

MARC is concemed that the Statement of Purpose and Need in Chapter I of the DEIS is
framed so narrowly that it eliminates any non-highway alternatives from advancing in this
study. This is inconsistent with the goals and objectives of the region’s Long-Range
Transportation Plan, the problem statement in the Northland-Downtown MIS which preceded
the DEIS and with language in Chapter II of the DEIS which states that “there is a need for an
improved bicycle and pedestrian crossing of the Missouri River”. MoDOT and FHWA
should review and revise the Statement of Purpose and Need to better align the DEIS with
regional goals and objectives and with recent planning in the corridor.

In the fall of 2005, MARC updated Transportation Outlook 2030, the Kansas City region’s
long-range transportation plan. MoDOT and FHWA should more explicitly relate the DEIS
statement of purpose and need to the policy framework of Transportation Outlook 2030.
Specifically, MoDOT and FHWA should re-evaluate the purpose and need statement and
proposed action as to how they address the following regional goals and policy direction:

o Support a healthy, strong, regional economy
Maximize access to opportunity for all area residents
Support a quality built and natural environment
Promote the safety and well-being of the traveling public
Increase emphasis on maintaining transportation infrastructure
Increase modal choice
Better integrate projects into the community
Better manage roadway capacity

0000000

More detailed information about Transportation Outlook 2030 is available online at:
http://www .marc.org/outlook2030/
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Recommendation #2: MoDOT and FHWA should better link the DEIS to the Northland-
Downtown MIS to address current transit and bicycle/pedestrian planning in the corridor.

The DEIS acknowledges that it originated as a part of the recommendations of the Northland-
Downtown Major Investment Study (MIS). The MIS developed recommendations to address
seven existing or projected transportation-related “problems”™ in the study area that
encompassed the DEIS corridor. These included:
o “Changing Travel Markets — cross river travel destined for locations outside the
Northland-Downtown MIS Study Area.
o Increased Intra-Northland Travel — Short trips using/affecting highway system
o Aging and Outdated Transportation Infrastructure — River bridges, poor pavement,
obsolete design
o Limited Non-Highway Mobility Options — Transit, bicycle, pedestrian.
o Land Use and Development Patterns — Decentralized development patterns,
dependence on the automobile and jurisdictional issues.
o Traffic Congestion — Increasing congestion crossing the Missouri River.
o Inefficient Use of Transportation System — Need for better traffic-flow management.”

One of the key components of the Northland-Downtown MIS was the development of a fixed
guideway transit system within the MIS study area. A key element of this system involved
the planned construction of a dedicated transit bridge over the Missouri River, which was also
envisioned to include accommodations for non-motorized transportation across the river.

This element is no longer envisioned in the region’s long-range transportation plan or as a
component of the Smart Moves transit plan. MoDOT and FHWA should assess the impact of
this significant change to the preferred strategy for the Northland-Downtown MIS study area

on transit and non-motorized transportation needs in the DEIS study area.

Recommendation #3: MoDOT and FHWA should add “increasing modal choice” as a goal
in Chapter I of the DEIS Statement of Purpose and Need.

The DEIS Purpose and Need for Action addresses many issues identified in the LRTP and
MIS goals and objectives but does not include any consideration for improving non-highway
mobility options as a discrete goal or objective of the project. Therefore, the DEIS purpose
and need is framed to favor a single-mode, highway solution for the DEIS and does not
include increasing modal choice as a goal for the recommended action. This is a significant
omission and should be addressed in the final EIS. In particular, MoDOT and FHWA should
include and address the need to reduce barriers to non-motorized transportation both across
the 1-29/1-35/1-70 corridor itself, and across the Missouri River within the study limits as an
explicit goal of this study.

Recommendation #4: MoDOT and FHWA should provide more detailed analysis in
Chapter I of the DEIS of crash data to support the recommendations of the DEIS within the
context of the regional and statewide “Blueprint for Safer Roadways”.

While the DEIS analysis shows higher than average crash rates in the corridor, it does not
provide any information about contributing factors that might be mitigated through the
proposed engineering solutions. The DEIS should discuss the role that other education.
enforcement and emergency response strategies will play—along with engineering strategies-
-in addressing the safety needs of this corridor.
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Recommendation #5: MoDOT and FHWA should provide more thorough analysis in
Chapter I of the DEIS of the current and future impacts of truck traffic within this
corridor.

The DEIS analysis assumes that trucks will remain 10% of total ADT in this corridor,
however no basis is given for this assumption. It may be reasonable to assume that truck
ADT will grow at a different rate than passenger ADT. If truck ADT growth is significantly
higher than the DEIS estimates. what implications will that have for the evaluated
alternatives?

Chapter II -- Alternatives:

Recommendation #6: MoDOT and FHWA should revise Chapter II to detail how
subsequent project design activities will be attentive to community context in the corridor.

The DEIS describes anticipated or planned changes in land use on the south side of the
Missouri River within the study area, and describes in general terms the trend toward
increased residential and commercial development north of the river. The DEIS does not
address the potential for significant redevelopment of industrial land north of the river, which
seems likely given similar redevelopment activity south of the river in the River Market,
CBD and Crossroads neighborhoods and given recent national trends toward redevelopment
of urban industrial land. MoDOT and FHWA should account for this potential
redevelopment in the DEIS purpose and need statement. By doing so, this may elevate the
need to reduce barriers to transit and non-motorized transportation throughout the study
corridor.

Recommendation #7: MoDOT and FHWA should revise Chapter 11 of the DEIS to address
how the regional Congestion Management System was considered in developing alternatives
for this corridor.

As part of the Kansas City metropolitan planning process, MARC has adopted a policy on the
Congestion Management System (CMS) required by federal transportation planning statutes
and regulations. MoDOT and FHWA should revise Chapter I1 of the DEIS to address how
the “CMS Toolbox™ strategies were considered in the development of alternatives for this
corridor. More information on the MARC CMS is available online at:
http://www.marc.org/transportation/congestionmanagementsystem.htm

Recommendation #8: MoDOT and FHWA should revise the preferred alternative to give
more consideration to addressing multi-modal needs in the corridor.

The highway element of the preferred alternative is generally consistent with assumptions in
the highway element of MARC’s long-range transportation plan, however, the single-mode
focus of the DEIS is not consistent with the overall policy framework of the LRTP.
Additional consideration should be given to addressing:
o Non-motorized transportation needs across the Missouri River and across the
interstate highway corridor;
o Special provisions for transit services and vehicles in the design of interchanges and
intersections in this corridor. particularly in and around the downtown loop:
o Special provisions for trucks in the design of interchanges and auxiliary lanes in this
corridor.
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MARC Comments on the 1-29/35 Paseo Bridge Corridor DEIS

Executive Summary -- MoDOT “Commitments”:

MARC applauds MoDOT for summarizing its commitments in the DEIS in the document’s
Executive Summary. MARC is aware that MoDOT does not use the term “commitment™ lightly
and we are also aware that including such a list is not a requirement of the federal process
governing the DEIS.

MARC supports MoDOT’s overall objective of addressing transportation needs in this corridor in
a timely and cost-effective manner. However, MARC is concemed that the new design/build
process proposed for elements of the preferred altemative does not currently provide clear ways
for meaningful community input to affect decisions regarding the scope of the design/build
project. MARC encourages MoDOT to collaborate with MARC and our member local
governments to establish a meaningful community engagement process that maximizes
MoDOT’s chance to provide a quality project within budget and on schedule that the community
can embrace.

MARC believes that this section of the document, with some refinements and additions, may be
particularly helpful in addressing community concems that “bridge” the DEIS and Design/Build
processes and MARC s concerns with the project Statement of Purpose and Need.

Recommendation #9: MoDOT should revise commitments 1 and 2 in the Executive
Summary regarding community input in the design/build project as follows:

MoDOT will continue to work with stakeholders, the general public, organizations
and appropriate agencies to ensure community objectives are met through the design-
build process. MoDOT, in conjunction with MARC and other community partners,
will utilize a series of inclusive, community charettes to capture and articulate
community expectations and objectives for the project such that they can be included
in the RFP for design-build services. Project elements to be discussed in the
community charettes will include, but not be limited to, community cohesion,
connectivity and access; multimodal transportation; system performance and
operations; and aesthetics and design considerations.

Recommendation #10: MoDOT should replace commitment 17 in the Executive Summary
regarding bicycle and pedestrian transportation needs in the corridor as follows:

MoDOT, in partnership with MARC and appropriate local governments, will conduct
a planning process to resolve questions of bicycle/pedestrian accommodation in the
corridor. The planning process will include a technical and policy evaluation of
potential bicycle and pedestrian connections across the Missouri River within the
DEIS study area, and lead to a community decision regarding the appropriate
accommodation(s) across the river as described in MARC’s “Policy on Bicycle and
Pedestrian Accommodations on Missouri and Kansas River Bridges (Adopted by the
MARC Board on April 25, 2006)”. MoDOT will attempt to resolve as many
questions of bicycle/pedestrian accommodation as possible prior to initiating the
design/build process.

Recommendation #11: MoDOT should add a new commitment in the executive summary
regarding transit accommodations in the design of roadway improvements.
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MARC Comments on the 1-29/35 Paseo Bridge Corridor DEIS

MoDOT will work with the Kansas City Area Transportation Authority, MARC, and
other appropriate agencies to analyze current and planned transit services in the DEIS
study area to identify opportunities to enhance transit service/transit operations in the
corridor. MoDOT will attempt to complete as much of this analysis as possible prior
to initiating the design/build process.

Recommendation #12: MoDOT should add a new commitment in the Executive Summary
regarding future study of HOV strategies in the corridor

Prior to any future decision to expand the 1-29/1-35 corridor beyond 6 lanes, MoDOT will
work with MARC, the Kansas City Area Transportation Authority, and other appropriate
agencies and local governments to analyze a broad range of options. These options should
include, but not be limited to, High Occupancy Vehicle lanes or other strategies that would
facilitate the movement of people, goods and vehicles through the corridor.

Summary

Based on these substantive comments and recommendations, MARC anticipates that the final EIS
document will be substantially different than the DEIS. MARC encourages MoDOT and FHWA
to take the time necessary to address these important community concems and incorporate these
recommendations into the final EIS document.

Once again, MARC supports the efforts of MoDOT and FHWA to address critical transportation
needs in this corridor. MARC offers these recommendations in order to support the planning and
development of creative and cost-effective projects that address statewide, regional and local
community needs. MARC and our member local governments look forward to our continued
partnership with MoDOT and FHWA to advance our common objectives to improve this corridor
and better connect our region together and to the world.

Letter No. 22 Mid-America Regional Council
(page 7 of 7)



CHAPTER V Comments and Coordination

V-179

23A

23B

Response to Draft EIS 1-29/1-35 Summary — Kansas City,
Missouri Board of Parks and Recreation Commissioners

1. Effectiveness in Accomplishing Purpose and Need Objectives
e Improve Access to Kansas City CDB and Other Major Activity Centers

Response: The proposed concepts carried forward as shown on Table S-1 of the
summary exclude Bicycle and Pedestrian systems. In an economic environment where
alternative transportation is increasingly necessary, the exclusion of incorporating
bicycle and pedesirian crossings on the proposed bridge is short sighted at best. Two
recreational areas exist immediately to the east and west of the south landing in Berkeley
Park (Regional) and Riverfront Park. In addition the Paseo connection is a significant
cultural and historic activity center that has not been fully addressed in the EIS.
Opportunities to enhance the cultural historic and economic value of this activity center
have not been addressed. Additional traffic can be assumed to occur on the Paseo when
these improvements occur. Significant intersection and boulevard improvements are
likely to be needed, thus imposing on the local Park Board and City economic costs.

The Board of Park and Recreation commissioners has engaged an engineering firm to
provide concepts that include the widening of the boulevard and the improvement of the
traffic management. A temporary intersection improvement is under construction at
Independence and the Paseo. Although we were told by both MoDot staff and HNTB that
the EIS did not include the Paseo and Independence intersection, it is shown on the EIS
summary map in the CBD North Loop Sub corridor, but not addressed. We feel strongly
that the intersection should be included in the study.

2 Social, Economic and Environmental Considerations
C. Environmental Factors

Parkland “None of the reasonable alternatives would have impacts to parklands
or recreational areas.”

Response: [t is clear from the misidentification of parkland in the summary; Figure
S-4 Major Activity Centers that parkland and the access to it is not addressed in the
draft study. Berkeley Park is misidentified as Riverfront Park, while Riverfront Park
which is directly east of the casino is not identified at all. Pedestrian and bicycle
access o these areas is key o their use by citizens. The lack of provisions for
pedestrian or bicycle use will diminish their value and use. In addition the Paseo is
park property and is eligible for designation on the National Register of Historic
Places. The fact that the bridge connection will impact this park property is cause
enough that the intersection of Paseo and Independence should be addressed.

Letter No. 23 Kansas City, Missouri
Board of Parks and Recreation Commissioners
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2. RESPONSES TO AGENCY AND ORGANIZATION COMMENTS

Comment codes are used in this section to reference the specific agency and/or organization
letters to which the responses correspond.

COMMENT CODE: 1

SOURCE: U.S. Coast Guard
RESPONSE: Comment noted.
APPLICABLE REFERENCE: None.

COMMENT CODE: 2
SOURCE: Federal Aviation Administration

RESPONSE: Comment noted. Airspace requirements will be considered during the design
phase of the project.

APPLICABLE REFERENCE: None.

COMMENT CODE: 3
SOURCE: Federal Transit Administration

RESPONSE: Comment noted. The public will continue to have an opportunity to provide input
throughout the remainder of the NEPA process and during the design phase of the project.

APPLICABLE REFERENCE: None.

COMMENT CODE: 4
SOURCE: U.S. Environmental Protection Agency

RESPONSE: Comment noted. There will be continued opportunity for input throughout the
remainder of the environmental process and into the design-build portion of the project.

APPLICABLE REFERENCE: None.

COMMENT CODE: 5A
SOURCE: North Kansas City Business Council

RESPONSE: MoDOT is aware of the concerns from the City of North Kansas City and the
surrounding businesses about access at M-210/Armour Road. MoDOT is committed to
continuing discussions with the City of North Kansas City on access management issues
through the design-build process, including discussions related to municipal agreements.

APPLICABLE REFERENCE: Summary of the FEIS.
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COMMENT CODE: 5B
SOURCE: North Kansas City Business Council

RESPONSE: The 16™ Avenue interchange is not proposed to be expanded to a full
interchange because of the short distances between this interchange and the interchange with
M-210/Armour Road. The section of 1-29/35 between 16" Avenue and M-210 has a crash rate
which is higher than the statewide average for similar facilities (Table I-3 in the DEIS). Making
this a full interchange would create a difficult weave between merging and diverging traffic at
these interchanges which would be expected to worsen traffic safety. This would go against the
goals of the purpose and need which include addressing traffic safety and operations.

APPLICABLE REFERENCE: Chapter Il, H, 1 of the DEIS and FEIS.

COMMENT CODE: 5C
SOURCE: North Kansas City Business Council

RESPONSE: Through discussions with stakeholders and through public comments, it was
determined to be desirable to maintain access at both Bedford and Levee Road. Braided ramps
are shown in the conceptual designs. Braided ramps were considered in order to eliminate a
traffic weave at a location where the crash rate exceeds the statewide average for similar
facilities (Table 1-3 in the DEIS). However, the space required for the braided ramps requires
the removal of Macon Street at this location. Access to the properties adjacent to Macon Street
would be provided by the network of local streets serving this area. The public will continue to
have the opportunity to provide input on the project design when further details related to design
will be available.

APPLICABLE REFERENCE: Chapter Il, H, 2 and Appendix C of the DEIS and FEIS.

COMMENT CODE: 5D
SOURCE: North Kansas City Business Council

RESPONSE: MoDOT is committed to continuing discussions with the public and key
stakeholders regarding community priorities, which includes input regarding closures during
construction. A maintenance of traffic plan will be developed for the construction phase of the
project. The EIS has identified the possibility that the Paseo Bridge or other portions of the
corridor could be closed during all or part of the construction period subject to the details that
will be worked out during the design-build process. Public involvement and opportunity for input
will continue when more information related to the design is available. MoDOT will coordinate
with area businesses regarding access issues, via direct communication throughout the
construction period.

APPLICABLE REFERENCE: Summary of the DEIS and FEIS.

COMMENT CODE: 5E
SOURCE: North Kansas City Business Council

RESPONSE: The concerns that were heard regarding Alternative B in the CBD were related to
business and neighborhood impacts and access to North Kansas City. Based on the concerns
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voiced by this group and others, including the City of North Kansas City and Columbus Park
residents, MoDOT has re-examined the Preferred Alternative in the CBD North Loop
Subcorridor. Because of these concerns and the additional costs associated with Alternative B,
the Preferred Alternative for the CBD North Loop Subcorridor is now Alternative A.

APPLICABLE REFERENCE: Chapter Il of the FEIS.

COMMENT CODE: 6A
SOURCE: City of North Kansas City, Missouri

RESPONSE: The interchanges shown in the DEIS are illustrative concepts used to develop a
project footprint and estimate impacts. Specific interchange designs will be developed during
the design-build process. MoDOT is committed to continuing coordination regarding access
issues with North Kansas City. The public will also continue to be afforded opportunities to
provide input on priorities and local concerns throughout the remainder of the NEPA process
and the design-build portion of this project. The City of North Kansas City provided a concept
showing a different alternative at the M-210/Armour interchange and it will be made available to
the design-build team for consideration during the detailed design phase of this project. MoDOT
appreciates the city’s efforts in continuing to work cooperatively to examine interchange
concepts at these important interchanges.

A separate traffic analysis was provided by the City of North Kansas City in support of
interchange concepts they have developed. MoDOT has concerns about a number of analysis
assumptions made and will work with the City to refine input assumptions in order to assess the
viability of their proposed concepts.

APPLICABLE REFERENCE: None.

COMMENT CODE: 6B
SOURCE: City of North Kansas City, Missouri

RESPONSE: The 16™ Avenue interchange is not proposed to be expanded to a full
interchange because of the short distances between this interchange and the interchange with
M-210/Armour Road. The section of 1-29/35 between 16" Avenue and M-210 has a crash rate
which is higher than the statewide average for similar facilities (Table I-3 in the DEIS). Making
this a full interchange would create a difficult weave between merging and diverging traffic at
these interchanges which would be expected to worsen traffic safety. This would go against the
goals of the purpose and need which include improving traffic safety and operations.

APPLICABLE REFERENCE: Chapter Il, H, 1 of the DEIS and FEIS.

COMMENT CODE: 6C
SOURCE: City of North Kansas City, Missouri

RESPONSE: Through discussions with stakeholders and through public comments, it was
determined to be desirable to maintain access at both Bedford and Levee Road. Braided ramps
are shown in the conceptual designs. Braided ramps were considered in order to eliminate a
traffic weave at a location where the crash rate exceeds the statewide average for similar
facilities (Table 1-3 in the DEIS). However, the space required for the braided ramps requires
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the removal of Macon Street at this location. Access to the properties adjacent to Macon Street
would be provided by the network of local streets serving this area. The public will continue to
have the opportunity to provide input on the project design.

APPLICABLE REFERENCE: Chapter Il, H, 2 of the DEIS and FEIS.

COMMENT CODE: 6D
SOURCE: City of North Kansas City, Missouri

RESPONSE: The concerns that were heard regarding Alternative B in the CBD were related to
business and neighborhood impacts and access to North Kansas City. Based on the concerns
voiced by this group and others, including the North Kansas City Business Council and
Columbus Park residents, MoDOT has re-examined the Preferred Alternative in the CBD North
Loop Subcorridor. Because of these concerns and the additional costs associated with
Alternative B, the Preferred Alternative for the CBD North Loop Subcorridor is now Alternative
A.

APPLICABLE REFERENCE: Chapter Il, H, 3 of the FEIS.

COMMENT CODE: 6E
SOURCE: City of North Kansas City, Missouri

RESPONSE: As a result of the comments received on the DEIS, MoDOT, in partnership with
MARC, conducted a study to identify and evaluate potential bicycle/pedestrian facilities across
the Missouri River in the downtown Kansas City area. Representatives from Kansas City, North
Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on the study team.
The study included conceptual designs that were of sufficient detail to facilitate discussions and
decisions regarding reasonable alternatives for potential facilities. The analysis included
federal, state, local and regional policies applicable to bicycle/pedestrian accommodations.
MoDOT worked with MARC and the community to select one reasonable alternative that is the
priority for the region to be included for construction in the 2008-2012 STIP. The selected
alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward.

APPLICABLE REFERENCE: Chapter ll, J. 4. d of the FEIS.

COMMENT CODE: 6F

SOURCE: City of North Kansas City, Missouri
RESPONSE: Comment noted.
APPLICABLE REFERENCE: None.
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COMMENT CODE: 7

SOURCE: Clay County Economic Development Council
RESPONSE: Comment noted.

APPLICABLE REFERENCE: None.

COMMENT CODE: 8A
SOURCE: Kansas City Area Transportation Authority (KCATA)

RESPONSE: The Purpose and Need was originally developed in support of the regional goals
and objectives of Transportation Outlook 2030 and the Northland~Downtown MIS as well as
KCMO’s “Focus” Plan.

The goals and objectives addressed in the Northland~Downtown MIS were; System
Preservation, Personal Mobility and Quality of Life, Safety, Land Use and Development,
Regional Economy, System Management and Efficiency and Cost Effectiveness. It is important
to note that the Downtown Northland MIS studied all three river crossings to the CBD and the
“Preferred Strategy” in that report concluded that the 1-29/-35 (Paseo Crossing) is where
additional highway capacity needs to be added. The transit and non-motorized strategies were
identified in the MIS on other existing or proposed bridges to the CBD.

The Purpose and Need for the Paseo EIS was also developed in coordination with regional
stakeholders, resource and regulatory agencies, as well the general public through an extensive
public involvement process. The overview of the Purpose and Need, in Chapter I, outlines six
items deemed as the critical project needs for this project, all of which helped to frame the
alternatives development and evaluation process. The Purpose and Need has been revised to
reflect consideration of non-vehicle travel modes. The Purpose and Need of the project is to
efficiently and safely move people, goods and service from north to south of the river in the
[-35/1-29 corridor.”

The Initial Concepts included a High Capacity Transit Concept and a Bicycle and Pedestrian
Concept. These concepts fell out as stand-alone concepts as they did not by themselves, fully
address the Purpose and Need of the project. However they are described as supportive
elements to the Preferred Alternatives.

As a result of the comments received on the DEIS, MoDOT, in partnership with MARC,
conducted a study to identify and evaluate potential bicycle/pedestrian facilities across the
Missouri River in the downtown Kansas City area. Representatives from Kansas City, North
Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on the study team.
The study included conceptual designs that were of sufficient detail to facilitate discussions and
decisions regarding reasonable alternatives for potential facilities. The analysis included
federal, state, local and regional policies applicable to bicycle/pedestrian accommodations.
Funding for this improvement may come from one or a combination of available funding
sources. This commitment can be met through the use of existing or future MoDOT district
distributed funds for Major Projects and Emerging Needs, funds allocated to the MARC region,
and/or other public or private funds. MoDOT worked with MARC and the community to select
one reasonable alternative that is the priority for the region to be included for construction in the
2008-2012 STIP. The selected alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
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and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.

Crossings of the [-29/35 interstate corridor will be considered in the detail design of the
interchanges in the corridor. These commitments are being made in an effort to continue to
look for opportunities to increase modal choice.

APPLICABLE REFERENCE: Chapter 1, B. MIS Preferred Strategy Report, Problem Definition,
Section 4.0 Transportation Goals and Objectives, Preferred Strategy Section 1.0, page 1,
Section 4.0, page 2.

COMMENT CODE: 8B
SOURCE: KCATA

RESPONSE: MoDOT is committing to continue working with the KCATA to explore
transit-supportive design treatments as part of the design process. Elements that would be
included are related to community cohesion, connectivity and access; multimodal transportation;
system performance and operations; and design and aesthetics considerations.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 8C
SOURCE: KCATA

RESPONSE: MoDOT is committing to further public and agency involvement on elements of
the project which include design and aesthetics considerations. Supplemental transit services
will be considered as part of a maintenance of traffic plan that will be developed during part of
the design-build process. At this time it is considered premature to determine the level of transit
service that will be needed. Additionally, existing and future transit service will be taken into
account in the design of any bicycle and pedestrian crossing of the Missouri River so that the
two do not conflict.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 8D
SOURCE: KCATA

RESPONSE: Chapter | of this document has been written to reflect the concern expressed in
this comment. It describes how the Preferred Alternative will support the movement of people
and goods using multiple modes of travel. MoDOT has committed to work with MARC and
KCATA along with others to analyze transit services and look for opportunities to enhance
transit within the 1-29/35 corridor separate from this NEPA process. These commitments reflect
an effort to look at multi-modal and access needs for the community.

APPLICABLE REFERENCE: Summary and Chapter | of the FEIS.
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COMMENT CODE: 8E
SOURCE: KCATA

RESPONSE: MoDOT is committing to continue working with the KCATA now and in the future
to explore transit-supportive design treatments as part of the design process.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 8F
SOURCE: KCATA

RESPONSE: Chapter | of this document has been written to reflect the concern expressed in
this comment. The evaluation process has been modified to reflect the suggested comment.
Initial concepts that were less effective in meeting the purpose and need were not carried
forward as primary stand-alone concepts. Elements from transit and bicycle options are
included and indicated as supportive components of the Preferred Alternative. MoDOT is
committed to continued coordination with MARC, KCATA and others to look for opportunities to
support enhancements of transit in the study area.

APPLICABLE REFERENCE: Chapter | of the FEIS.

COMMENT CODE: 8G
SOURCE: KCATA

RESPONSE: MoDOT is committing to further public and agency involvement on elements of
the project which include design and aesthetics considerations. One of the goals of the
design-build process is to build a noteworthy bridge. MoDOT is working with a community
advisory group to get input on the priorities and concerns of the community. MoDOT is
committed to including the Community Advisory Group in making the decision regarding the
bridge type. Further public involvement on the specifics of the bridge type and design will occur
following the NEPA process, during the design-build procurement process so that the public can
provide input on what they see as the community’s priorities and again once the contractor has
been selected and design details are available for sharing with the public.

APPLICABLE REFERENCE: None.

COMMENT CODE: 8H
SOURCE: KCATA

RESPONSE: Acknowledgement of the success of the partnership between MoDOT and
KCATA is appreciated. Supplemental transit services will be considered as part of a
maintenance of traffic plan that will be developed during part of the design-build process. At this
time it is considered premature to determine the level of transit service that will be needed.
MoDOT financially supported additional transit service during the time when the Paseo Bridge
was being rehabilitated in 2005. Decisions related to financial support for a similar approach
during construction of a new bridge will be discussed with the KCATA.

APPLICABLE REFERENCE: None.
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COMMENT CODE: 8|
SOURCE: KCATA

RESPONSE: The Smart Moves plan is discussed in Chapter | of the DEIS. The transit routes
within the study corridor are listed there. Freeway Flier (express bus) service is identified in
SMART Moves to operate on 1-29/35 in the future. Existing routes and potential future Freeway
Flier service are expected to receive operational benefits associated with service less impacted
by traffic congestion as a result of the Preferred Alternative. The change in Preferred
Alternative from CBD North Loop Alterative B to CBD North Loop Alternative A will result in no
change to the Heart of America Bridge corridor and will not impact transit operations at this
location. The Preferred Alternative does not affect plans for the BRT route since it uses the
Heart of America Bridge. The Preferred Alternative does not impact the potential for commuter
rail at the Rivermarket.

APPLICABLE REFERENCE: Chapter | and Il of the FEIS.

COMMENT CODE: 8J
SOURCE: KCATA

RESPONSE: The concerns that were heard regarding Alternative B in the CBD were related to
business and neighborhood impacts and access to North Kansas City. Based on the concerns
voiced by this group and others, including the City of North Kansas City, MoDOT has
re-examined the Preferred Alternative in the CBD North Loop Subcorridor. Because of these
concerns and the additional costs associated with Alternative B, the Preferred Alternative for the
CBD North Loop Subcorridor is now Alternative A.

APPLICABLE REFERENCE: Chapter Ill of the FEIS.

COMMENT CODE: 8K
SOURCE: KCATA

RESPONSE: Sidewalks that currently exist will be replaced. Other pedestrian access will be
considered during design. MoDOT is committed to getting input from the community related to
their interests and concerns related, but not limited to, community cohesion, connectivity and
access; multimodal transportation; system performance and operations; and design and
aesthetic considerations.

APPLICABLE REFERENCE: None.

COMMENT CODE: 9A
SOURCE: Missouri Department of Natural Resources (MDNR)

RESPONSE: The geology information contained in the DEIS was written with emphasis on the
river crossing. This information has been confirmed by recent borings but could be further
refined. A full scale geotechnical investigation will be performed in association with the design
of the Missouri River bridge.

APPLICABLE REFERENCE: Chapter Ill, B, 3 of the DEIS.
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COMMENT CODE: 9B
SOURCE: MDNR

RESPONSE: Table IlI-5 has been updated to include the information regarding Land and
Water Conservation Funds (LWCF) receipt by River Bluff Park in March 1973. However, as of a
search done by county on June 15, 2006, Belvidere Playground did not appear on the list of
LWCEF recipients. A Belvidere Park located in the city of Grandview received LWCF in 1983,
and although both are located in Jackson County, Belvidere Playground is located in the city of
Kansas City, Missouri.

APPLICABLE REFERENCE: Chapter Il of the FEIS.

COMMENT CODE: 9C
SOURCE: MDNR

RESPONSE: Best Management Practices will be in place and applied during construction of
the project.

APPLICABLE REFERENCE: None.

COMMENT CODE: 10
SOURCE: Office of the Mayor, Kansas City, Missouri

RESPONSE: FHWA and MoDOT are committed to involving the public in successfully
developing and delivering the project as we move through the design-build process. Prior to
awarding the design-build contract, public involvement activities will include a project Web site,
newsletters and communications with adjacent property owners, MoDOT also will work advisory
group of community representatives, appointed by elected and civic leaders. This group will help
the project team identify and capture public priorities for various aspects of the project. These
ideas will be summarized and broadly shared with members of the project team, prospective
contractors and the public. MoDOT is committed to including the Community Advisory Group in
making the decision regarding the bridge type. In addition, MoDOT will hold a public meeting
prior to awarding the design-build contract to capture and document the public’s priorities for the
project. MoDOT also will seek out public events where project information and team members
can be made available.

Once a contractor is selected, MoDOT will hold a second public meeting where the selected
contractor would be available to answer questions, share their design, and get input from the
public on that design. Outreach through the project's Web site and newsletter, as well as
outreach to impacted property owners will continue after awarding the design-build contract.
Finally, MoDOT will work with the selected contractor to develop and implement plans to inform
the public of property impacts, including traffic management plans.

APPLICABLE REFERENCE: None.
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COMMENT CODE: 11A

SOURCE: Columbus Park Community Council

RESPONSE: A disclosure statement has been added to Chapter VII of this document.
APPLICABLE REFERENCE: Chapter VIl of the FEIS.

COMMENT CODE: 11B
SOURCE: Columbus Park Community Council

RESPONSE: We have written the Final EIS with new text and some revised graphics to
address this concern, and make the document and its analysis more understandable to all
readers.

APPLICABLE REFERENCE: None.

COMMENT CODE: 11C
SOURCE: Columbus Park Community Council

RESPONSE: The Purpose and Need was originally developed in support of the regional goals
and objectives of Transportation Outlook 2030 and the Northland~Downtown MIS as well as
KCMO’s “Focus” Plan.

The goals and objectives addressed in the Northland~Downtown MIS were; System
Preservation, Personal Mobility and Quality of Life, Safety, Land Use and Development,
Regional Economy, System Management and Efficiency and Cost Effectiveness. It is important
to note that the Downtown Northland MIS studied all three river crossings to the CBD and the
“Preferred Strategy” in that report concluded that the 1-29/I-35 (Paseo Crossing) is where
additional highway capacity needs to be added. The transit and non-motorized strategies were
identified in the MIS on other existing or proposed bridges to the CBD.

The Purpose and Need for the Paseo EIS was also developed in coordination with regional
stakeholders, resource and regulatory agencies, as well the general public through an extensive
public involvement process. The overview of the Purpose and Need, in Chapter |, outlines six
items deemed as the critical project needs for this project, all of which helped to frame the
alternatives development and evaluation process. The Purpose and Need has been revised to
reflect consideration of non-vehicle travel modes. The Purpose and Need of the project is to
efficiently and safely move people, goods and service from north to south of the river in the
[-35/1-29 corridor.”

The Initial Concepts included a High Capacity Transit Concept and a Bicycle and Pedestrian
Concept. These concepts fell out as stand-alone concepts as they did not by themselves, fully
address the Purpose and Need of the project. However they are described as supportive
elements to the Preferred Alternative. As such, MoDOT has committed to work with MARC and
KCATA along with others to analyze transit services and look for opportunities to support the
KCATA to enhance transit in the study area.

MoDOT is committed to letting for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10" Avenue in North Kansas City
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and 3" Street in Kansas City via the Heart of America Bridge by 2012. Since the study area in
this NEPA document does not include Missouri Route 9 north across the Missouri River, the
appropriate environmental documentation and clearances will be completed as the
bicycle/pedestrian project moves forward. MoDOT will continue to work with MARC and the
community on an appropriate design for the improvements to the Heart of America corridor.

Crossings of the [-29/35 interstate corridor will be considered in the detail design of the
interchanges in the corridor. These commitments are being made in an effort to continue to
look for opportunities to increase modal choice.

APPLICABLE REFERENCE: Chapter | of the FEIS.

COMMENT CODE: 11D
SOURCE: Columbus Park Community Council

RESPONSE: It is simply noted that I-35 has been defined as part of the NAFTA trade corridor
but this is not the focus of this project. The Purpose and Need describes the need to replace
deteriorating infrastructure and address safety, capacity and access for this portion of |-35.

APPLICABLE REFERENCE: Chapter |, A, 2 of the DEIS.

COMMENT CODE: 11E
SOURCE: Columbus Park Community Council

RESPONSE: During the course of the 1-29/35 Corridor Study, there has been a concerted effort
made to minimize residential displacements so that no residential properties are being taken in
full and to minimize other impacts to the adjacent communities and neighborhoods. Public
involvement and demographic analysis contributed to identifying and avoiding disproportionate
impacts. Vehicular access to neighborhoods has been preserved and an effort made to
maintain those routes which are used by public transit.

The build alternatives would replace an existing infrastructure and would not provide any
substantial new access. The existing economic and social opportunities would remain or would
be enhanced. The |-29/35 Paseo Bridge Project Area has been developed within a built
environment where urban land uses, including residential, commercial and industrial areas have
existed since the late 1800s. Direct impacts of the Preferred Alternative have been documented
in other sections of this EIS. It is anticipated that there will be no cumulative impacts to natural
resources present. Cumulative impacts or effects on people and the built environment could
include actions by other agencies within the project area such as the North Kansas City
redevelopment project at M-210, 16™ Avenue Development, Lewis and Clark Expressway,
proposed Port Authority riverfront redevelopment, Paseo Boulevard, and the
arena/Entertainment District/Bartle Hall/Performing Arts. These are development projects that
are independent of the proposed action. These projects would be further supported by
improved vehicular access to-and-from north Kansas City, traffic and pedestrian safety from the
proposed action. The cumulative effect of the actions of other agencies, in relation to the
above-named projects, may result in a more vital area, economically and socially within the
Kansas City region. However, the reconstruction of the 1-29/35 corridor will not introduce
additional cumulative impacts.

Secondary impacts of the build alternatives are expected to be minimal. It is anticipated that the




CHAPTER V - Comments and Coordination V-191

maintenance or increased accessibility to the CBD over time would help sustain the current
level of employment or possibly support a small growth in employment and re-development of
the CBD as an entertainment center.

APPLICABLE REFERENCE: Chapter IV, Sections C and U of the DEIS.

COMMENT CODE: 11F
SOURCE: Columbus Park Community Council

RESPONSE: Comment noted. The intent is to make the environmental document readable
and be able to be understood by the general public while following guidelines for including the
necessary information in the document.

APPLICABLE REFERENCE: None.

COMMENT CODE: 11G
SOURCE: Columbus Park Community Council

RESPONSE: The gathering of information about the affected environment describes the
baseline conditions of the study area. To begin gathering baseline information a study corridor
was identified to serve as the limits of the study area. The study corridor was used to identify
potential constraints and issues of concern. As Initial Concepts were defined for the project, the
focus of analysis narrowed. The study team looked at what was referred to as the Initial Area of
Investigation to assess impacts associated with each concept as they evolved into alternatives.
In this chapter, the Initial Area of Investigation is the largest footprint of a combination of the
alternatives examined in Chapter Il. These are shown geographically on exhibits in Chapter Il
of the DEIS. The Initial Area of Investigation used within this chapter provides the baseline for
determining the impacts associated with the project alternatives. The direct and indirect impacts
associated with each of the project alternatives are discussed in detail in Chapter IV of the DEIS
and are summarized in Chapter IV of this document.

The IAl was not gerrymandered to avoid discussing environmental consequences. Each
resource is analyzed appropriately and comprehensively but the area of analysis can vary
depending on the type of resource.

APPLICABLE REFERENCE: Exhibit Ill-1 and Chapter IV of the DEIS.

COMMENT CODE: 11H
SOURCE: Columbus Park Community Council

RESPONSE: The analysis is not limited to only the “physical footprint.” Each resource is
analyzed appropriately and comprehensively but the area of analysis can vary depending on the
type of resource.

The gathering of information about the affected environment describes the baseline conditions
of the study area. To begin gathering baseline information a study corridor was identified to
serve as the limits of the study area. The study corridor was used to identify potential
constraints and issues of concern. As Initial Concepts were defined for the project, the focus of
analysis narrowed. The study team looked at what was referred to as the Initial Area of
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Investigation to assess impacts associated with each concept as they evolved into alternatives.
In this chapter, the Initial Area of Investigation is the largest footprint of a combination of the
alternatives examined in Chapter Il. These are shown geographically on exhibits in Chapter I
of the DEIS. The Initial Area of Investigation used within this chapter provides the baseline for
determining the impacts associated with the project alternatives. The direct and indirect impacts
associated with each of the project alternatives are discussed in detail in Chapter IV of the DEIS
and are summarized in Chapter IV of this document.

APPLICABLE REFERENCE: Chapter IV of the DEIS.

COMMENT CODE: 11I

SOURCE: Columbus Park Community Council
RESPONSE: See response 11H.

APPLICABLE REFERENCE: Chapter IV of the DEIS.

COMMENT CODE: 11J
SOURCE: Columbus Park Community Council

RESPONSE: Chapter | of this document has been written to reflect the concern expressed in
this comment. The evaluation process has been modified to reflect the comment’s suggestion.
Initial concepts that were less effective in meeting the purpose and need were not carried
forward as primary stand-alone concepts. Elements from transit and bicycle options are
included and indicated as supportive components of the Preferred Alternative. MoDOT is
committed to continued coordination with MARC, KCATA and others to look for opportunities to
support enhancements of transit in the study area.

As a result of the comments received on the DEIS, MoDOT, in partnership with MARC,
conducted a study to identify and evaluate potential bicycle/pedestrian facilities across the
Missouri River in the downtown Kansas City area. Representatives from Kansas City, North
Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on the study team.
The study included conceptual designs that were of sufficient detail to facilitate discussions and
decisions regarding reasonable alternatives for potential facilities. The analysis included
federal, state, local and regional policies applicable to bicycle/pedestrian accommodations.

Funding for this improvement may come from one or a combination of available funding
sources. This commitment can be met through the use of existing or future MoDOT district
distributed funds for Major Projects and Emerging Needs, funds allocated to the MARC region,
and/or other public or private funds. MoDOT worked with MARC and the community to select
one reasonable alternative that is the priority for the region to be included for construction in the
2008-2012 STIP. The selected alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.
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APPLICABLE REFERENCE: Summary and Chapter Il of the FEIS.

COMMENT CODE: 11K
SOURCE: Columbus Park Community Council

RESPONSE: The Interstate System, in addition to defense purposes, is for the safe and
efficient movement of goods, services and the traveling public. Any restrictions to such use
would have to be approved by the Federal Highway Administration. Neither the authority nor
the ability to enforce the redirection of traffic traveling through the Kansas City Metropolitan
area, or non-CBD oriented local traffic on an interstate highway currently exists. A proposal has
to be submitted to and approved by the appropriate FHWA Division Office. Possible signage
indicating routes which could be used for traffic traveling through the metropolitan area could be
provided and may be considered by MoDOT.

Impacts to the existing downtown business loop and its ingress and egress have been
considered, both in the current DEIS and in previous planning studies. Prior to this EIS, the
Northland~Downtown MIS looked at the origins and destinations of different types of vehicles.
The MIS indicated that 40 percent of traffic entering the Loop was destined to the Loop. This
was confirmed in the traffic analysis completed for the EIS. Consideration of the impact of
adding vehicle capacity to 1-29/35 on the Downtown Loop was given. Model results of the
No-Build Alternative indicate traffic congestion would occur within the Loop at the northwest
corner, the northeast corner of the Loop. The Preferred Alternative includes adding lane
capacity at the northwest and northeast corners of the loop. These components will address
traffic volume increases into the loop associated with the initial widening of 1-29/35 to six lanes.
In the analysis additional loop capacity and operational changes beyond that proposed in this
EIS may be needed to maintain Level of Service (LOS) within the Loop with any further
widening beyond six lanes of 1-29/35. Future potential changes to the Loop and Loop traffic
operation issues associated with connectivity intersecting freeways are also discussed in the
Loop Master Plan. The LOS for the Build Concepts is discussed in Tables 1I-11, 1I-12 and 1I-13.
The LOS analysis summarized in these tables indicates acceptable levels of service on the
north side of the Loop.

APPLICABLE REFERENCE: Chapter Il of the DEIS.

COMMENT CODE: 11L
SOURCE: Columbus Park Community Council

RESPONSE: The section of I-29/35 between Front Street and the Paseo has a crash rate of
over four times higher for southbound travel and over six times higher for northbound travel from
the statewide average for similar facilities. For this reason and to improve safety and operations
the EIS has developed alternatives that include a right-hand exit for the Paseo Boulevard
because of the lane shifts required currently which result in lower vehicle capacity in the left lane
as it gives priority to drivers entering and exiting at Paseo. In addition, driver expectation is to
enter or exit the interstate from the right. The concepts shown in the EIS are illustrative of the
reasons for making the Paseo a right-hand exit. Having said that, the EIS does not preclude
leaving the left-hand exit as it currently exists. A no-build alternative that would retain a left exit
at the Paseo was also studied. The EIS examines alternatives with the largest footprint in order
to clear that footprint through the environmental process. This issue will be examined further
during the design-build process.
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APPLICABLE REFERENCE: Chapter |, B, 1, ¢, of the DEIS.

COMMENT CODE: 11M
SOURCE: Columbus Park Community Council

RESPONSE: The exit ramps from north bound I-35 to US 24/Independence Avenue and from
I-70 WB at Admiral, as shown in the Preferred Alternative, are being removed due to the short
weave distances between the exit and entrance ramps in this location. Other access points are
available nearby to accommodate individuals who desire to exit the interstate system in this
corner of the Loop.

The project corridor includes a portion of the east leg of the Loop to approximately 10" street.
This area is included to follow movements through the north east corner of the loop to ensure
that they will work.

APPLICABLE REFERENCE: Figure I-2 and Appendix C Alternative Plates of the DEIS.

COMMENT CODE: 11N
SOURCE: Columbus Park Community Council

RESPONSE: All groups have been treated similarly and given equal access to MoDOT and
MoDOT’s representatives throughout the study process. The public as a whole, as well as civic
groups and organizations, including Columbus Park have been given the opportunity to express
their concerns and desires related to the project and provide comments. The DEIS lists those
opportunities that have been afforded throughout the NEPA process.

FHWA and MoDOT are committed to involving the public in successfully developing and
delivering the project as we move through the design-build process. Prior to awarding the
design-build contract, public involvement activities will include a project Web site, newsletters
and communications with adjacent property owners, MoDOT also will work advisory group of
community representatives, appointed by elected and civic leaders. This group will help the
project team identify and capture public priorities for various aspects of the project. These ideas
will be summarized and broadly shared with members of the project team, prospective
contractors and the public. MoDOT is committed to including the Community Advisory Group in
making the decision regarding the bridge type. In addition, MoDOT will hold a public meeting
prior to awarding the design-build contract to capture and document the public’s priorities for the
project. MoDOT also will seek out public events where project information and team members
can be made available.

Once a contractor is selected, MoDOT will hold a second public meeting where the selected
contractor would be available to answer questions, share their design, and get input from the
public on that design. Outreach through the project's Web site and newsletter, as well as
outreach to impacted property owners will continue through the award of the design-build
contract. Finally, MoDOT will work with the selected contractor to develop and implement plans
to inform the public of property impacts, including traffic management plans.

APPLICABLE REFERENCE: Summary of the FEIS and Chapter V of the DEIS.
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COMMENT CODE: 110
SOURCE: Columbus Park Community Council

RESPONSE: As the comment discusses, reasonable efforts have been made to include all of
the public in the NEPA process, including translation of the DEIS Executive Summary and
providing translators at the public hearings. Accommodations were available upon request.
More detail related to efforts to include those individuals with limited English proficiency have
been outlined earlier in this chapter.

APPLICABLE REFERENCE: Chapter V of the FEIS.

COMMENT CODE: 11P
SOURCE: Columbus Park Community Council

RESPONSE: A project representative mistakenly indicated that a noise report would be
compiled and subsequently available for review. The information related to the noise analysis is
included in the document, there is no separate noise report. The visual quality assessment is a
relatively subjective analysis at the EIS level which is conducted per FHWA guidance “Visual
Impact Assessment for Highway Projects.”

There is no one source that describes all of the methodologies used to put together the EIS and
information regarding sources for this information have been provided.

APPLICABLE REFERENCE: None.

COMMENT CODE: 11Q
SOURCE: Columbus Park Community Council

RESPONSE: The noise measurements were taken to establish typical existing noise levels in
the corridor. The traffic counts taken concurrently during the noise measurements were used in
the FHWA Traffic Noise Model to check that the definition of the surrounding area, cuts, fills,
dense foliage, etc. were properly defined. The measurements were not used to “calibrate” the
model. Calibration of the Traffic Noise Model was based on national data collected by the
FHWA.

The FHWA Traffic Noise Model, (TNM® 2.5)" was used to model existing 2003 and design year
2030 L¢q noise levels. The design year noise levels were compared to the existing noise levels
and to the Noise Abatement Criteria shown in Table 1V-17 in the DEIS. The design year noise
levels were also used in the noise mitigation analysis to analyze the feasibility of abatement
measures for locations projected to experience a noise impact. More detail on the noise model
can be found in Chapter IV of the DEIS.

APPLICABLE REFERENCE: Chapter IV, H, 2, of the DEIS.

' Michael C. Lau, Cynthia S. Y. Lee, Gregg G. Judith L. Rochat, Eric R. Boeker, and Gregg C. Fleming. FHWA

Traffic Noise Model® Users Guide (Version 2.5 Addendum). Federal Highway Administration, April 2004.
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COMMENT CODE: 11R
SOURCE: Columbus Park Community Council

RESPONSE: The noise modeling locations were shown in the DEIS on Exhibit IV-4. However,
the locations were not labeled with the receiver identification as it relates to Tables V-8, V-9
and IV-10 in Chapter IV of the DEIS. Exhibit IV-4 has been modified to include those identifying
labels and included in Chapter IV of this document.

APPLICABLE REFERENCE: Chapter IV of the DEIS and FEIS.

COMMENT CODE: 11S
SOURCE: Columbus Park Community Council

RESPONSE: The Federal Highway Administration is the lead federal agency for this project
and as such, FHWA criteria are followed in performing impact analyses, including noise
analysis, not those of the US Department of Housing and Urban Development (HUD).

APPLICABLE REFERENCE: None.

COMMENT CODE: 11T
SOURCE: Columbus Park Community Council

RESPONSE: The analysis and ambient readings include the collective noise from all
detectable sources at each given receptor.

APPLICABLE REFERENCE: None.

COMMENT CODE: 11U
SOURCE: Columbus Park Community Council

RESPONSE: Based on this comment a detailed discussion, per FHWA'’s guidance, of Mobile
Source Air Toxics is included in this Final EIS. Due to the length of the text, please refer to
Section B., 1. of Chapter IlI.

APPLICABLE REFERENCE: Chapter lll, Section B., 1.

COMMENT CODE: 11V
SOURCE: Columbus Park Community Council

RESPONSE: FHWA guidance was used in performing the impact analysis related to
environmental justice issues. There has been a concerted effort made to minimize residential
displacements so that no residential properties are being taken in full and to minimize other
impacts to the adjacent communities and neighborhoods. Public involvement and demographic
analysis contributed to identifying and avoiding disproportionate impacts. Vehicular access to
neighborhoods has been preserved and an effort made to maintain those routes which are used
by public transit. Existing pedestrian access will be maintained. These components of the
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project support neighborhood character and have been developed through a collaborative
process between MoDOT, |-29/35 stakeholders, neighborhood representatives and community
leaders.

One of the suggestions regarding construction of planned modifications near the intersection of
Paseo Boulevard and Independence Avenue is not only an issue of funding but because of
FHWA Section 4(f) requirements that preclude any option that would affect Kessler Park and
Belvidere Playground if a feasible and prudent alternative exists. Other proposed mitigation
measures cannot be fulfilled because they go beyond mitigating for direct and indirect impacts
of this project.

Cumulative impacts or effects on people and the built environment could include actions by
other agencies within the project area such as the North Kansas City redevelopment project at
M-210, 16™ Avenue Development, Lewis and Clark Expressway, proposed Port Authority
riverfront redevelopment, Paseo Boulevard, and the arena/Entertainment District/Bartle
Hall/Performing Arts. These are development projects that are independent of the proposed
action. These projects would be further supported by improved vehicular access to-and-from
north Kansas City, traffic and pedestrian safety from the proposed action. The cumulative effect
of the actions of other agencies, in relation to the above-named projects, may result in a more
vital area, economically and socially within the Kansas City region. However, the reconstruction
of the 1-29/35 corridor will not introduce additional cumulative impacts.

Secondary impacts of the build alternatives are expected to be minimal. It is anticipated that
maintenance or increased accessibility to the CBD over time would help sustain the current
level of employment or possibly support a small growth in employment and re-development of
the CBD as an entertainment center.

APPLICABLE REFERENCE: Chapter IV, B, 6, and U of the DEIS.

COMMENT CODE: 11W
SOURCE: Columbus Park Community Council

RESPONSE: The goal of the proposed action is to efficiently and safely move people goods
and service from north to south of the river in the 1-35/1-29 corridor. The action being taken to
help with the movement of people, goods and services not only helps the mobility of persons
between homes and workplaces, but it reduces vehicular congestion that has reputedly
contributed adverse elements in the degradation of the communities mentioned in these
comments.

FHWA guidance has been used to analyze the impacts that could be foreseen using the current
practice in the planning field.

APPLICABLE REFERENCE: None.

COMMENT CODE: 11X
SOURCE: Columbus Park Community Council

RESPONSE: The exit ramps from north bound 1-35 to US 24/Independence Avenue and from
[-70 WB at Admiral, as shown in the Preferred Alternative, are being removed due to the short
weave distances between the exit and entrance ramps in this location. Other access points are
available nearby to accommodate individuals who desire to exit the interstate system in this
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corner of the Loop. The concerns that were heard regarding Alternative B in the CBD were
related to business and neighborhood impacts and access to North Kansas City. Based on the
concerns voiced by this group and others, including the City of North Kansas City, MoDOT has
re-examined the Preferred Alternative in the CBD North Loop Subcorridor. Because of these
concerns and the additional costs associated with Alternative B, the Preferred Alternative for the
CBD North Loop Subcorridor is now Alternative A. This Alternative will maintain the connection
between Independence Avenue and Cherry Street.

APPLICABLE REFERENCE: Chapter Il of the FEIS.

COMMENT CODE: 11Y
SOURCE: Columbus Park Community Council

RESPONSE: The preferred alternative will provide additional vehicle capacity on the interstate
system which will reduce travel on the non-interstate arterial and local street system. The
alternatives were tested using the regional travel model. A comparison of the model results
between the No-Build and Build Alternatives indicated that with the Build Alternatives, traffic
volumes were higher on 1-29/35 but were less on other routes. Interchange analysis has also
been done to show that traffic movements can be accommodated at ramp terminals. Bicycle
and pedestrian considerations for streets that intersect with ramp terminals are discussed in the
DEIS. Sidewalks will be replaced in locations where they currently exist.

In regards to personal safety for pedestrians, sidewalks that currently exist at the interchanges
and on the cross-over streets will be replaced. Other pedestrian access will be considered
during design. Safety for pedestrians beyond the footprint of the project is a local issue and
would need to be considered by the appropriate local government.

APPLICABLE REFERENCE: Chapter IV, F, 3 of the DEIS.

COMMENT CODE: 12A
SOURCE: Housing Authority of Kansas City, Missouri

RESPONSE: A hot spot air quality analysis was not required because the 2003 regional
transportation plan and the Transportation Improvement Program (TIP) conform with the State
Implementation Plan (SIP). Typically hot spot analysis is only done when there is significant
delays and idling. In general, the Preferred Alternative would reduce delays and idling that exist
currently.

APPLICABLE REFERENCE: None.

COMMENT CODE: 12B
SOURCE: Housing Authority of Kansas City, Missouri

RESPONSE: The model used for the noise analysis in the DEIS is the FHWA Traffic Noise
Model. The readings that are taken out in the field are done to provide a comparison with the
existing model at a number of locations. The model is used to show existing and future noise
information. The model is not calibrated with observed noise measurements; it is calibrated
using procedures and factors developed by FHWA based upon national data.
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Based on the study completed for the 1-29/35 corridor, Noise Barrier 2, Table 1V-11 in the DEIS,
in the North Subcorridor and Noise Barriers 3 and 4, Table IV-12 in the DEIS, in the CBD North
Loop Subcorridor meet MoDOT’s feasibility definition along with the engineering and
economical aspects of MoDOT'’s reasonableness criteria. Public informational meetings, both
formal and informal, will be conducted during the project development stage to solicit
comments, opinions and concerns from local officials and the public.

Should the majority of affected residents at the separate locations impacted concur that noise
abatement is desired adjacent to the 1-29/35 corridor then the department will consider noise
abatement which meets the feasible and reasonable criteria. If substantial changes in
horizontal or vertical alignment occur during the remaining stages of design and construction,
noise abatement measures will be reviewed. A final Noise Report will be prepared if needed
during final design and following all receipt of public comments.

APPLICABLE REFERENCE: Chapter lll, B, 2, a and Chapter IV, S, 4 of the DEIS.

COMMENT CODE: 12C
SOURCE: Housing Authority of Kansas City, Missouri

RESPONSE: Traffic and most construction vibrations (with the exception of pile driving,
blasting and some other types of construction/demolition) are considered continuous. However,
“safe” levels of continuous vibrations from sources such as traffic are not well defined.
Frequently, low level traffic vibrations can cause secondary vibrations, such as slight rattling of
doors, windows, dishes, etc. The rattling sound can give rise to complaints, while there is very
little risk of damage. When there are existing transportation facilities, obvious vibration causes
may be eliminated by resurfacing. Resurfacing old pavement and areas where new pavement
is added should help to reduce continuous vibrations.

Construction vibration is a separate issue from the vibrations associated with traffic. A drilling
and blasting program will be prepared during design, which would place limits or controls on
drilling and blasting activities. The requirements of this program will be governed by local, state
and federal regulations.

APPLICABLE REFERENCE: Chapter lll, B, 2, b and Chapter IV, S, 5 of the DEIS.

COMMENT CODE: 12D

SOURCE: Housing Authority of Kansas City, Missouri
RESPONSE: Comment noted.

APPLICABLE REFERENCE: None.

COMMENT CODE: 13A

SOURCE: Missouri Bicycle Federation, Inc.
RESPONSE: Comment noted.
APPLICABLE REFERENCE: None.
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COMMENT CODE: 13B
SOURCE: Missouri Bicycle Federation

RESPONSE: The evaluation process has been modified to reflect the comment’s suggestion.
Initial concepts that were less effective in meeting the purpose and need were not carried
forward as primary stand-alone concepts. Elements from transit and bicycle options are
included and indicated as supportive components of the Preferred Alternative. MoDOT is
committed to continued coordination with MARC, KCATA and others to look for opportunities to
support enhancements of transit in the study area.

MoDOT is committed to letting for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10" Avenue in North Kansas City
and 3" Street in Kansas City via the Heart of America Bridge by 2012. Since the study area in
this NEPA document does not include Missouri Route 9 north across the Missouri River, the
appropriate environmental documentation and clearances will be completed as the
bicycle/pedestrian project moves forward. MoDOT will continue to work with MARC and the
community on an appropriate design for the improvements to the Heart of America corridor.

APPLICABLE REFERENCE: Summary and Chapter Il of the FEIS.

COMMENT CODE: 13C
SOURCE: Missouri Bicycle Federation

RESPONSE: See response to comment 11N. The public will continue to have the opportunity
to provide input throughout the remainder of the NEPA process and into design-build. During
the design-build portion of the project there will be opportunities for the public to share their
concerns during a range of public involvement activities including public meetings.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 13D
SOURCE: Missouri Bicycle Federation

RESPONSE: MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10"
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge by
2012.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 13E

SOURCE: Missouri Bicycle Federation
RESPONSE: See Response 13D.

APPLICABLE REFERENCE: Summary of the FEIS.
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COMMENT CODE: 13F
SOURCE: Missouri Bicycle Federation

RESPONSE: MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10™
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge by
2012. Information related to costs is discussed in Chapter Il per crossing alternative.

APPLICABLE REFERENCE: Chapter Il, J. 4. d. of the FEIS.

COMMENT CODE: 13G

SOURCE: Missouri Bicycle Federation
RESPONSE: See Response 13 D.
APPLICABLE REFERENCE: None.

COMMENT CODE: 13H

SOURCE: Missouri Bicycle Federation
RESPONSE: See response to 13D.
APPLICABLE REFERENCE: None.

COMMENT CODE: 13l
SOURCE: Missouri Bicycle Federation

RESPONSE: MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10"
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge by
2012. The bicycle/pedestrian study, including the issue of connections on either side of the
Missouri River, is discussed in Chapter Il of this document.

APPLICABLE REFERENCE: Chapter Il, J. 4. d. of the FEIS.

COMMENT CODE: 13J
SOURCE: Missouri Bicycle Federation

RESPONSE: Pedestrian and bicyclist considerations are discussed in the DEIS in Chapter IV,
Section F. Sidewalks that currently exist will be replaced. Other pedestrian access will be
considered during design. MoDOT is committed to getting input from the community about their
interests and concerns related, but not limited to, community cohesion, connectivity and access.

APPLICABLE REFERENCE: Chapter IV, F of the DEIS.
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COMMENT CODE: 13K
SOURCE: Missouri Bicycle Federation

RESPONSE: MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10™
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge by
2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor. Funding for this improvement may come from one or a combination of
available funding sources. This commitment can be met through the use of existing or future
MoDOT district distributed funds for Major Projects and Emerging Needs, funds allocated to the
MARC region, and/or other public or private funds.

APPLICABLE REFERENCE: None.

COMMENT CODE: 13L
SOURCE: Missouri Bicycle Federation

RESPONSE: Pedestrian and bicyclist considerations are discussed in the DEIS in Chapter IV,
Section F. Sidewalks that currently exist will be replaced. Other pedestrian access will be
considered during design. MoDOT is committed to getting input from the community about their
interests and concerns related, but not limited to, community cohesion, connectivity and access.

APPLICABLE REFERENCE: Chapter IV, F of the DEIS.

COMMENT CODE: 14A
SOURCE: Port Authority of Kansas City, Missouri

RESPONSE: See response to comment 11N. FHWA and MoDOT are committed to involving
the public in successfully developing and delivering the project as we move through the
design-build process. Prior to awarding the design-build contract, public involvement activities
will include a project Web site, newsletters and communications with adjacent property owners,
MoDOT also will work advisory group of community representatives, appointed by elected and
civic leaders. This group will help the project team identify and capture public priorities for
various aspects of the project. These ideas will be summarized and broadly shared with
members of the project team, prospective contractors and the public. MoDOT is committed to
including the Community Advisory Group in making the decision regarding the bridge type. In
addition, MoDOT will hold a public meeting prior to awarding the design-build contract to
capture and document the public’s priorities for the project. MoDOT also will seek out public
events where project information and team members can be made available.

Once a contractor is selected, MoDOT will hold a second public meeting where the selected
contractor would be available to answer questions, share their design, and get input from the
public on that design. Outreach through the project's Web site and newsletter, as well as
outreach to impacted property owners, will continue after the award of the design-build contract.
Finally, MoDOT will work with the selected contractor to develop and implement plans to inform
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the public of property impacts, including traffic management plans.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 14B
SOURCE: Port Authority

RESPONSE: MoDOT is committed to continuing discussions with the public and key
stakeholders regarding community priorities, which includes input regarding closures during
construction. A maintenance of traffic plan will be developed for the construction phase of the
project. The EIS has identified the possibility that the Paseo Bridge or other portions of the
corridor could be closed during all or part of the construction period subject to the details that
will be worked out during the design-build process. Public involvement and opportunity for input
will continue into the design-build phase of the project when more information related to the
design is available. MoDOT will coordinate with area businesses regarding access issues, via
direct communication throughout the construction period.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 14C
SOURCE: Port Authority

RESPONSE: The interchanges shown in the DEIS are illustrative concepts used to develop a
project footprint and estimate impacts. Two illustrative concepts are carried forward as part of
the Preferred Alternative. A specific interchange design at Front Street will be developed during
the design-build process. MoDOT is committed to continuing coordination with the Port Authority
regarding the interchange layout at Front Street in light of the Port Authority’s contribution of
funds.

APPLICABLE REFERENCE: None.

COMMENT CODE: 14D
SOURCE: Port Authority

RESPONSE: The evaluation process has been modified to reflect the comment’s suggestion.
Initial concepts that were less effective in meeting the purpose and need were not carried
forward as primary stand-alone concepts. Elements from transit and bicycle options are
included and indicated as supportive components of the Preferred Alternative. MoDOT is
committed to continued coordination with MARC, KCATA and others to look for opportunities to
support enhancements of transit in the study area.

APPLICABLE REFERENCE: Chapter Il of the FEIS.

COMMENT CODE: 14E
SOURCE: Port Authority
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RESPONSE: As a result of the comments received on the DEIS, MoDOT, in partnership with
MARC, conducted a study to identify and evaluate potential bicycle/pedestrian facilities across
the Missouri River in the downtown Kansas City area. Representatives from Kansas City, North
Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on the study team.
The study included conceptual designs that were of sufficient detail to facilitate discussions and
decisions regarding reasonable alternatives for potential facilities. The analysis included
federal, state, local and regional policies applicable to bicycle/pedestrian accommodations.
Funding for this improvement may come from one or a combination of available funding
sources. This commitment can be met through the use of existing or future MoDOT district
distributed funds for Major Projects and Emerging Needs, funds allocated to the MARC region,
and/or other public or private funds. MoDOT worked with MARC and the community to select
one reasonable alternative that is the priority for the region to be included for construction in the
2008-2012 STIP. The selected alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.

APPLICABLE REFERENCE: Chapter Il, J. 4. d. of the FEIS.

COMMENT CODE: 14F
SOURCE: Port Authority

RESPONSE: The concerns that were heard regarding Alternative B in the CBD were related to
business and neighborhood impacts and access to North Kansas City. Based on the concerns
voiced by this group and others, including the City of North Kansas City and Columbus Park
residents, MoDOT has re-examined the Preferred Alternative in the CBD North Loop
Subcorridor. Because of these concerns and the additional costs associated with Alternative B,
the Preferred Alternative for the CBD North Loop Subcorridor is now Alternative A.

APPLICABLE REFERENCE: Chapter Il of the FEIS.

COMMENT CODE: 14G
SOURCE: Port Authority

RESPONSE: Local hiring preferences are not allowed under recently revised 23 CFR §
636.107. Note, this "revision" codifies the FHWA "policy" previously in effect but not written.
Also please note this rule has been published in the Federal Register (May 25, 2006) as a
proposed rule for public comment, but has not formally been adopted. There are, however, in
place various federal statutes and regulations regarding utilization of DBE and providing on-the-
job training of underutilized workforce and MoDOT is fully committed to following all such laws.

APPLICABLE REFERENCE: None.
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COMMENT CODE: 15A

SOURCE: Joint Response — Regional Transit Alliance (RTA), Downtown Council of Kansas
City (DTC), American Institute of Architects-Kansas City (AIA-KC), Kansas City Design Center
(KCDC)

RESPONSE: The DEIS does evaluate a Preferred Alternative and other alternatives which
identify a footprint that is used to perform an analysis of the impacts. Chapter IV of the DEIS
goes into detail about the impacts of the alternatives. The goal of design-build is to deliver the
project faster and reduce costs as compared with more traditional approaches. The process
encourages innovations in design, traffic management and construction phasing. The DEIS
also explores mitigation for those impacts where mitigation is needed.

FHWA and MoDOT are committed to involving the public in successfully developing and
delivering the project as it moves through the design-build process. Prior to awarding the
design-build contract, public involvement activities will include a project Web site, newsletters
and communications with adjacent property owners, MoDOT also will work advisory group of
community representatives, appointed by elected and civic leaders. This group will help the
project team identify and capture public priorities for various aspects of the project. These ideas
will be summarized and broadly shared with members of the project team, prospective
contractors and the public. MoDOT is committed to including the Community Advisory Group in
making the decision regarding the bridge type. In addition, MoDOT will hold a public meeting
prior to awarding the design-build contract to capture and document the public’s priorities for the
project. MoDOT also will seek out public events where project information and team members
can be made available.

Once a contractor is selected, MoDOT will hold a second public meeting where the selected
contractor would be available to answer questions, share their design, and get input from the
public on that design. Outreach through the project's Web site and newsletter, as well as
outreach to impacted property owners will continue after the award of the design-build contract.
Finally, MoDOT will work with the selected contractor to develop and implement plans to inform
the public of property impacts, including traffic management plans.

APPLICABLE REFERENCE: Chapter IV of the DEIS and Summary of the FEIS.

COMMENT CODE: 15B
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: For this proposed action, the north terminus of the 1-29/35 and 1-35/70 Study
Corridor is defined at M-210/Armour Road with the south terminus of the study corridor at US
169/Broadway Boulevard on the north side of the CBD Loop. These freeway sections were
constructed prior to the designation and construction of an interstate highway system. The
project corridor includes the former Sixth Street Expressway (now the north side of the CBD
Loop) and the Paseo Boulevard Extension (now part of I-29/35). These sections of 1-29/35 and
[-35/70 have close interchange spacing, improper lane balance, narrow traffic shoulders and
less lane traffic capacity than do adjacent freeway sections to the north of M-210/Armour Road
and sections outside the CBD freeway Loop that were built later. This section of freeway is a
traffic capacity “bottleneck” and is the focus of the proposed action. The |-29/35 Paseo Bridge
crossing of the Missouri River is four lanes wide, with narrow shoulders. For these reasons, the
proposed action has logical termini. The proposed action will not foreclose transportation
options to the north of the project termini or to the adjacent sections of the CBD freeway loop.
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The CBD North Loop Subcorridor received was examined at the same level of detail as the
other subcorridors in this project including evaluations of traffic, safety and congestion and other
factors. The preferred alternative will provide additional vehicle capacity on the interstate
system which will reduce travel on the non-interstate arterial and the local street system.
Interchange analysis have been done to show that traffic movements can be accommodated.
MoDOT has re-examined the Preferred Alternative in the CBD North Loop Subcorridor since the
Draft EIS. Because of the concerns from Columbus Park, North Kansas City and others, and the
additional costs associated with Alternative B, the Preferred Alternative for the CBD North Loop
Subcorridor is now Alternative A which was comprehensively assessed in the Draft EIS.

Although funding is not available at this time, the CBD North Loop Subcorridor should continue
to be a part of this NEPA process so that as funding becomes available the project can be
moved forward.

APPLICABLE REFERENCE: Chapter | and Il of the DEIS.

COMMENT CODE: 15C
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: Prior to this EIS, the Northland~Downtown MIS looked at the origins and
destinations of different types of vehicles. The MIS indicated that 40 percent of traffic entering
the Loop was destined to the Loop. This was confirmed in the traffic analysis completed for the
EIS. Consideration of the impact of adding vehicle capacity to 1-29/35 on the Downtown Loop
was given. Model results of the No-Build Alternative indicate traffic congestion would occur
within the Loop at the northwest corner, the northeast corner of the Loop. The Preferred
Alternative includes adding lane capacity at the northwest and northeast corners of the loop.
These components will address traffic volume increases into the loop associated with the initial
widening of [-29/35 to six lanes. In the analysis additional loop capacity and operational
changes beyond that proposed in this EIS may be needed to maintain Level of Service (LOS)
within the Loop with any further widening beyond six lanes of 1-29/35. Future potential changes
to the Loop and Loop traffic operation issues associated with connectivity intersecting freeways
are also discussed in the Loop Master Plan. The LOS for the Build Concepts is presented in
Tables 1I-11, 1I-12 and 11-13. The LOS analysis summarized in these tables indicates
acceptable levels of service on the north side of the Loop.

The MIS looked at four lanes plus two lanes for HOV for a larger area than the 1-29/35 Study
Corridor during southbound AM peak hour. The DEIS looked at six lanes, reserving two for
HOV and showed a minimal travel time savings with a similar result of less person trip
movement with HOV lanes than with the multi-purpose lanes. HOV was not shown to be cost
effective for mitigating congestion. However, strategies such as HOV lanes are not precluded in
the study corridor and can be considered as part of a regional HOV strategy in the future.

APPLICABLE REFERENCE: Summary, Chapters | and Il of the DEIS. MIS Preferred Strategy
Report: Transit and Highway Travel Demand, Section 5.0 High Occupancy Vehicle (HOV)
Analysis; HOV Assessment, HOV Lanes (Alternative D) Fatal Flaw Assessment of 1-29 HOV
Improvements Table.

COMMENT CODE: 15D
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC
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RESPONSE: The Purpose and Need addresses the issue of better connectivity between
Downtown, the Northland and the metropolitan area. The MIS indicated that 40 percent of the
traffic entering the Loop is destined for that location. The Loop analysis is addressed in
Response 15C. MoDOT is working to address the safe and efficient movement of people and
goods while maintaining access where possible and without creating additional environmental or
social impacts.

APPLICABLE REFERENCE: Chapter | of the FEIS.

COMMENT CODE: 15E
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The evaluation process has been modified to reflect the role of transit as part of
the Preferred Alternative. Initial concepts that were less effective in meeting the purpose and
need were not carried forward as primary stand-alone concepts. Elements from transit and
bicycle options are included and indicated as supportive components of the Preferred
Alternative. MoDOT is committed to continued coordination with MARC, KCATA and others to
look for opportunities to support enhancements of transit in the study area.

APPLICABLE REFERENCE: Summary and Chapter Il of the FEIS.

COMMENT CODE: 15F
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: As a result of the comments received on the DEIS, MoDOT, in partnership with
MARC, conducted a study to identify and evaluate potential bicycle/pedestrian facilities across
the Missouri River in the downtown Kansas City area. Representatives from Kansas City, North
Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on the study team.
The study included conceptual designs that were of sufficient detail to facilitate discussions and
decisions regarding reasonable alternatives for potential facilities. The analysis included
federal, state, local and regional policies applicable to bicycle/pedestrian accommodations.
Funding for this improvement may come from one or a combination of available funding
sources. This commitment can be met through the use of existing or future MoDOT district
distributed funds for Major Projects and Emerging Needs, funds allocated to the MARC region,
and/or other public or private funds. MoDOT worked with MARC and the community to select
one reasonable alternative that is the priority for the region to be included for construction in the
2008-2012 STIP. The selected alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.

APPLICABLE REFERENCE: Chapter Il, J. 4. d. of the FEIS.
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COMMENT CODE: 15G
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The design-build process is acceptable for this project. This NEPA EIS
analytical process is considering the issues and identifying constraints while making the
necessary commitments to provide a framework for the design-build process. It provides a
sufficient understanding and “hard look” analysis of the social and environmental impacts of the
project required to meet the community’s transportation needs, as well as defining the
parameters of the design-build process.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15H
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: We have written the Final EIS with new text and some revised graphics to
address this concern, and make the document and its analysis more understandable to all
readers.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15l
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The DEIS is not biased. It builds on the analysis done in the MIS regarding
highway, transit, bicycle and pedestrian facilities for the Northland~Downtown metro area.
Further analysis has been performed during this NEPA process, resulting in the Final EIS.

In many parts of the country, including Missouri, the identification of a preferred alternative in
the Draft EIS is acceptable. The U.S. EPA occasionally has suggested that we identify a
preferred alternative in the Draft EIS, to focus comments on that option. After the comments
have been received and considered, we can select a different alternative as the preferred in the
Final EIS, if that action is warranted and appropriate. The final decision is made only at the
conclusion of the NEPA process, in the Record of Decision (ROD).

APPLICABLE REFERENCE: None.

COMMENT CODE: 15J

SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The Purpose and Need was originally developed in support of the regional goals
and objectives of Transportation Outlook 2030 and the Northland~Downtown MIS as well as

KCMO'’s “Focus” Plan.

The goals and objectives addressed in the Northland~Downtown MIS were; System
Preservation, Personal Mobility and Quality of Life, Safety, Land Use and Development,
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Regional Economy, System Management and Efficiency and Cost Effectiveness. It is important
to note that the Downtown Northland MIS studied all three river crossings in the CBD and the
“Preferred Strategy” in that report concluded that the 1-29/I-35 (Paseo Crossing) is where
additional highway capacity needs to be added. The transit and non-motorized strategies were
identified in the MIS on other existing or proposed bridges in the CBD.

The Purpose and Need for the Paseo EIS was also developed in coordination with regional
stakeholders, resource and regulatory agencies, as well the general public through an extensive
public involvement process. The overview of the Purpose and Need, in Chapter [, outlines six
items deemed as the critical project needs for this project, all of which helped to frame the
alternatives development and evaluation process. The Purpose and Need has been revised to
reflect consideration of non-vehicle travel modes. The Purpose and Need of the project is to
efficiently and safely move people, goods and service from north to south of the river in the
[-35/1-29 corridor.

The Initial Concepts included a High Capacity Transit Concept and a Bicycle and Pedestrian
Concept. These concepts fell out as stand-alone concepts as they did not by themselves, fully
address the Purpose and Need of the project. However they are described as supportive
elements to the Preferred Alternative. As such, MoDOT has committed to work with MARC and
KCATA along with others to analyze transit services and look for opportunities to support the
KCATA to enhance transit in the study area.

MoDOT is committed to letting for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10" Avenue in North Kansas City
and 3" Street in Kansas City via the Heart of America Bridge by 2012. Since the study area in
this NEPA document does not include Missouri Route 9 north across the Missouri River, the
appropriate environmental documentation and clearances will be completed as the
bicycle/pedestrian project moves forward. MoDOT will continue to work with MARC and the
community on an appropriate design for the improvements to the Heart of America corridor.

Crossings of the [-29/35 interstate corridor will be considered in the detail design of the
interchanges in the corridor. These commitments are being made in an effort to continue to
look for opportunities to increase modal choice.

This EIS is not intended to and does not try to forcibly change community needs and desires
through “social engineering”. Increases in the amount of vehicle travel suggest that there is a
regional, Midwestern preference for personal vehicle commuting and travel, and the flexibility
that it provides. Even with rising fuel prices, that preference for vehicular commuting remains.
We are responding to that community and regional preference within the scope of the MIS’s
identified objectives and our funding authority.

APPLICABLE REFERENCE: Chapter 1, B. MIS Preferred Strategy Report, Problem Definition,
Section 4.0 Transportation Goals and Objectives, Preferred Strategy Section 1.0, page 1,
Section 4.0, page 2.

COMMENT CODE: 15K
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC
RESPONSE: The MIS laid the foundation for this project, which developed different goals and

objectives relating to the movement of people and goods across the Missouri River and in the
CBD through vehicles and transit, as well as bicycles and pedestrian travel. This NEPA




V-210 1-29/35

Final Environmental Impact Statement

analysis and its alternatives build on that MIS, and the transportation objectives assigned to
MoDOT and FHWA by that MIS. It is not intended to address and solve all the transportation
needs of the metro area. Bus transit can be helped by this project, but in accordance with the
MIS analysis, the major area transit needs must be addressed through other public entities
functioning in that area, such as KCATA and FTA.

This project, and its discussion and analysis of alternatives, are viewed through the findings and
objectives of the MIS, which determined vehicular transportation, transit, bicycle and pedestrian
needs. MoDOT and FHWA are considering all alternatives within the scope of these agencies’
transportation functions and responsibilities. We have been and are considering options with
less than eight travel lanes, although we are analyzing the corridor for potential future highway
capacity growth needs as well. The alternatives that most respond to the purpose and need for
action, are within the guidance provided within the MIS, and that are within the funding
capabilities of our agencies.

APPLICABLE REFERENCE: Chapter | and Il of the DEIS.

COMMENT CODE: 15L
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: Rehabilitation and preservation of the existing bridge is considered as an
element of some of the alternatives being considered. The quoted sentence did not say, and
does not mean, that the existing bridge cannot be rehabilitated and preserved for a number of
years. What it does say is that if the existing bridge is rehabilitated and preserved to handle
1-29/1-35 traffic, this historic bridge structure alone is not capable of handling that traffic. It would
require a companion river bridge to assist in carrying this traffic load. See the description and
analysis of the alternatives considered in Chapter Il of the DEIS and the FEIS, which include
bridge preservation options.

APPLICABLE REFERENCE: Programmatic Section 4(f) Evaluation in Appendix E of the DEIS.

COMMENT CODE: 15M
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The proposed action is not analyzing the construction of a totally new highway
that could pass through an urban area at any number of locations. The project involves the
reconstruction of existing interstate facilities in a narrow corridor, while improving connectivity to
the Central Business District, to the Northland, and to a number of adjacent interstate and other
major highways. The future use of the existing interstate bridge structure is also considered.
Within these parameters, MoDOT and FHWA has chosen not to relocate this entire dual
interstate highway facility so it will still serve its purposes and needs in the metro area, without
impacting low income and minority populations to the greatest extent possible.

Our analysis includes reasonable steps to minimize noise and visual impacts. And for those
residents of the area who own no vehicle, bus service may be available through KCATA. We
encourage continued use of bus rapid transit or other local bus routes to serve these area
residents.

APPLICABLE REFERENCE: None.
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COMMENT CODE: 15N
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: Comments about the lack of objectivity in the text of the DEIS do not consider the
roots of this document. This “Purpose and Need” of the DEIS was developed in support of the
regional goals and objectives of Transportation Outlook 2030 and the Northland~Downtown MIS
as well as the KCMO “Focus” plan. The Northland~Downtown Major Investment Study (MIS)
considers several modes of transportation, and assigns roles and responsibilities to each. The
Northland~Downtown MIS was a joint study funded and managed by MARC, MoDOT and
KCATA. It is not our function in this document, as expressed in the Purpose and Needs
statement, to be fulfilling all goals and objectives of the MIS throughout the northern metro area.
Rather, this DEIS addresses the needs of the vehicular transportation element within the 1-29/35
Study Corridor.

This EIS is not intended to and does not try to forcibly change community needs and desires
through “social engineering”. Increases in the amount of vehicle travel suggest that there is a
regional, Midwestern preference for personal vehicle commuting and travel, and the flexibility
that it provides. Even with rising fuel prices, that preference for vehicular commuting remains.
We are responding to that community and regional preference within the scope of the MIS’s
identified objectives and our funding authority.

APPLICABLE REFERENCE: None.

COMMENT CODE: 150
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The Missouri Division of FHWA has determined that the style in which this EIS is
prepared is acceptable to them.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15P

SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC
RESPONSE: See response to 15G.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15Q
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The Northland~Downtown MIS looked at constructing a “New Highway River
Crossing”. This crossing was analyzed east of existing Paseo at Chestnut Trafficway. Traffic
modeling indicated it would not alleviate congestion on the downtown bridges and the alignment
would impact the historical northeast section of the city adversely. This relocated facility would
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adversely impact disadvantaged groups.

This DEIS discusses reconstruction of an existing interstate facility, within a relatively narrow
corridor. Relocating this facility elsewhere would be extraordinarily expensive, would not serve
the needs of the public as well, and would be neither feasible nor prudent. The location of this
project is not motivated by the presence of minority or poor populations, and such a suggestion
is both unfounded and inappropriate.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15R
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC
RESPONSE: See response to 15N.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15S
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: MoDOT has successfully employed Context Sensitive Design on projects
throughout the state, including Kansas City.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15T
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: Highway traffic forecasting is an accepted method of determining what is needed
for vehicular transportation in the future so newly-constructed facilities are not obsolete
whenever opened. No “mandate” is suggested in the EIS. The implication that we are not
cooperating with other agencies in this proposed action is false. Please refer to the comment
letters from the agencies presented in the Final EIS.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15U
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The Northland~Downtown MIS analyzed the impacts of a widened interstate on
the downtown loop as well as a future no-build impact on the downtown loop. Additionally,
MoDOT and KCMO have funded a “Downtown Loop Master Plan” which includes a operational
computer model of the downtown loop and the city street system. Based on both analysis the
downtown loop will function adequately with a six lane 1-35 with some minor modifications to the
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loop in the near term. Expansion of the corridor to 8 lanes in the future would require additional
capacity in the future in order to not shift congestion onto the CBD Loop. Analysis done in the
MIS, preceding the project EIS, looked at the effects such a project would have on the
downtown loop roadway.  Regarding project termini, those identified are logical and do not
preclude options beyond the limits of this independent project, as required by the FHWA.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15V
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: With the EIS, MoDOT and other transportation providers have looked at “a
coordinated, multi-modal, multi-agency approach.” The Northland~Downtown MIS analysis
indicated a continued growth in travel from the personal vehicles.  That MIS also identified
agency transportation desires and responsibilities, and the EIS is addressing the vehicular
needs and proposed solutions for the 1-29/35 Study Corridor.

Also, referring to the previous comment (15U), the same argument used about travelers “not
just going to limit their trips to driving up and down the 4.7 miles of widened highway” lends
support to the futility of adding only 4.7 miles of HOV lanes in the limits of the Paseo corridor.
And, given the MIS, this EIS is not the vehicle to examine system-wide HOV opportunities,
especially since this EIS does not preclude an option for HOV if warranted once such a study is
completed.

APPLICABLE REFERENCE: Chapter Il of the FEIS.

COMMENT CODE: 15W
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The evaluation process has been modified to reflect the comment’s suggestion.
Initial concepts that were less effective in meeting the purpose and need were not carried
forward as primary stand-alone concepts. Elements from transit and bicycle options are
included and indicated as supportive components of the Preferred Alternative. MoDOT is
committed to continued coordination with MARC, KCATA and others to look for opportunities to
support enhancements of transit in the study area.

As a result of the comments received on the DEIS, MoDOT, in partnership with MARC,
conducted a study to identify and evaluate potential bicycle/pedestrian facilities across the
Missouri River in the downtown Kansas City area. Representatives from Kansas City, North
Kansas City, KCATA, Missouri Bicycle Federation and FHWA were included on the study team.
The study included conceptual designs that were of sufficient detail to facilitate discussions and
decisions regarding reasonable alternatives for potential facilities. The analysis included
federal, state, local and regional policies applicable to bicycle/pedestrian accommodations.
Funding for this improvement may come from one or a combination of available funding
sources. This commitment can be met through the use of existing or future MoDOT district
distributed funds for Major Projects and Emerging Needs, funds allocated to the MARC region,
and/or other public or private funds. MoDOT worked with MARC and the community to select
one reasonable alternative that is the priority for the region to be included for construction in the
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2008-2012 STIP. The selected alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.

APPLICABLE REFERENCE: Summary and Chapter Il of the FEIS..

COMMENT CODE: 15X
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: MoDOT supports other modes of transportation. Funding opportunities for these
facilities may come from a variety of funding sources, such as the Transportation Enhancement
funds program. All of which, including MoDOT funds are decided upon through the regional
planning process at the MARC. The statement, “In other words, pedestrian and bicycle modes
will have the MoDOT'’s ‘support’ elsewhere in the future but only if it costs MoDOT nothing” is
false. The DEIS text was meant to indicate that other funding opportunities for facilities, such as
those funded by the Transportation Enhancement program, which includes a substantial federal
funding component, are available through a process that is operated locally by MARC as the
MPO.

The evaluation process has been modified to reflect the comment’s suggestion. Initial concepts
that were less effective in meeting the purpose and need were not carried forward as primary
stand-alone concepts. Elements from transit and bicycle options are included and indicated as
supportive components of the Preferred Alternative. MoDOT is committed to continued
coordination with MARC, KCATA and others to look for opportunities to support enhancements
of transit in the study area.

This EIS is not intended to and does not try to forcibly change community needs and desires
through “social engineering”. Increases in the amount of vehicle travel suggest that there is a
regional, Midwestern preference for personal vehicle commuting and travel, and the flexibility
that it provides. Even with rising fuel prices, that preference for vehicular commuting remains.
We are responding to that community and regional preference within the scope of the MIS’s
identified objectives and our funding authority.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15Y
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The conclusions of this EIS are supported by much more rigorous analyses,
especially in the context of the previous MIS that identified the vehicular focus of the Paseo
corridor.

APPLICABLE REFERENCE: None.
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COMMENT CODE: 15Z

SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC
RESPONSE: See response to 15Y.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15AA
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The comment, in part, reads, “Therefore, it is not acceptable to take the position
that, because the original freeway damaged the area extensively, it is 0.k. to damage it some
more with a bigger freeway.” MoDOT and FHWA are not taking that position. However, with
the vehicular needs identified in the MIS and confirmed in the EIS, to consider a new vehicular
corridor which would have more substantial impacts, including impacts to disadvantaged
persons in order to direct travelers to their intended destinations (predominantly downtown
Kansas City) is not wise. Diverting hypothetical solutions away from an existing interstate
corridor, and proposing solutions in “social engineering for transportation” that have not been
supported by a majority of the public, is not a prudent approach.

The Northland~Downtown MIS looked at constructing a “New Highway River Crossing”. This
crossing was analyzed east of existing 1-29/35 at Chestnut Trafficway. Traffic modeling
indicated it would not alleviate congestion on the downtown bridges and the alignment would
impact the historical northeast section of the city adversely. This relocated facility would
adversely impact disadvantaged groups.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15BB
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: Project planning and preliminary design goes beyond simply “bringing tens of
thousands more motor vehicles through the neighborhoods and community at higher speeds.”
We have assessed potential impacts of alternatives and mitigation and are making
commitments to work with communities to address those and provide a solution that is sensitive
to their concerns.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15CC
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: See response to 15Y. Also, proposing to divert dedicated transportation money
for other potentially desirable actions “increasing densities, beautifying parks, building non-car
transportation facilities [considered in the MIS and EIS], developing infill and affordable housing,
investing in schools, implementing safety modifications [considered in the MIS and EIS], etc” is
not consistent with current federal, state or regional policies. Transportation money has to be
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used for transportation, and if it is not used in the Paseo interstate corridor, it will be used for
transportation elsewhere. That will still leave the transportation problems at the Paseo corridor
unaddressed.

We can concur that congestion on an interstate highway system, with its traffic volumes, is
undesirable. Stagnant traffic on the interstate system can affect such aspects as air quality, for
example. Hence, congestion on the interstate system is one of the problems the proposed
project is expected to address.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15DD

SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: Uncontrolled access from travelways can affect the access opportunities that are
warranted and can diminish the safety of travelers including pedestrians. Questions about
accessibility and mobility have to be assessed within the context of the different levels of
transportation systems being examined.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15EE

SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The comment states, “...the choice of an interstate was the wrong choice of
street-type for the context...,” referring to the Central Business District loop. The purpose for
this project is not to reassess the transportation needs of 1955, rather to address transportation
needs and alternatives in the 1-29/35 Study Corridor now and in the future.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15FF
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The goals and objectives of the City North Kansas City and the City of Kansas
City have been and are being considered as this project develops. That builds from
coordination that occurred in the MIS process. Chapter V of both the Draft EIS and the Final
EIS details the coordination held with all stakeholders who were adding input and/or expressing
concerns about the proposed project.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15GG
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC
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RESPONSE: The 1-29/35 Study Corridor was identified for transportation improvements in the
MIS that looked at comprehensive transportation options between the Downtown and the
Northland. Using the full-build approach allows for establishing right of way limits as the limits of
that footprint, based upon the layouts of effective design options considered. The impact
analysis has sought to minimize the direct impacts caused by such a footprint as well as the
indirect impacts expected from the full-build scenario.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15HH
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: Focusing on “the highway widening project” overlooks the comprehensive
transportation needs analysis in the MIS that identified the 1-29/35 Study Corridor component of
Kansas City’s Northland Downtown multi-modal transportation needs, and those needs
identified in the EIS.

APPLICABLE REFERENCE: None.

COMMENT CODE: 15ll
SOURCE: Joint Response — RTA, DTC, AIA-KC, KCDC

RESPONSE: The 1-29/35 Study Corridor has been identified as an element of the
transportation solutions generated in the MIS that immediately preceded it. The
recommendations of the MIS and this EIS have been done achieved through using a community
and interagency processes.

APPLICABLE REFERENCE: None.

COMMENT CODE: 16A
SOURCE: River Crossing Committee

RESPONSE: See response to comment 11N. One of the goals of the design-build process is
to build a noteworthy bridge. MoDOT is working with a community advisory group to get input
on the priorities and concerns of the community. MoDOT is committed to including the
Community Advisory Group in making the decision regarding the bridge type. Further public
involvement on the specifics of the bridge type and design is expected to occur following the
NEPA process, prior to awarding the design-build contract so that the public can provide input
on what they see as the community’s priorities and again once the contractor has been selected
and design details are available for sharing with the public.

APPLICABLE REFERENCE: None.

COMMENT CODE: 16B

SOURCE: River Crossing Committee
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RESPONSE: The EIS has identified the possibility that the Paseo Bridge or other portions of
the corridor could be closed during all or part of the construction period subject to the details
that will be worked out during the design-build process. MoDOT is committed to continuing
discussions with the public and key stakeholders regarding community priorities, which includes
input regarding closures during construction. A maintenance of traffic plan will be developed for
the construction phase of the project. Public involvement and opportunity for input will continue
into the design-build phase of the project when more information related to the design and
construction methods is available. MoDOT will coordinate with area businesses regarding
access issues, via direct communication throughout the construction period.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 16C
SOURCE: River Crossing Committee

RESPONSE: FHWA and MoDOT are committed to involving the public in successfully
developing and delivering the project as we move through the design-build process. Prior to
awarding the design-build contract, public involvement activities will include a project Web site,
newsletters and communications with adjacent property owners, MoDOT also will work advisory
group of community representatives, appointed by elected and civic leaders. This group will help
the project team identify and capture public priorities for various aspects of the project. These
ideas will be summarized and broadly shared with members of the project team, prospective
contractors and the public. MoDOT is committed to including the Community Advisory Group in
making the decision regarding the bridge type. In addition, MoDOT will hold a public meeting
prior to awarding the design-build contract to capture and document the public’s priorities for the
project. MoDOT also will seek out public events where project information and team members
can be made available.

Once a contractor is selected, MoDOT will hold a second public meeting where the selected
contractor’s design would be shared with the public. Outreach through the project's Web site
and newsletter, as well as outreach to impacted property owners will continue after the award of
the design-build contract. Finally, MoDOT will work with the selected contractor to develop and
implement plans to inform the public of property impacts, including traffic management plans.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 16D
SOURCE: River Crossing Committee

RESPONSE: The concerns that were heard regarding Alternative B in the CBD were related to
business and neighborhood impacts and access to North Kansas City. Based on the concerns
voiced by this group and others, including North Kansas City and Columbus Park residents,
MoDOT has re-examined the Preferred Alternative in the CBD North Loop Subcorridor.
Because of these concerns and the higher costs associated with Alternative B, the Preferred
Alternative for the CBD North Loop Subcorridor is now Alternative A. Alternative A will maintain
access at M-9, as it currently exists.

APPLICABLE REFERENCE: Chapter Il, H, 3 of the FEIS.
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COMMENT CODE: 16E
SOURCE: River Crossing Committee

RESPONSE: The Interchange Alternative Analysis in Appendix B of the DEIS discussed the
alternatives at Broadway and that the flyover alternative that was shown in the MIS was
eliminated from further consideration. This alternative was eliminated because of the impacts to
right of way, Section 4(f)/6(f) properties and the project cost for this alternative.

APPLICABLE REFERENCE: Appendix B, 8 of the DEIS.

COMMENT CODE: 17A
SOURCE: Sierra Club, Ozark Chapter

RESPONSE: The DEIS contains information and analysis using the most recent traffic
forecasts and methodology developed by MARC. Information about development and travel
forecast methodologies is based on the most current information available. Recent fuel price
increases have increased concern regarding future resource constraints. At this time the effect
of recent price increases on the amount of travel is not known. Fuel price and supply may result
in shifts to higher fuel efficient vehicles or may spur technology changes rather than impact the
amount of travel, or could influence trip-making. Established processes and procedures have
been used in this EIS that currently do not include speculation about future resource constraints.
MARC has received a similar comment on their Long Range Transportation Plan update and
they are beginning to investigate how rising fuel costs may effect travel behavior.

APPLICABLE REFERENCE: Chapter | of the DEIS.

COMMENT CODE: 17B
SOURCE: Sierra Club, Ozark Chapter

RESPONSE: The Purpose and Need was originally developed in support of the regional goals
and objectives of Transportation Outlook 2030 and the Northland~Downtown MIS as well as
KCMO’s “Focus” Plan.

The goals and objectives addressed in the Northland~Downtown MIS were; System
Preservation, Personal Mobility and Quality of Life, Safety, Land Use and Development,
Regional Economy, System Management and Efficiency and Cost Effectiveness. It is important
to note that the Downtown Northland MIS studied all three river crossings in the CBD and the
“Preferred Strategy” in that report concluded that the 1-29/I-35 (Paseo Crossing) is where
additional highway capacity needs to be added. The transit and non-motorized strategies were
identified in the MIS on other existing or proposed bridges in the CBD.

The Purpose and Need for the Paseo EIS was also developed in coordination with regional
stakeholders, resource and regulatory agencies, as well the general public through an extensive
public involvement process. The overview of the Purpose and Need, in Chapter [, outlines six
items deemed as the critical project needs for this project, all of which helped to frame the
alternatives development and evaluation process. The Purpose and Need has been revised to
reflect consideration of non-vehicle travel modes. The Purpose and Need of the project is to
efficiently and safely move people, goods and service from north to south of the river in the
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1-29/1-35 corridor.”

The Initial Concepts included a High Capacity Transit Concept and a Bicycle and Pedestrian
Concept. These concepts fell out as stand-alone concepts as they did not by themselves, fully
address the Purpose and Need of the project. However they are described as supportive
elements to the Preferred Alternative. As such, MoDOT has committed to work with MARC and
KCATA along with others to analyze transit services and look for opportunities to support the
KCATA to enhance transit in the study area. As a result of the comments received on the DEIS,
MoDOT, in partnership with MARC, conducted a study to identify and evaluate potential
bicycle/pedestrian facilities across the Missouri River in the downtown Kansas City area.
Representatives from Kansas City, North Kansas City, KCATA, Missouri Bicycle Federation and
FHWA were included on the study team. The study included conceptual designs that were of
sufficient detail to facilitate discussions and decisions regarding reasonable alternatives for
potential facilities. The analysis included federal, state, local and regional policies applicable to
bicycle/pedestrian accommodations. Funding for this improvement may come from one or a
combination of available funding sources. This commitment can be met through the use of
existing or future MoDOT district distributed funds for Major Projects and Emerging Needs,
funds allocated to the MARC region, and/or other public or private funds. MoDOT worked with
MARC and the community to select one reasonable alternative that is the priority for the region
to be included for construction in the 2008-2012 STIP. The selected alternative is considered
the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.

Crossings of the [-29/35 interstate corridor will be considered in the detail design of the
interchanges in the corridor. These commitments are being made in an effort to continue to
look for opportunities to increase modal choice.

APPLICABLE REFERENCE: Chapter | of the FEIS.

COMMENT CODE: 17C
SOURCE: Sierra Club, Ozark Chapter

RESPONSE: A study corridor was identified to serve as the limits of the study area. The
study corridor was used to identify potential constraints and issues of concern. As Initial
Concepts were defined for the project, the focus of analysis narrowed. Indirect impacts are
often looked at on a much broader scale as appropriate for the resource. For example, impacts
to water quality can be broader than the direct impacts that might take place within a project
footprint or issues of connectivity can be looked at on a metropolitan, statewide or even national
level depending on the project.

A detailed discussion of Mobile Air Source Toxics has been added to this Final EIS.
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APPLICABLE REFERENCE: Chapter Ill of the FEIS.

COMMENT CODE: 17D
SOURCE: Sierra Club, Ozark Chapter

RESPONSE: The Initial Area of Investigation is defined geographically on Exhibit lll-1 in the
DEIS. This area was defined in order to provide a way to gather data within a specific
geographic location to help determine the impacts of the different alternatives that were
examined. Impacts that are less easily defined, such as social and economic issues are looked
at more broadly. The impacts are described in Chapter IV then, based upon the footprint for a
particular alternative.

A detailed discussion, per FHWA’s guidance, of Mobile Source Air Toxics is included in this
Final EIS. Due to the length of the text, please refer to Section B., 1. of Chapter III.

APPLICABLE REFERENCE: Exhibit Ill-1 and Chapter IV of the DEIS and Chapter lll, B.1. of
the FEIS.

COMMENT CODE: 17E
SOURCE: Sierra Club, Ozark Chapter

RESPONSE: The preferred alternative will provide additional vehicle capacity on the interstate
system which will reduce travel on the non-interstate arterial and local street system. The
alternatives were tested using the regional travel model. A comparison of the model results
between the No-Build and Build Alternatives indicated that with the Build Alternatives, traffic
volumes were higher on 1-29/35 but were less on other routes. Interchange analysis has also
been done to show that traffic movements can be accommodated at ramp terminals. Bicycle
and pedestrian considerations for streets that intersect with ramp terminals are discussed in the
DEIS. Sidewalks will be replaced in locations where they currently exist.

APPLICABLE REFERENCE: Chapter IV, F, 3, of the DEIS.

COMMENT CODE: 17F
SOURCE: Sierra Club, Ozark Chapter

RESPONSE: The evaluation process has been modified to reflect the comment’s suggestions.
Initial concepts that were less effective in meeting the purpose and need were not carried
forward as primary stand-alone concepts. Elements from transit and bicycle options are
included and indicated as supportive components of the Preferred Alternative. MoDOT is
committed to continued coordination with MARC, KCATA and others to look for opportunities to
support enhancements of transit in the study area. MoDOT is committed to letting for
construction a reasonable and safe bicycle/pedestrian facility crossing the Missouri River along
Missouri Route 9 between 10" Avenue in North Kansas City and 3™ Street in Kansas City via
the Heart of America Bridge by 2012.

The comment lists a number of items that could be used as traffic management techniques.
These types of strategies are considered to be part of Transportation System Management and
Travel Demand Management. Both of these management approaches were considered in this
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EIS. None of the management techniques that are listed in the comment are precluded by the
Preferred Alternative. These techniques can be implemented whenever there is a desire by the
region to incorporate them and once planners analyze them for an area larger than this EIS
study corridor.

APPLICABLE REFERENCE: Chapter | and Il of the DEIS and the FEIS.

COMMENT CODE: 17G
SOURCE: Sierra Club, Ozark Chapter

RESPONSE: The DEIS does evaluate a Preferred Alternative and other Build Alternatives
which identifies a footprint that is used to perform an analysis of the impacts. Chapter IV of the
DEIS goes into great detail about the impacts of the alternatives. The goal of design-build is to
deliver the project faster and reduce costs as compared with more traditional approaches. The
process encourages innovations in design, traffic management and construction phasing.

FHWA and MoDOT are committed to involving the public in successfully developing and
delivering the project as we move through the design-build process. Prior to awarding the
design-build contract, public involvement activities will include a project Web site, newsletters
and communications with adjacent property owners, MoDOT also will work advisory group of
community representatives, appointed by elected and civic leaders. This group will help the
project team identify and capture public priorities for various aspects of the project. These ideas
will be summarized and broadly shared with members of the project team, prospective
contractors and the public. MoDOT is committed to including the Community Advisory Group in
making the decision regarding the bridge type. In addition, MoDOT will hold a public meeting
prior to awarding the design-build contract to capture and document the public’s priorities for the
project. MoDOT also will seek out public events where project information and team members
can be made available.

Once a contractor is selected, MoDOT will hold a second public meeting where the selected
contractor would be available to answer questions, share their design, and get input from the
public on that design. Outreach through the project's Web site and newsletter, as well as
outreach to impacted property owners will continue after awarding the design-build contract.
Finally, MoDOT will work with the selected contractor to develop and implement plans to inform
the public of property impacts, including traffic management plans.

APPLICABLE REFERENCE: Chapter IV of the DEIS.

COMMENT CODE: 18
SOURCE: State Representative Mike Sutherland

RESPONSE: Bicycle and pedestrian considerations are discussed in the DEIS. MoDOT has
committed to continuing discussions with MARC and other organizations on possible Missouri
River crossing locations for a bicycle/pedestrian facility. As a result of the comments received
on the DEIS, MoDOT, in partnership with MARC, conducted a study to identify and evaluate
potential bicycle/pedestrian facilities across the Missouri River in the downtown Kansas City
area. Representatives from Kansas City, North Kansas City, KCATA, Missouri Bicycle
Federation and FHWA were included on the study team. The study included conceptual
designs that were of sufficient detail to facilitate discussions and decisions regarding reasonable
alternatives for potential facilities. The analysis included federal, state, local and regional
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policies applicable to bicycle/pedestrian accommodations. Funding for this improvement may
come from one or a combination of available funding sources. This commitment can be met
through the use of existing or future MoDOT district distributed funds for Major Projects and
Emerging Needs, funds allocated to the MARC region, and/or other public or private funds.
MoDOT worked with MARC and the community to select one reasonable alternative that is the
priority for the region to be included for construction in the 2008-2012 STIP. The selected
alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.

Sidewalks will be replaced in locations where they currently exist.

APPLICABLE REFERENCE: Chapter IV, F, 3, of the DEIS and Summary of the FEIS.

COMMENT CODE: 19A
SOURCE: U.S. Department of Housing and Urban Development (HUD)

RESPONSE: Bicycle and pedestrian considerations are discussed in the DEIS. MoDOT has
committed to continuing discussions with MARC and other organizations on possible Missouri
River crossing locations for a bicycle/pedestrian facility. As a result of the comments received
on the DEIS, MoDOT, in partnership with MARC, conducted a study to identify and evaluate
potential bicycle/pedestrian facilities across the Missouri River in the downtown Kansas City
area. Representatives from Kansas City, North Kansas City, KCATA, Missouri Bicycle
Federation and FHWA were included on the study team. The study included conceptual
designs that were of sufficient detail to facilitate discussions and decisions regarding reasonable
alternatives for potential facilities. The analysis included federal, state, local and regional
policies applicable to bicycle/pedestrian accommodations. Funding for this improvement may
come from one or a combination of available funding sources. This commitment can be met
through the use of existing or future MoDOT district distributed funds for Major Projects and
Emerging Needs, funds allocated to the MARC region, and/or other public or private funds.
MoDOT worked with MARC and the community to select one reasonable alternative that is the
priority for the region to be included for construction in the 2008-2012 STIP. The selected
alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.
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Sidewalks will be replaced in locations where they currently exist.

APPLICABLE REFERENCE: Chapter IV, F, 3, of the DEIS and Summary of the FEIS.

COMMENT CODE: 19B
SOURCE: HUD

RESPONSE: The noise modeling locations were shown in the DEIS on Exhibit IV-4. However,
the locations were not labeled with the receiver identification as it relates to Tables V-8, IV-9
and IV-10 in Chapter IV of the DEIS. Exhibit IV-4 has been modified to include those identifying
labels and included in Chapter IV of this document. Providing this information allows for the
ability to see further where these receivers are located and what areas are truly being impacted.
Those barriers shown on the exhibit are those that were both reasonable and feasible. Those
benefited individuals who live near a proposed barrier will have an opportunity to meet with
MoDOT and decide whether or not they desire noise mitigation.

APPLICABLE REFERENCE: Chapter IV of the FEIS.

COMMENT CODE: 20
SOURCE: City of Kansas City, Missouri Resolution

RESPONSE: Bicycle and pedestrian considerations are discussed in the DEIS. MoDOT has
committed to continuing discussions with MARC and other organizations on possible Missouri
River crossing locations for a bicycle/pedestrian facility. As a result of the comments received
on the DEIS, MoDOT, in partnership with MARC, conducted a study to identify and evaluate
potential bicycle/pedestrian facilities across the Missouri River in the downtown Kansas City
area. Representatives from Kansas City, North Kansas City, KCATA, Missouri Bicycle
Federation and FHWA were included on the study team. The study included conceptual
designs that were of sufficient detail to facilitate discussions and decisions regarding reasonable
alternatives for potential facilities. The analysis included federal, state, local and regional
policies applicable to bicycle/pedestrian accommodations. Funding for this improvement may
come from one or a combination of available funding sources. This commitment can be met
through the use of existing or future MoDOT district distributed funds for Major Projects and
Emerging Needs, funds allocated to the MARC region, and/or other public or private funds.
MoDOT worked with MARC and the community to select one reasonable alternative that is the
priority for the region to be included for construction in the 2008-2012 STIP. The selected
alternative is considered the priority for the region.

Based on the outcome of this study MoDOT is committed to letting for construction a reasonable
and safe bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between
10™ Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge
by 2012. Since the study area in this NEPA document does not include Missouri Route 9 north
across the Missouri River, the appropriate environmental documentation and clearances will be
completed as the bicycle/pedestrian project moves forward. MoDOT will continue to work with
MARC and the community on an appropriate design for the improvements to the Heart of
America corridor.
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Sidewalks will be replaced in locations where they currently exist.

APPLICABLE REFERENCE: Chapter IV, F, 3, of the DEIS and Summary of the FEIS.

COMMENT CODE: 21A

SOURCE: U.S. Department of the Interior
RESPONSE: Comment noted.
APPLICABLE REFERENCE: None.

COMMENT CODE: 21B
SOURCE: U.S. Department of the Interior

RESPONSE: The DEIS discusses impacts on aquatic species and migratory birds, from the
possible removal of the Paseo Bridge, in the construction impacts section of Chapter IV.

The hydrographic survey performed in March 2006 showed very little habitat diversity in the
area of the existing bridge or in the project footprint for the construction of the new bridge. It
could be assumed that pallid sturgeons use the project area for migration to suitable spawning
and over-wintering areas upstream and downstream of the Kansas City, Missouri area.
However, it is unlikely that there will be an adverse effect on this species, given the lack of
habitat diversity.

APPLICABLE REFERENCE: Chapter IV, S, 6 of the DEIS and Appendix G letter to USFWS in
the FEIS.

COMMENT CODE: 21C
SOURCE: U.S. Department of the Interior

RESPONSE: There are no public drinking wells or sole-source aquifers within the study
corridor, however wells are located within one mile of the corridor. These wells are located up
gradient from the study area, and assumed to be installed to prohibit near surface influence.
The water is also treated before use. Therefore, no immediate effects are anticipated.
Vegetated slopes and swales, and detention systems in appropriate locations can provide
treatment of potentially polluted runoff from the roadway, thereby avoiding or minimizing impacts
to groundwater quality.

APPLICABLE REFERENCE: None.

COMMENT CODE: 21D
SOURCE: U.S. Department of the Interior

RESPONSE: Prior to construction activities taking place, threatened and endangered species
of wildlife surveys may be necessary to determine if special considerations are appropriate to
minimize adverse impacts. If demolition of the existing suspension bridge is chosen, MoDOT
and FHWA will work with the USFWS and the contractor to monitor the river with tracking
equipment for any radio tagged sturgeon during demolition activities. If bridge demolition is
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necessary, MoDOT will conduct a survey of the bridge for the presence of migratory birds. If
any are present, the USFWS has recommended scheduling demolition outside of the April 15 to
August 1 nesting season, to the extent possible.

APPLICABLE REFERENCE: Summary of the FEIS and Chapter IV, N, 2 and Chapter IV, S, 6
of the DEIS.

COMMENT CODE: 22A
SOURCE: Mid-America Regional Council (MARC)

RESPONSE: The Purpose and Need was originally developed in support of the regional goals
and objectives of Transportation Outlook 2030 and the Northland~Downtown MIS as well as
KCMO’s “Focus” Plan.

The goals and objectives addressed in the Downtown Northland MIS were; System
Preservation, Personal Mobility and Quality of Life, Safety, Land Use and Development,
Regional Economy, System Management and Efficiency and Cost Effectiveness. It is important
to note that the Downtown Northland MIS studied all three river crossings in the CBD and the
“Preferred Strategy” in that report concluded that the [-29/-35 (Paseo Crossing) is where
additional highway capacity needs to be added. The transit and non-motorized strategies were
identified in the MIS on other existing or proposed bridges in the CBD.

The Purpose and Need for the Paseo EIS was also developed in coordination with regional
stakeholders, resource and regulatory agencies, as well the general public through an extensive
public involvement process. The overview of the Purpose and Need, in Chapter [, outlines six
items deemed as the critical project needs for this project, all of which helped to frame the
alternatives development and evaluation process. The Purpose and Need has been revised to
reflect consideration of non-vehicle travel modes. The Purpose and Need of the project is to
efficiently and safely move people goods and service from north to south of the river in the
[-35/1-29 corridor.”

APPLICABLE REFERENCE: Chapter |, B. MIS Preferred Strategy Report, Problem Definition,
Section 4.0 Transportation Goals and Objectives, Preferred Strategy Section 1.0, page 1,
Section 4.0, page 2.

COMMENT CODE: 22B
SOURCE: MARC

RESPONSE: As stated, the proposed action in the DEIS used the work done on the
Northland~Downtown MIS completed in 2002, as a starting point.  In the MIS the preferred
strategy component for transit and pedestrians was an new crossing of the Missouri river for
transit, bikes and pedestrians. Since that time the regions preferred strategy for the regions
transit plan has changed. The regions long range transportation plan, Outlook 2030 includes
the “Smart Moves” transit plan that was developed in conjunction with MARC, KCATA, RTA and
FTA. A new bridge is no longer a desired component of the transit plan and there is an existing
BRT line operating in the Heart of America Bridge corridor. Future “Smart Moves” plans include
this line.

In the Downtown Northland MIS, fixed guideway transit, and HOV lanes were analyzed on 1-29.
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The MIS looked at four lanes plus two lanes for HOV for a larger area than the 1-29/35 Study
Corridor during southbound AM peak hour. The DEIS looked at six lanes, reserving two for
HOV and showed a minimal travel time savings with a similar result of less person trip
movement with HOV lanes than with the multi-purpose lanes. HOV was not shown to be cost
effective for mitigating congestion. However, strategies such as HOV lanes are not precluded
and can be considered in the future.

The 1-29/35 DEIS is a separate and more detailed study of that proposed action and does not,
nor has it in the past, included a dedicated transit bridge with accommodations for
non-motorized transportation needs.

APPLICABLE REFERENCE: Summary and Chapter Il of the DEIS and FEIS. MIS Preferred
Strategy Report, Transit and Travel Demand Section.

COMMENT CODE: 22C
SOURCE: MARC
RESPONSE: Same response as 22B.

APPLICABLE REFERENCE: Summary and Chapter Il of the DEIS and FEIS. MIS Preferred
Strategy Report, Transit and Travel Demand Section.

COMMENT CODE: 22D

SOURCE: MARC

RESPONSE: The crash analysis contained in the DEIS supports the need for enhanced safety
design within the study corridor. Other strategies, like the ones given in the comment, could be
employed. However if changes are made as indicated in the Preferred Alternative, these will
address the known causes of crashes in the corridor.

APPLICABLE REFERENCE: Chapter | of the DEIS.

COMMENT CODE: 22E
SOURCE: MARC

RESPONSE: The analysis indicates the current truck percentage is 10 percent of the total ADT.
This is based on traffic counts in this area and while a significant decrease or increase is not
expected, it is understood that there may be fluctuations over the next 20 to 30 years. The
Preferred Alternative reflects features to better accommodate truck traffic and the movements
that they need to make in the corridor. Specific design considerations on how trucks may be
accommodated in the study area will be examined in further detail during the design phase of
the project.

APPLICABLE REFERENCE: Chapter | of the DEIS.
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COMMENT CODE: 22F
SOURCE: MARC

RESPONSE: There have been communications with the local governments and their planning
groups regarding future development in the corridor at a level of detail that is consistent with the
information available regarding these developments. MoDOT is committed to continued
coordination with North Kansas City regarding future development as these plans become
known and working with the city to address these needs in a reasonable manner. As stated
earlier, MoDOT is committed to looking at options for new transit opportunities and to
completing a separate study to look at the best location of a bicycle and pedestrian crossing
over the Missouri River in the study area.

APPLICABLE REFERENCE: None.

COMMENT CODE: 22G
SOURCE: MARC

RESPONSE: MARC’s Congestion Management System (CMS) incorporates a “CMS Toolbox”
with strategies related specifically to highways which include:

Increasing Number of Lanes without Highway Widening
Geometric Design Improvements

HOV Lanes

Super Street Arterials

Highway Widening by Adding Lanes

®PoO0TD

These items were looked at during the initial concept stage. Some of these items were not
carried forward for further evaluation as stand-along options because they did not meet purpose
and need. Others are included and carried forward in the Preferred Alternative.

APPLICABLE REFERENCE: Chapter ll, C. and D of the DEIS.

COMMENT CODE: 22H
SOURCE: MARC

RESPONSE: The Initial Concepts included a High Capacity Transit Concept and a Bicycle and
Pedestrian Concept. These concepts fell out as stand-alone concepts as they did not address
the Purpose and Need of the project. However, MoDOT is committed to looking at opportunities
for future transit accommodations and to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10"
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge by
2012.

Crossings of the interstate will be considered during the design of the interchanges in the
current project.

The facility’s design as described by the Preferred Alternative will provide for better movement
of truck and transit traffic throughout the corridor and accommodate for those large-vehicles in
the design of interchanges and intersections in the corridor. These changes will be looked at in
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greater detail during the design phase of the project.

During the design of the project, MoDOT is also committed to evaluating how to enhance
existing transit operations in the corridor.

APPLICABLE REFERENCE: Chapter Il of the DEIS and Summary of the FEIS.

COMMENT CODE: 22|
SOURCE: MARC

RESPONSE: Recommendation #9 was used to revise commitment 2, now commitment 1 and
draft commitment 21 in the Summary which now includes the proposed language.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 22J
SOURCE: MARC

RESPONSE: Recommendation #10 was used to revise commitment 17, now commitment 14,
in the Summary. MoDOT is committed to letting for construction a reasonable and safe
bicycle/pedestrian facility crossing the Missouri River along Missouri Route 9 between 10"
Avenue in North Kansas City and 3™ Street in Kansas City via the Heart of America Bridge by
2012.

Pedestrian and bicyclist considerations are discussed in the DEIS in Chapter IV, Section F.
Sidewalks that currently exist will be replaced. Other pedestrian access will be considered
during design. MoDOT is committed to getting input from the community about their interests
and concerns related, but not limited to, community cohesion, connectivity and access. The
MIS identified an opportunity to improve transit, bicycle and pedestrian connections across the
Missouri River by constructing a multi-modal bridge adjacent to the Heart of America bridge to
serve these needs. This opportunity was defeated as part of a city referendum which rejected
funding for a light rail transit system.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 22K
SOURCE: MARC

RESPONSE: A new commitment, commitment 19, was added to the FEIS based on the
proposed language in Recommendation #11.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 22L
SOURCE: MARC
RESPONSE: A new commitment, commitment 20, was added to the FEIS based on the
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proposed language in Recommendation #12. The MIS looked at four lanes plus two lanes for
HOQOV for a larger area than the 1-29/35 Study Corridor during southbound AM peak hour. The
DEIS looked at six lanes, reserving two for HOV and showed a minimal travel time savings with
a similar result of less person trip movement with HOV lanes than with the multi-purpose lanes.
HOV was not shown to be cost effective for mitigating congestion. However, strategies such as
HOV lanes are not precluded in the study corridor and can be considered as part of a regional
HOV strategy in the future.

APPLICABLE REFERENCE: Summary of the FEIS.

COMMENT CODE: 23A
SOURCE: City of Kansas City, Missouri Board of Parks and Recreation Commissioners

RESPONSE: The Initial Concepts included a High Capacity Transit Concept and a Bicycle and
Pedestrian Concept. These concepts fell out as stand-alone concepts as they did not by
themselves, fully address the Purpose and Need of the project. However they are described as
supportive elements to the Preferred Alternative. As such, MoDOT has committed to work with
MARC and KCATA along with others to analyze transit services and look for opportunities to
support the KCATA to enhance transit in the study area. MoDOT is committed to letting for
construction a reasonable and safe bicycle/pedestrian facility crossing the Missouri River along
Missouri Route 9 between 10" Avenue in North Kansas City and 3™ Street in Kansas City via
the Heart of America Bridge by 2012.

Crossings of the [-29/35 interstate corridor will be considered in the detail design of the
interchanges in the corridor. These commitments are being made in an effort to continue to
look for opportunities to increase modal choice.

The proposed action is shown to relieve congestion on 1-29/35, thereby discouraging the use of
alternative routes such as the Paseo Boulevard. Thus, the proposed action is not shown to
result in increased traffic on this route. The concepts indicated in the EIS would tie into the
existing Paseo Boulevard and will not require any relocation of this boulevard. The concepts
also do not preclude a realignment of the Paseo Boulevard and will not require any relocation of
this boulevard. The concepts also do not preclude a realignment of the Paseo Boulevard as
indicated in the conceptual alignments completed by the Kansas City Parks and Recreation
Department and represented on the conceptual drawings in this EIS.

APPLICABLE REFERENCE: Summary, Chapters | and Il of the DEIS.

COMMENT CODE: 23B
SOURCE: City of Kansas City, Missouri Board of Parks and Recreation Commissioners

RESPONSE: Figure S-4 has been corrected to show Berkley Park and Riverfront Park in the
appropriate locations. Riverfront Park has also been added to Exhibit 1ll-1 and [lI-5 although it
is outside of the study corridor. Parklands and access to those areas are addressed in the EIS.

MoDOT is committed to letting for construction a reasonable and safe bicycle/pedestrian facility
crossing the Missouri River along Missouri Route 9 between 10" Avenue in North Kansas City
and 3" Street in Kansas City via the Heart of America Bridge by 2012.

The portion of the Paseo considered in the 1-29/35 project’'s APE is approximately one block
north of Admiral or 7" Street and was not included in the previous historical surveys or NRHP
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assessments of the parkway. Because it was not completed until after 1950 and is not
historically associated with the Paseo, MoDOT, the SHPO and City of Kansas City, Missouri
concur that the small section of the Paseo in the [-29/35 project area does not constitute a
contributing element of the historic Paseo. Furthermore, that particular one to two-block area
where the Paseo has been extended north of Independence before terminating at
[-29/1-35/Midtown Freeway has changed substantially since the 1950s, primarily the result of
previous transportation improvements involving the construction of the interstate. Thus, it is
concluded that this modern portion of the Paseo lacks historical significance and integrity and
should remain excluded from the historical boundaries of the Paseo, 7™ to 79" Street.

APPLICABLE REFERENCE: Summary, Chapters Ill and IV of the DEIS and FEIS.
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